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Studebaker saléiles- 
mericas newspaper 






Ed 


publisher They’ve helped conserve trucks . 


and tires, by reducing os 
their mileage 43%. . 


EMBERS of the American Newspaper Publishers 

































Association have been commended by the Office of Tr 
Defense Transportation for the “excellent” results they 
have achieved in conserving transportation. U. 
Through curtailing delivery services, and through D. 
other economies during the war, the 600 member news- 
papers of the American Newspaper Publishers Associa- Pi 
tion operated 12,000 trucks in 480 fleets during 1943 at 
a saving of 43% in truck mileage over 1941. W 
Figures for 1944 are not as yet available but will un- g, 
doubtedly reveal continued big savings in mileage. “ 
Studebaker extends its congratulations to the news- A 
paper industry for this splendid record. It is in keeping 
with the patriotic support the newspapers have given all T 
government conservation programs in their news and 0 
editorial columns. 
How you can get help from Studebaker to Q 
conserve trucks and tires "7 
Not only newspaper publishers, but hundreds of other 
businesses operating delivery F 
trucks have found it a big help mail ' 
to use Studebaker’s 48-page ‘AMnieaance Topoamaio 
handbook—‘“‘ Maintenance cceniieeener tees ; 















Truck Operator.” ~ a" 

This booklet applies to all 
makes of trucks and it’s offered 
free as one of Studebaker’s 
many continuing wartime 
public services. For a sample 
copy, see any Studebaker 
dealer or mail coupon below. 


Information for the Delivery yw OPERATOR i 
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Studebaker Truck Division, Dept. TW-18 South Bend 27, Indiana Pi 
Please forward free and postpaid sample copy of ‘‘Mainte- ‘ 
nance Information for the Delivery Truck Operator.” E 
i 
Concer and pacemaker i 
tn Automotive Caogueas Firm... , 





BUILDER OF WRIGHT CYCLONE ENGINES FOR THE BOEING 
FLYING FORTRESS— HEAVY-DUTY STUDEBAKER MILITARY 
TRUCKS — THE WEASEL PERSONNEL AND CARGO CARRIER 
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~ BEST to a new General 
Truck Tire is Kraft System 


Balanced Recapping . . . an exclusive 


service of General Tire Dealers. For 
the Kraft System is the ouly method 
that balances recaps perfectly like 
new tires . . . the oly method that 
guarantees the kind of Top-Quality 
and long mileage operators every- 


where expect from General Tires. 


No other recapping method so 


fully assures you of getting every 
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last mile from your present tires. 


Working to the full limit of his 
mold capacity and manpower... 
giving recapping priority to tires off 
trucks lacking adequate spares... 
scheduling truck tires ahead of pas- 
senger tires .. . your General Tire 
Dealer is ready to help you through 
the present emergency. See him—for 
tire maintenance service... expert 
repairing ... Kraft System Recapping 


... and new General Truck Tires. 


Exclusive with General Tine Dealers... coast-to-coast 
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The White Motor 


Standardized on WHITE ia 


... 2,000,000 Miles of Satisfaction nahn 


be 1 
records pn, Nteresteq t 
fl cent) ) 
eet have Just passonte? 
We bo he 


Company 





know the 

ta 
that Check 
tween? White Tr, of © 


WO = Puck, 
Z flee. me are first mit : ™llion mije masts” our j 
1939 the intr, ° in loge ' 

A) a“ * Since th, Oduction of “nd operated 
| THE SEVEN BROTHERS”... Pits andes ae Setd ee see ag ! 
. , e ‘ 
Our lo ® total of zed 100% (i 
“qe . . ME diste 17, on ‘ 

B. familiar to millions of New Breland’ to Geare’,"°°¥108 covers 41 


ae f, 1 
48 atte? United Van ar west as th “rates from New 
5. ine 1asi 
“ffiliaty ®sippi Riy, i 
We have on, We serve 2 er, ¥ 
bot; found Whi antl , 
h this 16 te sy 


Yorkers . . . means Santini Bros., 
Inc., and moving and storage. The 


Per Po ’ 
Congest ME distanc Wer to b, $ 
ed traffic f oo Service as weil Nomical in | 


° . Poli 
company, organized in 1905, owns helpful ang Bectaliy in tepolttan New yore 2% the highiy 





both long distance service and in the highly congested 
traffic of the metropolitan area. 


THE WHITE MOTOR COMPANY « Cleveland 


A larger volume of new Super Power Whites 
for commercial use is now assured for 1945 
by government order. Your White representa- 
tive will be glad to help you make application. 
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A hoase IN POINT 


The Seaboard Railway has claimed for 
itself the distinction of being a builder 
wherever we serve. Our friends—patrons 
of the Railway—have been gracious in 
confirming that claim. 

A case in point is the Seaboard’s con- 
tribution to recent developments in the 
pulp and paper industry of the South. 
For many years, this has been a major 
project with our Industrial Department. 
As far back as the 1920’s, detailed surveys 
were made of the best locations for pulp 
and paper mills, and the cooperation of 
the local people was enlisted in our ef- 
forts to develop the pulp and ‘paper 


Buy More WAR BONDS 


resources of the territory. These efforts 
have been abundantly rewarded. Several 
large mills have been located in our ter- 
ritory in recent years and others will no 
doubt be built in the future. 

Many other new enterprises, industrial 
and agricultural, have been brought in as 
a result of the Seaboard’s cooperation 
with local communities. The Railway 
is continuously on the alert for every 
opportunity to aid in improving the eco- 
nomic lot of its territory. 

And so we say with justifiable pride: 
“A builder wherever we serve.” 
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Yes, everything you want 
in a truck you get in the 
1945 model heavy-duty 


CHEVROLET 





Essential users alified to purchase new trucks are 
urged to place their orders promptly. See your Chev- 
rolet dealer now/ 


BUY MORE WAR BONDS—HELP SPEED THE VICTORY 








means EVERYTHING 07 “he job 


POWER. Every 1945 model heavy-duty Chevrolet truck is 
powered by the higi-torque Load-Master engine—designed and 
built for truck use exclusively. Here is an engine that can exert its 
maximum pulling power at low engine speed (1000 to 1900 r.p.m.) 
and over a wide range of road speeds (from 2 m.p.h. in low gear 
to 32 m.p.h. in high, with single-speed rear axle). 


EQUIPMENT. Every 1945 model heavy-duty Chevrolet truck 
carries many items of equipment that increase efficiency and 
reliability—including oil-bath air cleaner, heavy-duty extra- 
capacity radiator, 10-leaf rear springs with special auxiliary 
(helper) springs, and side-member plates on chassis frame. All 
models have dual rear wheels. Special heavy-duty front springs 
and special axles are obtainable in numerous combinations. Of 
the seven chassis combinations, two are equipped with special 
extra-capacity single-speed rear axle, three with two-speed rear 
axle. A special oversize front axle (4500-pound rating) is used 
in the heaviest truck of each wheelbase— 134% and 160 inches. 
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AILERS FOR ‘45 


* Commercial truck trailers, too, 
have been cut by WPB’s recent order 
freezing increases in the production 
of durable civilian goods. ... In an- 
nouncing its latest total production 
program for the year of, 194 a 
revealed. thg as 
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<4 Fleet Owner, January 1945 









, 






To Help You Keep Equipment Rolling there are now 60 
Trailmobile Servicenters strategically located to deliver fast, 


expert service and repair on all types and makes of trailers. 
Factory-Standard Service — from Standard Factory Parts Used. Every 
Coast to Coast. Highly skilled trailer Servicenter carries an adequate stock of 


mechanics under the supervision of fac- 
tory-trained specialists work to stand- 
ards set up by the Trailmobile factory. 


standard factory replacement parts to 
facilitate repair and maintenance. 


Trailmobile Headquarters 
vant, Claas, Ste Prevent Serious Lay-ups ... keep operating costs 
down by the regular use of Trailmobile Servicentet 
facilities. We'll send up-to-date list for ready refer- 
ence upon request. 
The Trailmobile Company, Cincinnati 9, Ohio; 


i a o Berkeley 2, California; Charlotte, North Carolina. 


= TRAILMOBIL 


Commercial Trailers for War and Peace «+ The Vital Link in Flexible Transportation 
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The Norfolk and West- 
ern’s service to the nation 
during 1944, was the greatest 

in the railroad’s history. Both 
freight and passenger traffic 
climbed to new high levels, and 
this record-breaking traffic was 
handled without congestion or 
delay. 

The railway handled a total of 
19,906.703,000 net ton-miles of reve- 
nue freight traffic—an increase of 
48.55 per cent over 1939, and 62.43 
per cent greater than 1918. 

. One of the major factors that made 
possible this all-time record was the all- 
out cooperation of shippers and receivers 
of freight, military authorities and the 
Office of Defense Transportation. Team 
work all along the line, resulted in heavier 
and faster loading of cars; advanced notice 
of car requirements; faster unloading and 
quick cleaning of cars. 

With the continued cooperation of all con- 
cerned the Norfolk and Western and the 
other railroads of America, will keep the 
wheels rolling to Victory. , 

The lessons that the railroads have learne 
during this war, in moving the greatest 
freight tonnage in history, will play a big 
part in railroad plans and determination to 
provide peacetime America with the highest 
standard of transportation service the world 
has ever seen. 
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Outstanding IN TUSCALOOSA, ALA. 
THE UNIVERSITY OF ALABAMA 


The Amelia Gorgas Library at the University contains over 200,000 : TLL. 
volumes. The campus is considered one of the most beautiful in the nation. ioe 
There are numerous stately and imposing buildings, fraternity and sorority on % 
houses. During recent years the college has promoted an extensive building 
program which has resulted in the erection of several new edifices. There 
are approximately 5,000 students enrolled in the regular session, over 1,500 of 


them being women students. Extension students number an additional 6,500. BA 
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Congress and Transportation 


It is not too early in the first session of the Seven- 

ty-ninth Congress to urge that action be taken 
promptly on at least two important legislative proposals 
ithat affect transportation. The House committee on 
linterestate and foreign commerce has done its part 
i with respect to one of the bills we have in mind—the 
Boren bill to complete the repeal of land grant deduc- 
tions in rates on government traffic. It has ordered 
reported to the House the bill in the same form as it 
was passed by that branch of Congress in the latter 
part of the Seventy-eight Congress. It ought not to 
take the House long to approve the bill again and send 
it to the Senate so that final action may be taken at 
this session of Congress. 

This is the time for action. Even though the legis- 
lative chambers in the Capitol are now artifically cooled 
in the hot weather, the heat outside in the summer 
months interferes in one way or another with expedi- 
tion in legislative matters. Often, though Congress 
technically remains in session, there are not enough 
members in Washington to transact business. 

We see no reason why the land grant bill should 
not be disposed of before June. Those who wish to see 
the bill made law before summer ought to write their 
— and representatives, telling them of the im- 


portance of this legislation from the standpoint of sound 
national transportation policy and urging that prompt 
action be taken. Shippers and carriers are entitled to 
a final decision on this proposed change. Delay ought 
not to be permitted to prevent such decision being ob- 
tained. 

Before summer, Congress also ought to enact legis- 
lation that will end the controversy with respect to rate 
making and the anti-trust laws, and provide for a sen- 
sible treatment of the problem involved. Representa- 
tive Bulwinkle, of North Carolina, a member of the 
House committee on interstate and foreign commerce, 
has introduced a bill (H. R. 2536) he believes will meet 
this situation. (See Traffic World, March 10, p. 568). 
He has offered similar proposed legislation heretofore, 
as has Senator Reed, of Kansas. We think Mr. Bul- 
winkle is correct in classifying the proposed legislation 
as “most vital at this time to insure the continuation of 
the kind of railroad transportation which this country 
needs and must have.” His bill, says he, has for its pur- 
pose “the removal of a great part of the uncertainty 
and confusion which has hampered, and will hamper 
the railroads to a great extent if this or some similar 
bill is not passed.” 

The Department of Justice has raised the issue 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 


An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of all instrumentalities of transportation. 

An Interstate Commerce Commission composed of men, 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. ; 

Standardization of state regulations as to weights and 
dimensions of motor transport units. : : 

Repeal the anti-trust act as it applies to transportation 
rate-making. 2 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
t to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 
Exempt from income tax railroad revenue set aside for 
erred maintenance. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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ONE MAN IN} 
FRUEHAUF EL 


\ 
THE FRUEHAUF ENDGATE 
truck loads with engine-F 


the work eh several. 


THE FRUEHAUF ° 
loading time Tt 
—permits more trips P 
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THE FRUEHAUF ENDGAT 


5 hewn 46) men. 
or acciden 
ie) goods 


mendously: 
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Lifts loads from ground level, eliminating 
manual lifting. 


Lifts loads up to 2,000 pounds. One 
control lever starts and stops the smooth, 
even hydraulic lifting power. 


Lifts driver and load from road-bed to 
truck-bed in 10 seconds. Stops auto- 
matically at ground and truck-bed. 
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Why Owners Prefer Fruehauf 
* 1. Loads from ground or any platform level—run hand-trucks 
or slide freight on the Endgate. No manual lifting. 


} 2. Permits unequal weight distribution—no extra work to 
“center” load—gives the load a smooth, even ride. 


7 3. Operates hydraulically—by one convenient hand lever. 


4. When Endgate is locked at truck-bed level it will carry 
3 feet of extra payload. 


» 5. Stationary power unit, fastened securely to the frame— 
eliminates chatter, binding and possible oil leak. 


» 6. Can be used as conventional gate—either in a down or 
up position. 


7. Easily installed—mounted on frame—even weight distribu- 
tion—no tail-end overloading. 


8. Lifts loads up to 2,000 pounds. Safety release-valve prevents 
overloading. 


¥ 9. Sturdy, simple design—years of top performance built in 
every Fruehauf Endgate. 


. 10. Maintenance is simple—periodic lubrication and check-up 
of hydyraulic fluid—that's all. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY e DETROIT 32 


Service in Principal Cities 


REG. U. S. PAT. OFF 
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with respect to the legality of rate-making processes 
under the anti-trust laws. The law ought not to be such 
that carriers may not do the things that are in the 
interest of complete compliance with the requirements 
of the interstate commerce act and that must be done 
if there is not to be chaos in rate making. If the rate- 
making processes are now technically in violation of the 
anti-trust laws, or if they operate to prevent compliance 
with the interstate commerce act, Congress ought to 
act speedily to make clear its policy. A victory by the 
Department of Justice in the rate-making suit brought 
by it against the railroads will not dispose of this prob- 
lem—a problem as to which Congress, in which the 
rate-emaking authority rests, must take action. This is 
one of those things that ought to have been clarified by 
Congress many years ago. The fact that nothing has 
been done, however, does not justify further delay now. 

While we are on the subject of transportation legis- 
lation, a word ought to be said about the proposed 
legislation some of the railroad labor organizations are 
asking Congress to pass to the end that railroad em- 
ployes and members of their families will receive in- 
creased benefits under the railroad retirement and rail- 
road unemployment insurance acts. 

The present railroad retirement legislation, as was 
pointed out in the hearings on the bill, was the result of 
agreement between the railroad managements and the 
employes, arrived at by collective bargaining. This leg- 
islation placed the railroads and their employes on a 
different—and more costly—basis than are employers 
and employes subject to the social security act. Now 
certain groups of organized railroad employes, against 

the protest of the railroads, are asking Congress to in- 
) crease the cost of the retirement system and the bene- 

fits thereunder. It seems to us the railroads have made 

a point in the hearings that the House committee on 
, interstate and foreign commerce may well take into 
consideration, namely, that, if there is to be any change 
proposed in a system originally agreed to by manage- 
ment and labor, such change ought first to be made the 
subject of collective bargaining. The committee, in the 
circumstances would be justified in refusing to act on 
the proposed legislation because the subject matter was 
not handled in the same manner as the original agree- 
ment was handled. 
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. Social Uses of Rail Revenue 


Fred G. Gurley, president of the Santa Fe, testified 

last week before the House committee on the 
Crosser bill to amend the railroad retirement, unem- 
ployment and carrier taxing acts to increase benefits 
toemployes and members of their families (see Traffic 
World, March 10, p. 593). He observed that the pro- 
ponents of the bill desired to have “a permanent in- 
escapable charge” levied against the railroads, “whether 
farned or not,” to be diverted to purposes that they 
characterized as “social.” He did not press home 
the further point, although he seems to have had it 
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in mind, that, if those same millions were expended 
by the railroads in improving railroad plant, the pur- 
poses served would be no less “social.” As he put it, 
the nation could not afford to forego the benefit of 
restoration and improvement of railroad plant “as a 
sensible, orderly, productive and businesslike means 
of meeting problems of postwar employment.” 

The most liberal thinker of the day will not deny 
that meeting the problems of postwar employment 
embodies a “social” purpose of the highest order. But 
the matter goes deeper. From the textbook viewpoint 
these “social thinkers” have used they must know 
that the operation of the railroad system of the coun- 
try serves many social purposes other than the pay- 
ment of increasing benefits to rail workers out of the 
money collected by the railroads for transportation. 
The whole purpose of the railroad system is social. 
It transports people, commodities, and the textbooks 
of the social thinkers. In this it does not differ from 
any other element in our civilization. Social thinkers 
are accustomed to speak of all elements of our na- 
tional life in the context of their effects on our social 
life. On the purely theoretical side, therefore, it is 
difficult to understand why they do not see the need 
to balance the social ends served by the businesslike 
operation of the railroads with those to be served by 
extracting a portion of the revenue from those oper- 
ations. 

Even on the theoretical side—although it is an 
entirely practical matter and easily understood as 
such—these social thinkers ought to see that there 
must be a rational balance kept between the needs 
of management and of labor. Indeed, they now have 
before them a prime example in the midwestern truck 
lines being operated by the Office of Defense Trans- 
portation. The National War Labor Board ordered 
the truckers to pay certain increased wages to em- 
ployes, and shrugged off the problem of where the 
money was to come from. Of necessity, it shifted the 
problem to the shoulders of the national treasury, from 
which the O. D. T. found it necessary to obtain $5,000,- 
000, representing the needs of those trucking concerns. 
Without that government money many of the lines 
faced deficit operations—with bankruptcy around the 
corner. There the “social” purposes back of the wage 
award threatened to drain revenue necessary to keep 
the truckers in business. Had they gone out of busi- 
ness—and more than 100 of them said they could 
not pay the increases—the “social’’ gain of the em- 
ployes would have been turned into a loss. As the 
matter stands, the situation has resulted, certainly, 
in what can only be called a “social’’ loss to the entire 
nation, to be measured by the amount of government 
money that will have to be expended to keep the truck 
lines in operation. 

But there are other considerations on the practical 
side. Regardless of the actual volume of freight traf- 
fic the airlines will carry in the postwar period, it will 
have a tremendous effect on the whole machinery of 


Sega RI a Fo a 
A soe CP, SE Soe 





SST ASTIN 3.2 


ten en rae sae | 








632 


, 


distribution. Even granting that the airlines might 
not carry as much of the traffic as some of its adher- 
ents think they will, the swift distribution of those 
items of merchandise that can stand the increased 
transportation costs is going to result in demands for 
a different kind of service on merchandise traffic from 
the railroads. While, for example, the New York cloth- 
ing designer who has an “exclusive” clientele will be 
using the airlines, because he can afford to do so, the 
producer of clothing who serves the mass market isn’t 
going to be content with the older type of service fur- 
nished by the railroads between New York and Chi- 
cago, and other points. In order to satisfy all types 
of producers, anxious to reach mass markets in the 
shortest possible time, and unable, obviously, to ship 
mass production by air, the railroads will probably 
find themselves under a compelling necessity to meet 
the demands of such producers for better service. If 
“symbol” trains could transport petroleum products 
to the eastern seaboard in record time, these produc- 
ers may very well say, why not such trains for me- 
dium-priced fashions or any other mass-produced and 
mass-marketed merchandise items? 


On the other side there will be the trucks, anxious 
to continue their growth, rightly taking every step 
possible to better their competitive position, operating 
equipment made of lighter, stronger materials, applying 


war-learned lessons, and competing furiously for profit- 
able traffic. 


The railroads will inevitably lose traffic both to 
the airlines and the trucks. How much, no one knows. 
But it will be traffic in the upper brackets, and it may 
leave the railroads carrying a larger percentage of 
the bulk commodities on some of which, be it remem- 
bered, there was “‘social purpose” rate-making involved, 
as for example, in the deliberate policy of making low 
rates on agricultural products. At any rate, revenue 
will be lost to the railroads. If, in the end, they must 
declare their inability to make those “permanent in- 
escapable” payments, will the rail workers have any- 
thing for which to thank their friends among the so- 
cial thinkers? A clue to their feeling may be had by 
a talk with workers who are now, under their paternal 
government, feeling the effects of the withholding 
tax, and are beginning to understand that, in order to 
“take,” some one must “put.” 


Unless, therefore, this radical extension of bene- 
fits to rail workers is part of a plan for the general 
socialization of all industry (government ownership 
to those who are not textbook conscious), it is not 
justified either on theoretical or practical grounds. 
And not many Americans now believe that it would 


be justified as another move toward government 
ownership. 





Eastman Bust Presentation 


On March 15, first anniversary of the death of Joseph B. 
Eastman, a bronze bust of the late commissioner, made by 
Oscar Mundhenk, sculptor, at the request of friends of Mr. 
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Eastman, was presented to the Commission at a ceremony held 
in its hearing room under the auspices of the Association of 
Interstate Commerce Commission Practitioners. Present were 
the entire Commission, many persons prominent in transporta. 
tion circles, Miss Elizabeth Eastman, sister of the late com- 
missioner, and members of the staffs of the Commission ang 
Office of Defense Transportation. 


Judge R. V. Fletcher, vice-president in charge of research 
Association of American Railroads, delivered the principal ag. 
dress, paying tribute to Mr. Eastman’s character, talents anj 
accomplishments, mentioning specially his “essential simplicity’ 
and clarity of thinking. In the early part of his career jp 
Washington, Judge Fletcher said, Mr. Eastman avoided the 
mistake of attempting to distate to his seniors. His later service 
as coordinator of transportation, Judge Fletcher continued, was 
perhaps not the happiest period of his life but it served t 
broaden his contacts and from that experience Mr. Eastmap 
returned a wiser and more useful man thoroughly qualified for 
his later tasks as the Director of the Office of Defense Trang. 
portation. 


“From his studies and recommendations came the motor 
carrier act of 1935 and the transportation act of 1940,” said 
Judge Fletcher. He suggested that a useful work would be the 
compilation of Mr. Eastman’s studies and recommendations, 
Mr. Eastman, he continued, was one of the country’s leading 
authorities on the commerce clause of the Constitution. He 
said Mr. Eastman’s life of service was one to “renew our faith 
in the future of democracy.” 


William W. Collin, Jr., president, Association of Interstate 
Commerce Commission Practitioners, presided. He paid tribute 
to Mr. Eastman’s “fairness, tolerance, and capacity for friend. 
ship.” 

Presentation of the bust was made by Charles E. Bell, 
chairman of the “Eastman Bust Committee” of the association, 
He said that in arranging for the creation of this work the 
association had written one letter and that the response was 
spontaneous and nationwide, indicating the high esteem in 
a Joseph B. Eastman was held throughout the United 

tates. 


The bust was unveiled by William P. Bartel, Secretary of 
the Commission. 


Accepting the gift on behalf of the Commission, Chairman 
John L. Rogers said that the presence of the statue would bk 
a constant reminder of the late Commissioner’s integrity and 
devotion to duty. 


Besides Mr. Bell, other members of the committee wer 
Hugh D. Driscoll, Wilbur LaRoe, Jr., Clarence A. Miller, and 
Warren H. Wagner. 


In the printed program provided by the practitioners’ as- 
sociation appeared a tribute entitled “Joseph B. Eastman, 
Public Servant,” by Chief Counsel Daniel W. Knowlton, of the 
Commission. Mr. Knowlton wrote: 


That a man live for three score years and two to be acclaimed 
great at the end imports much of itself—imports a rich inheritance 
of intelligence, ability and energy. That, during this all too brief 
span of ever ripening powers, his interests and efforts were devoted 
without stint or thought of self to the public service imports far more. 
But the wealth of talents that was his heritage and their absolute 
dedication to the public service, which was part of his faith, account 
only in part for Joseph B. Eastman. 

His fine natural talents, brought to full fruition by years of it 
tensive application—unchecked even by the extending shadow Of ill 
health—were tools essential to the high level of performance set for 
himself by this ‘‘good and faithful’’ public servant, as were also his 
unfailing fairness of judgment and unswerving devotion to the truth. 
But, of equal importance to the rounding out of his unexcelled equip 
ment for performance, were the human qualities which were so pre 
nounced in his character—his friendliness of manner, charm of pe 
sonality and warm interest in all with whom he worked or came if 
contact. That these human, lovable, qualities were of inestimable value 
in enabling his great achievements and works of enduring benefit i 
the field of public service to which he was called, there is no reason 
to.doubt. Nor can there be any doubt of the part they play, and will 
continue to play, in ensuring for him the place he holds in the mem 
ories of those left behind. 

Widely acclaimed at his death as a great and splendid public 
servant, Mr. Eastman had lifted the appellation ‘‘public servant’’ from 
obscurity. By the ‘‘fruits’’ of his own labor, by his own ‘works’ he 
had made of it a title to be aspired to—the proudest title he possessed. 


Cc. S. D. MILITARY BRANCH OFFICE 


Chairman Kendall, of the car service division of the Asse 
ciation of American Railroads, has advised transportation off- 
cers of western railroads that, at the request of the navy the 
car service division has established a branch office of the 
Military Transportation Section in the District Property Trans 
portation Office of the Navy, San Francisco, in charge of G. G. 
Schwinn. The section will be concerned only with the handling 
of navy freight. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Ere r rrr reer ee LE TL ETN DOLE NILE! ELIE ECL EAL EI 


1. ¢. C. Relianee on Prior Cases 


A report by the entire Commission on rehearing in No. 
98813, Summer & Co. vs. Erie Railroad Co. et al., embracing 
two sub-numbered cases, dealing wih a demand for reparation 
with respect to freight charges on relatively few carload ship- 
ments of scrap iron and steel, has brought to light a contro- 
versy within the Commission as to the propriety of the basing 
of Commission decisions in so-called “small” rate cases on prior 
decisions in which the rate adjustments involved in the “small” 
cases have been determined after exhaustive investigations and 
hearings. 

The rehearing was the result of a federal court decision 
adverse to the Commission. Joined with the title case in the 
report on rehearing were No. 28813, Sub. 1, Summer & Co. 
vs. Wheeling & Lake Erie et al., and Sub. No. 2, Same vs. 
New York Central. The Commission, in the instant report, 
affirmed the findings in the prior report (255 I. C. C. 475) 
that the assailed rates were unreasonable, and ordered pay- 
ment of reparation of $525.25 by the defendants on or before 
June 9. 


Commissioners Mahaffie and Patterson wrote expressions 
of partial concurrence, with Commissioner Lee subscribing to 
the former’s views. Commissioner Barnard wrote a statement 
setting forth his position as concurring in part and dissenting 
in part, and Commissioner Miller wrote a dissenting expression. 
Commissioner Johnson absented himself from his duties as 
director of the Office of Defense Transportation to participate 
in disposition of this case. 


The proceedings were reopened for rehearing by the Com- 
mission after the federal district court for the southern Ohio 
district, acting on a complaint filed there by the railroads named 
as defendants by Summer & Co., had permanently enjoined the 
execution of the order of the Commission, division 4, in con- 
nection with the prior report (255 I. C. C. 475). Division 4 
referred, in its report, to the Commission’s decision in Midvale 
Co. vs. Wheeling & Lake Erie, 231 I. C. C. 734, in finding that 
the rates on scrap iron and steel, in carloads, were unreasonable 
to the extent they exceeded $3.92 a long ton from South Bend, 
Ind., to Mansfield, O., $4.23 from Hastings, Mich., to Massil- 
lon, O., and $3.29 from Lansing, Mich., to Sandusky, O., min- 
imum 44,800 pounds. It awarded reparation to that basis. It 
also found that the rates assailed would be unreasonable for the 
future to the extent they might exceed rates made 70 per cent 
of the basic scale of rates on iron and steel articles prescribed 
in Iron and Steel Articles, 155 I. C .C. 517, set forth in appendix 
F of the report in that proceeding applied in the manner therein 
provided, and subject to authorized increases. 


District Court’s Opinion 


The district court, in its opinion (see Traffic World, April 1, 
1944, p. 914), said, in part: 


No evidence was introduced which tends to establish the unreason- 
ableness of the rates. On the contrary, the decision of the Commission 
recognizes that the evidence established that the rates. are reasonable, 
but on the basis of its decisions in other cases, it held that the rates 
were unreasonable. This constituted prejudicial error. A decision which 
is not grounded on evidence fails to apply the standard of ‘‘full hear- 
ing” set by Congress as a guide to the Commission in the performance 
of its quasi-judicial duties....The court finds that the order of the 

mmission is not sustained by any evidence. Since an essential finding 
as been made without supporting evidence, the action of the Commis- 
sion was arbitrary and must be reversed.... 


The Commission said that at the rehearing the railroads 
appeared only for the purpose of challenging the Commission’s 
jurisdiction on the ground that the proceedings had been adjudi- 
cated by the federal district court. Dealing with that conten- 
tion, the Commission said: 


The decree. of the court, based upon the ground that there was no 
evidence Supporting the findings in the prior report, did not deprive us 
of jurisdiction over the subject matter of the complaint and is not a 
‘ t to further investigation to determine whether there is justification 
or the prescription of reduced rates. Complainant inquired as to the 
necessity for the filing of a petition for rehearing but this became 
unnecessary because of the entry of the order on May 1, 1944, reopening 

© proceeding for rehearing. 

In view of the large number of proceedings involving rates on 
Scrap iron and steel within official territory, which embraces the origins 


and destinations here considered, in- which we had found reasonable 
the same basis of rates as prescribed in the prior report herein, the 
latter report was made rather brief and was less explicit than would 
ordinarily be considered desirable and necessary. 


Spread of 70 Per Cent Basis 


The basis of 70 per cent of rates on iron and steel articles, 
the Commission said, was prescribed for the future originally 
on December 31, 1929, by division 3 in Newport News Ship- 
building & Dry Dock Co. vs. Baltimore & Ohio Railroad Co., 
160 I. C. C. 620, for scrap iron and steel from Newport News, 
Va., to certain points in Maryland, Delaware, New Jersey, and 
eastern Pennsylvania and from Newport News and Richmond, 
Va., to Baltimore, Md. It added that that basis was consistently 
prescribed for the future in many later proceedings dealing 
with rates on scrap iron and steel from and to points in official 
territory, and it discussed several of those proceedings. 

The Commission noted that in Midvale C. vs. Wheeling & 
Lake Erie, it had stated that many carriers in official territory 
had filed special docket applications admitting that rates in 
excess of the 70 per cent basis were unreasonable and asking 
for authority to make reparation to that basis, which had been 
granted. It added that it had stated in that report that ‘clearly 
carriers should not be permitted to pay reparation to favored 
shippers on the special docket and not be required to pay it to 
others whose claims they choose to contest.” 

In the instant report the Commission observed that it was 
giving “further consideration” to evidence presented at the first 
hearing by the railroads, comprising comparisons of the as- 
sailed rates with established rates on iron and steel. 

“Neither at the original hearing nor at the rehearing did 
the complainant herein undertake to present evidence relating 
to traffic and transportation conditions within all of official 
territory or within that territory as compared with other ter- 
ritories,’ the Commission said. “In the circumstances here 
disctosed, we do not believe such evidence is indispensable or 
that its absence precludes a finding that the assailed rates are 
unreasonable. Transportation and traffic conditions throughout 
official territory have been the subject of exhaustive inquiry 
by us in numerous proceedings of broad scope... .” 


Adherence to Precedent 


After citing some of these “numerous proceedings,” the 


Commission continued: 


In the cases cited we have drawn the general conclusion that official 
territory is a homogeneous rate region in which the conditions of 
transportation and traffic require, or at least justify, uniform levels 
of rates, with certain exceptions and qualifications which are explained 
in the reports but which are not here pertinent. Decisions in major 
proceedings such as those cited determine the broad outlines of regu- 
latory policy which of necessity must be followed in minor proceedings 
such as the one before us here. The practical administration of the 
interstate commerce act does not permit of any other course. The 
rates here in issue, like all other individual rates, are parts of an 
integral whole. A change in one rate frequently necessitates like 
changes in competitive rates in order to avoid the unjust discrimina- 
tion and undue prejudice and preference which are forbidden by sections 
2, 3, 216(d), 305(c) and 404(f) of the act. The regulatory process, 
therefore, must be continuing and consistent....An abrupt departure 
from precedent might require the reopening of previous decisions involv- 
ing the same or similar issues and a reexamination of all that has gone 
on before. Defendants have presented no evidence in this proceeding 
that warrants conclusions different from those which we have heretofore 
reached in the many proceedings cited herein. 

Evidence to establish in a satisfactory manner the nature of the 
transportation and traffic conditions throughout an extensive territory 
is necessarily of an elaborate character and requires the services of 
numerous transportation experts, i. e., those experienced and skilled 
in the fields of traffic, operation, engineering, cost finding and statistics. 
To assemble and produce such evidence is expensive and time-consuming. 
Having examined such evidence carefully and announced our conclusions 
thereon, we believe that we are entitled to take notice of those con- 
clusions in cases arising thereafter, and until, upon further broad 
investigation, such conclusions are shown to be wrong. Obviously it is 
impracticable and unnecessary to undertake a widespread and expensive- 
investigation in each and every case that comes before us or to 
require a complaining party to do so. Such a requirement would be 
wholly incompatible with efficient administration and would be tanta- 
mount to a denial of the remedy which the law purports to hold out 
to the small claimant before us. 


In support of that position, the majority cited, among 
other things, a federal district court decision in Crichton vs. 
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United States, 56 F. Supp. 876, affirmed by the U. S. Supreme 
Court, per curiam (see Traffic World, Feb. 3, p. 263), in which 
the district court said that “the intelligent functioning of the 
administrative process demands that the Commission be not 
required to indulge in lengthy evidentiary recapitulations of 
matters just decided in a companion case.” 

“Incidentally,” the majority continued, “it should be noted 
that in all of our general investigations affecting extensive 
rate territories it is our uniform practice to make respondents 
therein all of the railroads subject to the interstate commerce 
act operating within the territory involved, and other carriers 
also, if it appears that their interests may be affected; and 
to serve notice of the institution of such proceedings upon all 
respondents, and upon shipper organizations and state regu- 
latory bodies. It is also the usual practice of representatives 
of the general shipping public to appear in such proceedings and 
to take an active part therein. All of these matters, together with 
our reports in such proceedings, are matters of common knowl- 
edge among those engaged in the field of transportation. To 
take official notice of such matters is in our opinion not at 
variance with the rulings of the Supreme Court in Interstate 
Commerce Commission vs. Louisville & Nashville Railroad Co., 
227 U. S. 88, and United States vs. Abilene & Southern Rail- 
way, 266 U. S. 274, disapproving the use by the Commission 
of certain material not a part of the official record before us. 
The court there had under consideration what have been char- 
acterized as ‘litigation’ facts, which are in a different category 
from the matters above described. 

“Accordingly, we find that transportation and traffic con- 
ditions incident to shipments of scrap iron and steel from and 
to points involved in the instant complaints are substantially 
similar to those in the proceedings above cited, in which we 
have prescribed the 70 per cent basis, and that those condi- 
tions, together with the evidence introduced by the parties, 
justify the prescription of rates on the same basis here.” 


Mahaffie’s Views 


Commissioner Mahaffie said he concurred as to the findings 
that the Commission had jurisdiction further to consider the 
proceeding and that the Commission might properly take official 
notice of its own decisions, that he concurred also as to the 
rates fixed for the future, but that he did not agree that the 
record in this case, “plus the findings made by us in other 
cases of which we may take notice,” afforded a valid basis 
for an award of damages. He referred to a distinction be- 
tween the Commission’s function in awarding reparation and 
in fixing future rates set forth in Baer Bros. vs. Denver & 
Rio Grande, 233 U. S. 479, 486. 

Commissioner Patterson said he concurred in the findings 
as to jurisdiction and taking notice of prior decisions, but did 
not concur in the finding that the assailed rates had been, 
were, and for the future would be, unreasonable, nor in the 
award of reparation. 


Barnard’s Position 


Commissioner Barnard’s expression, covering nearly three 
mimeographed pages, was highlighted by the statement that, 
in his opinion, “the Commission is not permitted to write 
findings and base conclusions thereon upon any evidence other 
than that which has gone into the record in the case it is 
hearing.” He said he concurred in the view that the Commis- 
sion had jurisdiction further to consider this proceeding, but 
that he dissented from “the view that we may take official 
notice of our own decisions.” He cited various court decisions, 
including the statement by the U. S. Supreme Court in Inter- 
state Commerce Commission vs. Louisville & Nashville (227 
U. S. 88) that “the general rule of law is that nothing can 
be treated as evidence that is not introduced as such.” 

“To permit the Commission to give consideration to its 
former decisions and all the facts supporting those decisions,” 
said Commissioner Barnard, “without first having given op- 
portunity to the parties involved in the case before it to object 
to such consideration is a denial of due process. It is my 
view that there is only one proper way for the Commission 
to proceed; namely, to consider in its report only the evidence 
introduced at the hearing. This would afford to any litigant 
the right to offer in evidence a former report of the Commis- 
sion in some other case. All such litigant would need to do 
would be to procure a copy of such report, have it marked 
as an exhibit, and offer it in evidence. There would then be 
given to the other side the right to object to such report being 
received in evidence upon the ground, if that were a tenable 
ground, that such report would give to the Commission the 
right to consider facts which were not in any way analogous 
to the facts in the case the Commission was considering. The 
admissibility of such report could then be argued out before 
the Commission. Such procedure would meet the requirements 
of due process.” 


He said he also’disagreed with the findings that the rates 
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assailed had been, were and for the future would be unre, 
sonable and that complainant was entitled to reparation. 


Miller’s Dissent 


Commissioner Miller, in his dissent, said evidence intp. 
duced had shown that the assailed rates had not been ang 
were not unreasonable but that such evidence was given litt 
or no weight by the majority and that the rates assailed wep 
condemned “simply because they exceed the so-called 70 pe 
cent basis which we have prescribed in prior proceedings” 
He said he was convinced that the finding here made had gy 
more substantial support than that made in the prior report 
which the district court had set aside. 

The argument in the majority report, he said, seemed t 
him to be that “we should here assume without question that 
the same circumstances and conditions exist in connection with 
the transportation of scrap iron or steel within official tery. 
tory as were found to prevail in certain cited decisions wherein 
we prescribed class rates and rates on certain commoditig 
for application within that territory.” 

“This, in my opinion, is an unwarrantable assumption” 
he added. “The rate adjustment on scrap iron or steel in official 
territory has been on a flexible, and not a fixed or definite 
distance basis, and we have had evidence on behalf of scrap 
iron and steel interests, in proceedings similar to this, that a 
mileage scale on this traffic, particularly in the East, is unde. 
sirable. Therefore, continuous gradual extension of this g0. 
called 70 per cent basis throughout official territory without 
an investigation wherein all interests would be given an oppor. 
tunity to be heard is, in my opinion, plainly arbitrary.” 





Asphalt from Eastern Points 


The Commission, division 2, in a report in Fourth Section 
Application No. 18900, Asphalt to Trunk Line and Central Ter. 
ritories, has granted, subject to conditions, relief from the long- 
and-short-haul provisions of section 4 of the act to railroads 
parties to Agent W. S. Curlett’s tariff I. C. C. No. A-330, as 
amended, with respect to asphalt, in carloads, from eastem 
producing points to destinations in trunk-line and central terri- 
tories. The relief granted was set forth in fourth section order 
No. 15257. By forty-fourth supplemental fourth section order 
No. 11752, entered under Fourth Section Application No. 15550, 
Commodity Rates Within and From and To Official Territory, 
order No. 11752 as amended by supplemental orders, to the 
extent it affected rates on asphalt in carloads from points in 
Delaware, Maryland, New Jersey, New York, Pennsylvania and 
Virginia to points in trunk line and central territories, was 
rescinded, effective June 24. 

Commissioner Splawn wrote an expression “dissenting in 
part” with the views of the majority. 

The Commission said the report embraced fourth section 
applications Nos. 18132, 18263 and 18672, and that No. 18900, 
as amended, included all the relief prayed for in the other ap- 
plications as well as some additional relief, and had been filed 
for the purpose of consolidating all the relief prayed into gne 
application. It said that, by fourth section order No. 13670 
corrected), as supplemented, entered in applications Nos. 18132, 
18263 and 18672, applicants had been granted temporary relief 
as to shipments over circuitous routes to points in eastern 
C. F. A. territory, subject to a 50 per cent circuity limitation 
and certain other conditions. With respect to the proposed 
rates to points in trunk-line and border territories, it said, 
applicants asserted that they had relief temporarily by virtue 
a section order No. 11752, entered in application No. 
19550. 

“That order (No. 11752), the Commission said, “is general 
in character and authorized the continuance of departures in 
commodity rates lawfully in effect December 2, 1934, by reason 
of the postponement of the effective dates of certain other 
orders referred to therein, and permitted such changes in those 
rates as might be necessary in the ordinary course of business, 
provided that existing discriminations against intermediate 
points shall not be increased unless authorized by the Commis 
sion.” 

Continuing, the Commission said: 


Applicants assert that the class 22.5 rates (22.5 per cent of first 
class) represent a reasonable basis for this traffic within official tert 
tory, but that because of market and other competitive conditions 
lower rates are generally necessary from these eastern producing points 
to destinations in the western part of trunk-line territory and the east- 
ern portion of central territory. Continuing relief is sought over all 
routes which do not exceed the circuity of the longest route over whi 
applicants have relief with respect to class rates from and to the same 
POMS. . . 


Origin Points 


The producing points referred to, as set forth in the appli- 
cation and mentioned in the report, were Baltimore, Md., 
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various designated points in New York, New Jersey, Pennsyl- 
yania, Delaware and Virginia and other stations taking Balti- 
more, Philadelphia or New York City rates as set forth in note 
60 of Agent Curlett’s tariff I. C. C. No. A-666 as amended, and 
unnamed intermediate origins from which routes from the 
named points would be applied under a rule as authorized by 
rule 27 of tariff circular No. 20. 


In a summary of its discussion, the Commission said, in 
part: 


Applicants request that relief be granted to all routes which do not 
exceed the circuity of the longest route applicable in connection with the 
class rates prescribed in the eastern class-rate investigation. The exist- 
ing class-rate relief, which is temporary in character, is unrestricted 
and applies in connection with rates as low as column 13 rates. In the 
circumstances applicants urge that as that relief applies in connection 
with rates as low as column 13 it therefore follows that the rates pro- 
posed herein, which are higher, would be reasonably compensatory 
over the same routes. ... Certainly . . . the class rate structure, which 
embraces prescribed maximum reasonable rates, differs materially from 
that proposed herein, which embraces different commodity descriptions 
for asphalt, rates constructed upon various bases said to be less than 
reasonable, and types of departures that are non-existent in the class- 
rate structure. .. 

The examiner recommended that relief in the entire adjustment be 
made subject to the usual mileage circuity limitations of 70, 50 and 
33 1/3 per cent, with permission to compute such circuities by using as 
a base the distance over the short-tariff route from origin to the base 
point in the class-rate group. Applicants excepted to that recommenda- 
tion on the ground that such limitations require a tremendous amount 
of work to calculate routes and publish tariffs, and also on the ground 
that such limitations eliminate certain routes to points in trunk-line 
and border territories. . We are not convinced that the facts of 
record warrant the granting of relief over routes in excess of the lim- 
itations hereinafter prescribed. Should it develop that any single line 
route is barred under these limitations, we will upon petition make such 
modification as the facts presented in support thereof will warrant. 

Applicants excepted to the examiner’s recommendation that rates 
at higher-rated intermediate points should not exceed rates at the 
more distant points by more than the difference existing in the column 
22.5 rates at such points, on the ground that such a limitation would 
force a revision downward in the proposed rates to the southern Ohio 
groups previously described. (Gallipolis, Portsmouth, Sardinia and Cin- 
cinnati). . The rate disparities here pointed out between these 
southern Ohio groups and other groups immediately north and west 
thereof do not exist in connection with the present rates on asphalt or 
in connection with the class rates. ... In the light of the inconsistencies 
here pointed out, and considering the proposed adjustment as a whole, 
we are not convinced that relief without some limitation on the meas- 
ure of the rates at higher-rated intermediate points is justified. The 
limitation recommended by the examiner has been used by us in numer- 
ous cases and is appropriate here. 


Circuity Limitations 


In granting fourth-section relief, the Commission set forth 
circuity limitations as follows: 


The relief herein authorized shall not apply to circuitous lines or 
routes (1) where the distance over the short-tariff line or route is 150 
miles or less and the longer line or route is more than 70 per cent cir- 
cuitous; (2) where the distance over the short-tariff line or route ex- 
ceeds 150 miles but does not exceed 1,000 miles and the longer line or 
route is more than 50 per cent circuitous, except that where the dis- 
tance over the short-tariff line or route exceeds 150 miles and the dis- 
tance over the longer line or route does not exceed 255 miles, relief 
will apply to such longer line or route even though it is more than 50 
per cent circuitous; and (3) where the distance over the short-tariff 
line or route exceeds 1,000 miles and the longer line or route is more 
than 33 1/3 per cent circuitous, except that where the distance over the 
short-tariff line or route exceeds 1,000 miles and the distance over the 
longer line or route does not exceed 1,500 miles, relief will apply to 
such longer line or route even though it is more than 33 1/3 per cent 
circuitous. 

In complying with these circuity limitations, the origins and desti- 
nations may be grouped as described herein and in application No. 
18900 as amended, and the circuity of the longer lines or routes from 
the points of origin to destinations in such groups may be determined 
by comparison of the average distances from and to all points in such 
groups, or the distances from and to the base points in such groups over 
such line or route, with the corresponding distances over the shcrt- 
tariff line or route, in lieu of by comparison of actual distances between 
individual points. 


By its fourth-section order No. 15257, the Commission, 
after setting forth the relief granted and the circuity limita- 
tions, denied “all other and further relief prayed for by fourth 
section applications Nos. 18132, 18263, 18672 and 18900, as 
amended,” effective June 24. 

It stated in the order that it did not, by its terms, approve 
any rates that might be filed under authority of the order, “all 
such rates being subject to complaint, investigation and correc- 
oil in conflict with any provision of the interstate commerce 


Commissioner Splawn’s Views 


Commissioner Splawn, in his partial dissent, said it seemed 
to him that where, as in this proceeding, the proposed rates 
were related to and fell well within the range of established 
class rates from and to the same points, the carriers should not 
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be put to the labor and expense of meeting “certain limitations 
which might be inconsistent with those later fixed for the class 
rates.” He said that from the considered origins to points in 
the western part of central territory the applicants now had 
relief over class-rate routes. 

“In my judgment there is no sound reason for imposing any 
different limitations for these shorter hauls from the same 
origins to destinations in trunk-line territory and the eastern 
portion of central territory,” he added. 


Seatrain Authority Correction 


On reconsideration in W-543, Seatrain Lines, Inc., Common 
Carrier Applications, the Commission, by Commissioner Porter, 
has issued a corrected certificate and order, effective May 21, 
authorizing Seatrain Lines to transport liquid cargoes in bulk 
and empty railroad cars and property loaded in railroad cars 
received from and delivered to rail carriers, and transported 
without transfer from the railroad cars, between the ports of 
New York, N. Y., New Orleans, La., and Texas City, Tex., by 
way of the Atlantic Ocean and the Gulf of Mexico. In other 
respects the findings and conclusions of the prior report of 
July 2, 1942, were affirmed, the prior certificate and order 
being superseded and canceled. 

The Commission noted that Seatrain’s vessels had all been 
taken over by the Maritime Commission and that Seatrain was 
not now in operation and had not operated for several months 
prior to the date on which the certificate was issued by divi- 
sion 4, 

“In the instant proceeding, it is clear from the record that 
applicant was engaged in the transportation of property loaded 
in railroad cars, of empty railroad cars, and of liquid cargoes 
in bulk,” said the Commission. “Applicant requested authority 
to engage in these operations between the ports covered by its 
applications. The certificate may be construed to authorize 
applicant to engage in operations differing from those in which 
it was engaged on the ‘grandfather’ date and since, and during 
the interim period which were described as being similar to 
those performed during the ‘grandfather’ period. Seatrain’s 
operation is anomalous in that it requires the use of railroad 
freight cars. Hoboken Mfrs. R. Co. vs. Abilene & S. Ry. Co., 
248 I. C. C. 109.” 

Pointing out that section 309 (a) of the interstate com- 
merce act provided that the Commission should issue a cer- 
tificate, without a showing of public convenience and necessity, 
to a common carrier by water in bona fide operation on Janu- 
ary 1, 1940, the Commission said this applied to Seatrain’s New 
York-New Orleans operation. It further said that Seatrain’s 
New York-Texas City operation was covered by the provision 
of the act that any person not so engaged on January 1, 1940, 
but who was so engaged on February 1, 1941, the date on which 
section 309 became effective, was permitted to continue such 
operation for 120 days thereafter without a certificate and that 
if such application was made to the Commission within such 
period the continuance of the operation should be lawful pend- 
ing determination of thé application. 

Saying that the certificate now in effect by inadvertence 
erroneously described the operations in which Seatrain was 
engaged on and since the “grandfather” date and in the in- 
terim period, the Commission noted that in Foss Launch & Tug 
Co. Applications, 260 I. C. C. 103, division 4 had found that 
“Freight car ferry service is a special kind of transportation 
not embraced within the term ‘transportation of commodities 
generally’ by water.” It recited that the division had reopened 
W-543 for reconsideration, and that the attention of the appli- 
cant therein was called to the fact that the certificate issued 
probably did not properly describe the operations of Seatrain 
on and since January 1, 1940. 

Discussing “questions of law,’”’ the Commission recited: 


Applicant insists that as the certificate and order took effect without 
objection and there is no suggestion of fraud, misrepresentation, or the 
withholding of any facts in connection with the applications or the 
issuance of the certificate, the authority granted may not now, without 
the carrier’s consent, when the power is not expressly stated or no 
specific reservation is contained in the certificate to revoke or modify 
it, be limited, restricted or withdrawn. 


Quoting in part section 315 of part III of the interstate 
commerce act and citing State of Colorado vs. United States, 
271 U. S. 153, Transit Comm. vs. United States, 289 U. S. 121, 
Moffatt Tunnel League vs. United States, 289 U. S. 113, Pitts- 
burgh & W. V. Ry. Co. vs. United States 281 U. S. 479, and 
Claiborne-Annapolis Ferry Co., vs. United States, 285 U. S. 
382, the Commission continued: 


The certificate and order issued is an order within the meaning of 
section 315. Any decision made or order entered may be reopened at 
any time. Douglas & Co. vs. Chicago, R. I. & P. Ry. Co., 21 I. C. C. 
541. Creomulsion Co., Inc. vs. Southern Ry. Co., 185 I. C. C. 724. The 
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Commission has complete control over its orders. 


It can at any time 
recall or amend its orders, and ought to do so whenever error appears. 
Loftus vs. Pullman Co., 19 I. C. C. 102. Traugott Schmidt & Sons vs. 
Michigan Central R. Co., 23 I. C, C. 684, This right seems also to have 
been recognized by the Supreme Court in Baldwin vs. Milling Co., 307 
U. S. 478, although action in conformity with our order had been 
taken. . 


Commissioner Splawn, concurring, in the “theory of this 
report,” said, among other things, that he did not agree with 
the implication of the report that the Commission might at any 
time for any cause change an outstanding certificate. Com- 


missioner Lee at the close of a lengthy dissenting opinion, 
asserted: « 


It is not a satisfactory answer to the contention of Seatrain and of 
interveners to state that ‘‘our power to correct a certificate’ should 
be exercised sparingly and, at the same time, to take the action which 
has been taken in the Foss case and in the instant case. 


Commissioner Alldredge, dissenting, said, among other 
things, that he disagreed with the majority action, but did so 
primarily on grounds of what he considered to be sound ad- 
ministrative policy rather than on technical legal principles. 

Commissioner Patterson, dissenting, among other things, 
said, he doubted, in the circumstances present in the instant 
proceeding, that the Commission had the power to restrict the 
certificate previously issued, as was done by the majority. Con- 
tinuing, he said: 


If we have the power I am of the view that it should not be 
exercised in this instance because of the time which has elapsed since 
the original certificate was issued, and also, because I regard as 
unwarranted an attempt to condition such a certificate upon transporta- 
tion of the traffic in a freight car or any other specified type of con- 
tainer, for reasons more fully set forth in my dissent in Foss Launch 
& Tug Co. Application. ... 


WILSON OPERATION SUSPENSION 

The Commission, division 5, by an order in MC C-472, 
Coytt E. Wilson—Revocation of Certificate, has set aside its 
order of February 7, instituting an investigation in the instant 
proceeding (see Traffic World, February 17, p. 436), and has 
discontinued the proceeding. The division said the investigation 
concerned the operations of Coytt E. Wilson, a motor carrier, 
of Warrenton, Va., who had been notified to show cause why 
an order should not be issued requiring him to resume oper- 
ations in conformity with his certificate in MC 31362. The 
division also recited that by an order of March 1, in MC 31362, 
it had authorized Mr. Wilson to suspend operations under the 
certificate so long as conditions making such suspension neces- 
sary remained beyond the control of the carrier, but not later 


than December 31, or such earlier time as the Commission might 
designate. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
sained by prompt application to the Commission.) 


Coal 


No. 29100, Hugh McGinn vs. Philadelphia & Western Rail- 
way Co. By the Commission, division 3. Interstate rate of 50 
cents a ton of 2,240 pounds applicable on coal from Millbourne 
Siding, Pa., to Ardmore Junction, Pa., found not shown unrea- 
sonable, and complaint dismissed. 


Iron and Steel Pipe 


No. 29113, Standard Oil Co. of New Jersey vs. Pittsburgh 
& Lake Erie Railroad Co., et al. By the Commission, division 
3, Commissioner Patterson dissenting. Assailed charges on 
transportation of 30 carloads of wrought iron and steel pipe, 
based on domestic rate of 38 cents a 100 pounds, from Aliquippa 
and McKeesport, Pa., to New York, N. Y., for export, but not 
exported in accordance with tariff provisions because of war 
conditions, between April 8 and 23, 1942, found unjust and 
unreasonable to the extent they exceeded charges based on the 
corresponding export rate of 24 cents. Reparation, with interest, 
awarded, except on a portion of the pipe sold locally at Bayonne, 
N.. J. 

Automobiles, Etc. 


No. 28915, E. A. Addy, doing business as Addy Motor Co., 
et al., vs. Michigan Central Railroad Co., et al. The Commis- 
sion, by Commissioner Alldredge. On further hearing, finding 
in prior report, 258 I. C. C. 39, modified. The modified finding 
was that assailed rates charged on automobiles, parts, and 
accessories, in carloads, moving between May 20, 1938, and 
January 16, 1942, from origins in Central Freight Association 
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Territory to destinations in Montana were not shown to hay 
been inapplicable. Reparation, with interest, awarded. Foun 
that rates assailed were inapplicable, and that, based on ratg 
shown of record, the applicable rates were the contemporaneoy 
aggregates or sums of the line-haul rates from origins t 
Proviso, Ill., and the Janesville, Wis., rates beyond, applic 
from Proviso as an intermediate point; that these rates wep 
inapplicable over all routes as provided by the aggregate-of. 
intermediates rule, and that the complainants had been ove. 
charged. Further found that a finding with respect to th 
allegation of unreasonableness was unnecessary. The repo 
said that controversy had arisen with respect to determini 
what were the aggregate-of-intermediate rates; that the aggn. 
gate-of-intermediates rule under discussion was clear and ¢. 
plicit in its terms, and that there was no need for construction, 
or warrant for reading into the rule qualifications that wer 
not there. 


Commission Motor Reports 


(An asterisk before the dooket number meane that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission, Mimeographed copies of such reports 
full may be obtained by prompt application to the Commission.) 


*MC 28420, Sub. No. 1, William B. McCarl, dba McCar': 
Post Road Despatch, Springfield, Mass. Certificate granted a 
to alcoholic beverages, soda water, carbonic gas, and empty 
containers thereof, between points in Mass. within 15 mile 
of Springfield, excluding Springfield, on the one hand, and, on 
the other, Philadelphia, Pa., and points in R. I., Conn., N. Y, 
and N. J., over irregular routes. 

*MC 65748, Sub. No. 1, East End Trucking Co., Pittsburgh, 
Pa. On further hearing, by division 5, findings in prior report, 
decided Feb. 25, 1944, reversed, and certificate granted as to 
household goods over irregular routes between points in Alle 
gheny and Westmoreland counties, Pa., on the one hand, and, 
on the other, points in Ala., Fla., Ga., Ky., Miss., and R. L. 

*MC 80284, Sub. No. 3, Chrispens Truck. Lines, Inc., Chi- 
cago, Ill. Permit denied. Specified commodities from Cleve. 
land, O., to points in Chicago commercial zone, over irregular 
routes. 

*MC 36960, Sub. 4, Black Motor Lines, Inc., El Dorado, 
Ark., extension. Certificate granted, with conditions. On re 
consideration, findings in prior report, decided July 17, 194 
modified with respect to condition concerning Monroe, La. 

*MC 82211, Sub. 1, Vincenzo Frank Orza, New York, N. Y, 
extension. Permit granted, with conditions. Groceries from 
certain Connecticut points to New York, N. Y., and damaged, 
rejected or refused shipments of groceries from specified Con- 
necticut points to New York, over irregular routes. Commis- 
sioner Lee dissented in part, saying he would authorize the 
issuance of a certificate covering all of the operations for which 
authority was requested in this application. 


COMMISSION ORDERS 

MC-F 2543, Rockland Coaches, Inc., purchase, Rockland Bus Lines. 
Time within which petitions for reconsideration may be filed, extended 
to April 9. 

Peansee 14469, Nashville, Chattanooga & St. Louis, abandonment. 
Petition of applicant for reconsideration, denied. 

No. 28716, Morton Salt Co. vs. Alton, et al., MC-C 302, Same vs. 
A. E. Adams, dba Adams Transfer & Storage Co., et al., and MC-C 302, 
Sub. 1, Same vs. Will C. Barrett, dba Will C. Barrett Feed & Poultry 
Co., et al. Order of December 11, 1944, modified to become effective 
March 20, on not less than 3 days notice, so far as compliance there 
with by Don E. Weber, dba Don E. Weber Freight Lines, and W. W. 
Harrington, Inc., defendants, is concerned. 

No. 29060, Standard Alcohol Co., et al. vs. A. T. & S. F., et al 
Petition of defendants for reconsideration received and filed in ple 
ceeding. Reopened for reconsideration. 

1. & S. 5315, Routing soda ash from Baton Rouge, La. Order of 
December 14, 1944, further modified to become effective April 23, 0 
not less than one day’s notice, instead of March 23. ' 

Finance 14775, Baltimore & Ohio, debt adjustment. Motion 0 
Randolph Phillips, intervener, requesting that reply brief of applica 
filed February 1, be considered as a part of its opening brief, and tha’ 
intervener be permitted to file as a reply thereto a brief attached to 

is motion, overruled. 
= W-26, Clifton Towing Co., contract carrier application. Reopened 
for hearing and further consideration. Effective date of certificate and 
order of July 22, 1943, further postponed until further order of Com 
mission. ie 

1. & S. 5271, Liquefied petroleum gas in south and southwest. Or 
of October 11, 1944, further modified to become effective April 19, % 
not less than one day’s notice, instead of March 19. , 

No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. et al. Order ot 
December 5, 1944, modified so as to become effective on or before May 
31, instead of April 12. al 

No. 28782, Petroleum Shippers’ Assoc. vs. Abilene & Southern et #. 
Order of January 9, modified to become effective June 18, on not less 
than 30 days’ notice, instead of April 17. Co 
1. & S. M-2385, Junk, etc., over Santa Fe Trail Transportation ™ 
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Effective date of order January 29, modified so as to become effective 
April 16, instead of March 15. 

MC 76118, Sub. 3, Harry R. Cook, extension, Arkansas, and MC 
76118, Sub. 4, Harry R. Cook, extension, Illinois. Reopened for recon- 
sideration. Order of May 12, 1943, effective July 26, 1943, vacated. 

|. & S. M-2372, Boots, moccasins, shoes, and rubbers between Massa- 
chusetts points. Reopened for further hearing. Order of August 31, 
1944, further modified so that taking effect of said order is postponed 

nitely. 
—. 29243, General Water Heater Corp. vs. Sou. Pac. et al. 
plaint dismissed. 

w-326, Central Barge Co., applications. Petitions of Arrow Trans- 
portation Co., American Barge Line Co., Union Barge Line Corp., and 
Mississippi Valley Barge Line Co., protestants, for reconsideration and 
oral argument, denied. 

w-461, Jackson-Hope Towing Co., Inc., contract carrier application. 
Petition of protestants for reconsideration, denied. 

FF-37, General Carloading Co., Inc., freight forwarder application. 
Joint petition of Acme Fast Freight, Inc., National Carloading Corp., 
Universal Carloading and Distributing Co., Inc., and Merchant Shippers 
Association, Inc., protestants for reconsideration, denied. 


Com- 


MOTOR FINANCE CASES 

MC-F-2616, Kirke Couch—Control; Herrin Motor Lines, Inc.—Pur- 
chase—H. H. Samuels. Purchase by Herrin Motor Lines, Inc., of 
Shreveport, La., of the operating rights and certain property of H. H. 
Samuels, dba 120 Truck Line, of Mansfield, La., and acquisition of 
control of said properties by Kirke Couch, also of Shreveport, through 
said purchase, approved and authorized, subject to condition. 

MC-F-2510, A. L. Buch et al.—Purchase—Henry Jacobs. Purchase 
by A. L. Buch, Raymond Buch, and Sendell Coleman, partners, doing 
business as The Buch Express, of Harrisburg, Pa., of the operating 
rights of Henry Jacobs, doing business as Jay Transfer Co., of New 
York, N. Y., approved and authorized, subject to condition. 

MC-F-2759, Joseph E. Faltin—Purchase—Edward R. Dysart. Appli- 
cation for authority under section 210a(b) of Joseph E. Faltin, dba 
J. E. Faltin Motor Transportation, of Manchester, N. H., for temporary 
operation of a portion of the motor-carrier rights of Edward R. Dysart, 
dba Dysart’s Transportation, of Bangor, Me., granted with conditions. 

MC-F-2761, Fay V. Watson et al.—Control; Watson Bros. Transpor- 
tation Co., Inc.—Purchase—Ash Truck Lines, Inc., (George S. Allen, 
Trustee). Application for authority under section 210a(b) of Watson 
Bros. Transportation Co., Inc., of Omaha, Neb., for temporary operation 
of the motor-carrier properties of Ash Truck Lines, Inc., (George S. 
Allen, Trustee), of Topeka, Kan., granted with conditions. 

MC-F-2233, A. V. Kennedy et al.—Control; K. & L. Transportation 
Co., Inc.—Lease—Acme Freight Lines, Inc. Findings in prior report, 
decided January 1, 1944, modified to authorize lease by K. & L. 
Transportation Co., Inc., of Waycross, Ga., of certain operating rights 
of Acme Freight Lines, Inc., of Jacksonville, Fla., and acquisition of 
control of said operating rights of C. L. Shaw through said lease, 
subject to condition. 

MC-F-2560, T. R. Middleton, et al.—Control—Tri-State Coach Cor- 
poration. Acquisition by T. R. Middleton, of Big Stone Gap, Va., 
Morris Saylor, of Harlan, Ky., Eleanor Middleton, of Rose Hill, Va., 
and Fannie Saylor, of Harlan, of control of Tri-State Coach Corporation, 
of Norton, Va., through purchase of capital stock, approved and 
authorized. 

MC-F-2599, C. D. Dibble, et al.—Control; A. B. C. Truck Lines, 
Inc.—Purchase—Dixie Freight Lines, Inc., embracing No. MC-F-2611, 
L. L. Majure—Control; McDonough Motor Express, Inc.—Control— 
Dixie Freight Lines, Inc. 

1, Purchase by A. B. C. Truck Lines, Inc., of Rome, Ga., of certain 
operating rights of Dixie Freight Lines, Inc., of Atlanta, Ga., and ac- 
quisition of control of said operating rights by C. D. Dibble, I. M. 
Sulzbacher, and W. E. Wimberly, also of Rome, through said purchase, 
approved and authorized, subject to condition. 

2. Acquisition by McDonough Motor Express, Inc., of Meridian, 
Miss., of control of Dixie Freight Lines, Inc., through purchase of 
capital stock, and by L. L. Majure, of Meridian, through said pur- 
chase, approved and authorized, subject to condition. 

MC-F-2596, Ralph Marcuccilli, et al.—Control; Marion Trucking 
Company, Inc.—Purchase—Harwood Trucking, Inc., and Jaqua Transit 
Lines, Inc. Application of Marion Trucking Company, Inc., of Marion, 
Ind., for authority to purchase certain operating rights of Harwood 
Trucking, Inc., also of Marion, and operating rights of Jaqua Transit 


Lines, Inc., of Muncie, Ind., and of Ralph Marcuccilli, Thomas Mar- - 


cuccilli, and S. G. Wright for authority to acquire control of said 
operating rights through said purchases, denied. 

MC-F-2631, The Greyhound Corporation—Control; Great Lakes Grey- 
hound Lines, Inc.—Purchase—Dalton S. Foster and Nellie M. Foster. 
Purchase by Great Lakes Greyhound Lines, Inc., of Detroit, Mich., of 
the operating rights and property of Dalton S. Foster and Nellie M. 
Foster, partners, doing business as Foster Bus Line, of Lansing, Mich., 
and acquisition of control of said operating rights and property by 
The Greyhound Corporation, of Chicago, Ill., through said purchase, 
approved and authorized, subject to condition. 

MC-F-2662, Jennie W. Van Hooser et al—Purchase—Don D. Utter 
¢t al, embracing No. MC-F-2663, Wylie Dobbs et al.—Purchase—James 
D. Van Hooser et al., and No. MC-F-2664, Jennie W. Van Hooser et al. 
—Control—Kentucky-Virginia Stages. Application of Jennie W. Van 
Hooser, R. W. Keenon, Don D. Utter, Harold J. Utter, and Dagne A. 
Utter, partners: doing business as Short Way Lines, for authority to 
Purchase the ‘operating rights and property of Don D. Utter, Harold 
J.. Utter, Dagne A. Utter, Jacqueline Huguelet Bradley, and R. W. 
Keenon, partners doing business as Short Way Lines, denied. Applica- 
tion of Wylie Dobbs, Maye C. Dobbs, C. R. Quarles, Genevieve Schultz, 
A, G, Gibson, R. W. Keenon, Mary Whitney Eversole, and Jacqueline 
Huguelet Bradley, partners, doing business as Western Kentucky Stages, 
for authority to purchase the operating rights and property of James 
D. Van Hooser, Jennie W. Van Hooser, Wylie Dobbs, and Maye C. 

bbs, partners, doing business as Western Kentucky Stages, denied. 
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Application of Harold J. Utter, Dagne A. Utter, and Jennie W. Van 
Hooser for authority to acquire control of Kentucky-Virginia Stages 
through ownership or control of 51 per cent of its outstanding capital 
stock, denied. 

MC F-2718, Lester J. Lishon—Control; Nu-Car Carriers, Inc.—Pur- 
chase—Alfred A. Maurer. Purchase by Nu-Car Carriers, Inc., of Chester, 
Pa., of operating rights of Alfred A. Maurer, dba Maurer & Myers 
Auto Convoy, of Bloomsburg, Pa., and acquisition of control of said 
operating rights by Lester J. Lishon, of Somerville, Mass., through 
such purchase, approved and authorized, subject to condition. 

MC F-2589, Samuel I. Major—Purchase—Frank S. Owens. Purchase 
by Samuel I. Major, dba Major Transports, of St. Louis, Mo., of the 
operating rights of Frank S. Owens, dba Owens Cartage Co., of Bloom- 
ington, Ill., approved and authorized, subject to conditions. 

MC F-2557, Elmer W. Sims—Purchase—Otto Abshier. Purchase by 
Elmer W. Sims, dba Motor Transport Lines, of Chicago, Ill., of 
common-carrier operating rights of Otto Abshier, dba Otto Abshier 


Trucking Co., of Indianapolis, Ind., approved and authorized, subject 
to condition. 


Railroad Abandonments 


Great Northern 


Declaring that no valid grounds had been shown by the 
petitioners for granting reconsideration and an amended order 
in Finance No. 13868, Great Northern Railway Co., Abandon- 


ment, the Great Northern has filed answer to a petition filed” 


with the Commission by the State of Minnesota and its rail- 
road _ warehouse commission (see Traffic World, March 3, 
p. 515). 

The Great Northern said the Commission had authorized 
it to abandon 16.22 miles of its railroad between Tintah and 
Evansville, Minn., and that the order had been based.on the 
government’s urgent need for usable second-hand rail in the 
prosecution of the war and on the showing that the line was 
unprofitable and unnecessary, and that its removal would de- 


prive no station or person of the Great Northern’s common 
carrier services. It continued: 


Petitioners’ sole ground for the relief asked is that the abandon- 
ment eliminated a route which made the lowest distance rates in some 
instances and consequently increased the charges on certain shipments 
which, for operating convenience, applicant prior to the abandonment 
did not move over the Tintah-Evansville line. Such increase in charges 
petitioners say amounts to over $500,000 per year. Petitioners allege 
that they were induced to withdraw their protest to the authorization 
of the abandonment because applicant suppressed or falsified certain 
facts in its return to the Commission’s questionnaire, and that as a 
result the authorization for abandonment was issued. 


Replying to the allegations, Great Northern said vacation 
of the order would presumably require the restoration of the 
line after the steel removed had been furnished the government 
for war purposes. It said the petitioners’ allegation that the 
abandonment increased freight charges more than $500,000 a 
year was fantastic, “a mere unsupported statement of counsel 
and without foundation.” Great Northern also said that its 
study of the records indicated that such increase in charges 
in 1943 approximated $5,722.28 and in 1944 approximated 
$1,266.36, and that straw flax, the principal commodity in- 
volved, constituted abnormal traffic which had not moved since 
March 1, 1944, to Red Lake Falls and Crookston from points 
affected by the elimination of the Tintah-Evansville line. It 
also said that effective February 19, the Minnesota commission 
ordered a reduction in the flax straw rates that substantially 
eliminated the increase in distance rates made by the abandon- 
ment and established the intrastate rates on a much lower basis 
than the interstate rates on the same commodity. 

“There was no suppression or falsification of facts by ap- 
plicant,” said the Great Northern. 


Texas & Pacific 


By an order in Finance No. 13319, Texas & Pacific Railway 
Co. Abandonment, the Commission, division 4, has permitted 
the Railway Labor Executives’ Association to intervene for 
the purpose of filing a petition for reopening and reconsidera- 
tion of the question of protection of applicant’s employes who 
may have been adversely affected by the abandonment author- 
ized therein, has overruled the motion of the applicant that 
that petition for reopening and reconsideration be dismissed 
(see Traffic World, Feb. 17, p. 392), and has extended for an 
additional period of two years the period for which jurisdiction 
was reserved by the Commission, in the abandonment certificate 
issued under date of March 12, 1943, for consideration of the 
question whether conditions should be imposed for the pro- 
tection of the employes involved. 


The Texas & Pacific has filed a petition in Finance No. 
13981, Texas & Pacific Abandonment, asking the Commission 
to reconsider, vacate or modify its order of February 3 in 
that proceeding by which the Commission granted leave to 
intervene to the Railway Labor Executives’ Association and 
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extended for two years the period in which it would reserve 
jurisdiction as to imposition of conditions for employe protec- 
tion. The T. & P. said it believed the Commission was without 
legal authority to reopen an abandonment case and to “extend 
its jurisdiction in an ex parte proceeding.” It contended that 
there was no necessity for the Commission to retain jurisdiction 
of this abandonment case (see Traffic World, Feb. 10, p. 321). 


Cc. B. & Q. 


The Brotherhood of Maintenance of Way Employes and 
the Order of Railroad Telegraphers, in a brief on exceptions 
to the proposed report by Examiner Paul C. Albus in Finance 
No. 14638, Chicago, Burlington & Quincy Railroad Abandon- 
ment, said the examiner had failed to note that they did not 
join in a request on behalf of other rail labor groups that the 
Commission reserve jurisdiction on the question of conditions 
for the protection of employes who might be adversely affected 
by the proposed abandonment (see Traffic World, Feb. 17, 
p. 392). On the contrary, they said, they asked the Commission 
to impose the same “comprehensive” conditions it had imposed 
in the case of the Burlington abandonment involved in Finance 
No. 14426. They said that ordinarily there was no reason why 
the Commission should not impose a “standard” set of condi- 
tions for employe protection in most railroad abandonment 
cases. The segment proposed to be abandoned in Finance No. 
14638 extends between Helvey and K. C. & O. Junction, Neb., 
4.27 miles, and abandonment of operation under trackage rights 
over the line of the St. Joseph & Grand Island (Union Pacific 
Railroad Co., Lessee), from the junction to Endicott, Neb., ap- 
proximately 12 miles, is also proposed. 


Yosemite Valley 


The Commission, division 4, by an order in Finance No. 
14688, Yosemite Valley Railway Co. Trustee Abandonment, has 
granted the War Production Board and the Petroleum Admin- 
istration for War permission to intervene in the proceeding 
for the purpose of filing exceptions to the examiner’s proposed 
report and participating in subsequent proceedings therein. 
The Commission extended the time for filing exceptions to the 
proposed report to April 20. In his proposed report, Examiner 
R. Romero had recommended that the Commission, division 4, 
permit the Y. V. and its trustee to abandon, as to interstate 
and foreign commerce, their entire 77.7-mile line of railroad 
extending from Merced to El Portal in Merced and Mariposa 
counties, Calif., saying that continued operation would impose 
an undue and unnecessary burden on the applicants and on 
interstate commerce (see Traffic World, March 3, p. 515). 


Seaboard 


Permission to abandon approximately 3.26 miles of railroad 
between Tredegar and Jacksonville, Calhoun county, Ala., has 
been granted the Seaboard Air Line Railway Co., and Legh R. 
Powell, Jr., and Harry W. Anderson, receivers, effective 40 
days from March 9, by the Commission, division 4, by a report 
and certificate in Finance No. 14577, Seaboard Air Line Rail- 
way Co. Receivers Abandonment. The division issued the cer- 
tificate on the same conditions with respect to the protection 
of employes as those set forth in Chicago, Burlington & Quincy 
R. Co. Abandonment, 257 I. C. C. 700. 


The division found: (1) That the line would be operated at 
some loss regardless of the operation method (2) that Jackson- 
ville could be served adequately by the Southern and that re- 
moval of the Seaboard branch from-that town would strengthen 
the line of railroad remaining, render its abandonment less 
likely, and promote a stronger national transportation system; 
and (3) that continued operation of the Seaboard branch would 
impose an unnecessary and undue burden on the applicants and 
on interstate commerce. Continuing, the division said: 


The branch serves little public need and the abandonment will 
have substantially no adverse effect upon the shippers now using it, as 
they can just as readily avail themselves of the facilities of the Southern 
Railway. At the hearing some apprehension was expressed by the pro- 
testants that the Southern Railway at an early date may seek to 
abandon its line through Jacksonville, and the statement was made that 
such application had been filed but denied by the Commission for the 
duration of the war because that line served army facilities near Annis- 
ton. However, no application by the Southern Railway Co. for the 
abandonment of its line through Jacksonville has ever been filed with 
this Commission. 


Grand Trunk Western 


The Grand Trunk Western Railroad Co. has filed two 
applications with the Commission for abandonment of 73.37 
miles of railroad line in Michigan. In Finance No. 14860, the 
Grand Trunk Western applied for abandonment of 49.08 miles 
of line in Montcalm, Kent, Ottawa, and Muskegon counties, 
and, in Finance No. 14861, for abandonment of 24.29 miles of 
line in Tuscola and Huron counties. In each application the 
railroad said the proposed abandonment was necessary because 
the company’s business on that portion of its line was being 
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conducted at a substantial loss and the time was rapidly 
proaching when considerable extra maintenance would fy 
required if such portion was continued in operation. 


FINANCE APPLICATIONS 


Finance No. 2776, Columbia Terminals Co., St. Louis, Mo., ast 
authority to issue promissory notes of $500,000, maturing five years fron 
date of the Commission’s approval, at three per cent interest 
amounts borrowed, one-half per cent on unused credit. The applicay 
said an agreement to take the issue had been made with Mercantil, 
Commerce Bank and Trust Co., St. Louis, Mo., and that no Offering 
to the general public was involved. It further said that in the eyey 
of the Commission’s approval of its application, it would subsequently 
submit a report showing the disposition made of the securities coverg 
by the application and the application of the proceeds. 





MC F-2775, H. J. Jeffries, dba H. J. Jeffries Truck Line, Oklahom Also 
City, Okla., asks authority to purchase certain operating rights of R, p 
Richardson and Bess B. Snodgrass, dba R. D. Richardson Trucking 
Co., Oklahoma City. 

Finance No. 10075, Berryman Henwood, trustee, St. Louis South ®@ et 4 
western Railway Co. of Texas, debtor, asks approval of a fourth B. é 
supplemental agreement with the Dallas Terminal Railway and Unig, et < 
Depot Co., dated as of May 1, whereby the term of the agreement of Corn 
May 1, 1903, would be further extended for one year from May 1, anj 
thereafter until terminated by six months’ written notice, and authority = 
for continued use by the applicant of the tracks of the Dallas Terming) mix 
Railway and Union Depot Co., at Dallas, Tex. fror 

Finance No. 14855, Henry A. Gardner, trustee of the railroads ani Gra 
properties of the Alton, asks authority to execute, issue, and deliver Eng 
to American National Bank & Trust Co., of Chicago, three notes, each 
of the principal amount of $279,376, payable in 60 monthly installments, 
with interest at 1% per cent a year on the balance unpaid from time 
to time, in connection with the proposed purchase of three 4,000-horse. 
power diesel passenger locomotives under a conditional sale agreement Wa 
with General Motors Corporation, electro-motive division. The appli- Co., 
cant said it was proposed to pay 20 per cent of the purchase price of Cor 
each locomotive in cash. of ] 

Finance No. 14540 (second supplement to application), Fort Worth ate 
& Denver City Railway Co., asks that authority granted May 26, 194 If 
to issue at par a promissory note or notes in the principal amount of - 
not to exceed $1,444,500, in further evidence of, but not in payment of, in | 
the unpaid portion of the purchase price of 500 new 50-ton box cars @ 2nd 
be terminated to the extent of $51,876 without prejudice to authority Sto 
that had been exercised in issuing a note in the principal amount of poit 
$1,392,624 in further evidence of, but not in payment of, the unpaid 
portion of the purchase price of such box cars. The applicant said that 
at the time of completion of all of the 500 box cars the parties agreed 
that the adjusted estimated construction cost should be $1,547,360, and 
that applicant’s note dated November 3, 1944, in the principal amount § ep 
of $1,392,624 was issued. Cai 

Se eee gra 
PETITIONS FOR REHEARING, ETC. -~ 
MC-F 1411, Oregon-Nevada-California Fast Freight, Inc., control, oe 





Oregon Express, and MC-F 1412, Oregon-Nevada-California Fast Freight, Cit 
Inc., merger, Oregon Express. Pacific Motor Trucking Co., successor to : 





Pacific Truck Express, Pacific Southwest Railroad Assoc. and Pierce Cir 
Auto Freight Lines, Inc., protestants, ask for reconsideration by entire 
Commission. 

No. 28782, Petroleum Shippers Assoc. vs. Abilene & Southern, et al. 
Respondent southwestern carriers ask Commission to postpone effec- F- 
tive date of order of January 9, for a period of sixty days. % 

MC-F 2600, C. W. Falwell, Jr., control; Falwell Fast Freight, Inc., Pu 
purchase, W. B. Draper, and Evans Line, Inc. Brooks Transportation the 
Co., Inc., asks entire Commission to reconsider report and order of In 
division 4, of February 22. ert 

No. 29137, Gar Wood Industries, Inc., vs. Alton & Southern et al. ac 
Defendants ask for reconsideration and oral argument. Co 

See Sere ee eee ex 
SHOES AND RELATED ARTICLES . 

The Commission, division 2, on its own motion, in MC-C-479, in 
Shoes and Related Articles between Boston and other Massa § re 
chusetts Points, has instituted an investigation into the reason ] ar 
ableness and lawfulness of the rates applicable to the trans § ti 
portation, in interstate or foreign commerce, of boots, shoes, § m 
moccasins, rubbers, and related articles, between Boston, Mass. § ay 
on the one hand, and, on the other, Amesbury, Beverly, Brock- | q 
ton, Chelsea, Danvers, Everett, Georgetown, Haverhill, Hudson, § y 


Lynn, Malden, Marlboro, Newburyport, Peabody, Salem, Stone- 
ham, Wakefield, Waltham, Watertown, and Worcester, Mass., 
maintained by the motor common carriers parties. to tariff 
MC-ICC No. A-48, and as amended, of the New England Rate 
Bureau, Inc., agent. 

The proceeding has been assigned for hearing with the 
further hearing in I. and S. M-2372, Boots, Moccasins, Shoes 
and Rubbers between Massachusetts Points, at a time and place 
to be hereafter fixed. 


TRUCK-RAIL FORWARDER APPLICATION 


The Commission, by an order in FF-78, Truck-Rail Tet 
minals, Inc., Freight Forwarder Application, has set aside @ 
permit and order issued in that proceeding on October 4, 1943, 
and dismissed the application. The Commission said that Truck- 
Rail had discontinued its service, canceled all of its schedules, 
and requested leave to withdraw its application. 
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March 17, 1945 


Proposed Report 
Steel Sheets, Etc. 


No. 29194, California Texas Oil Co., Ltd., et al. vs. Bes- 
semer & Lake Erie Railroad Co. et al. By Examiner F. L. 
Sharp. Recommended that the Commission find that domestic 
rates charged on shipments of steel sheets and_ drum _ heads 
and bottoms from points in Ohio, Indiana and Pennsylvania, 
to the Port of New York, intended for export, and which, be- 
cause of shipping limitations due to the war, were forwarded 
to Baltimore, Md., and Charleston, S. C., whence they were 
exported, were unreasonable to the extent that they exceeded 
the export rates contemporaneously in effect to New York. 
Also recommended that reparation be awarded. 


Fresh Meats 


No. 29131, Swift & Co. vs. Baltimore & Ohio Railroad Co. 
et al. embracing also Same, Sub. 1, Cudahy Packing Co. vs. 
B. & O. et al., and Same, Sub. 2, Armour & Co. vs. B. & O. 
et al. By Examiner M. J. Walsh. Recommended that the 
Commission find applicable, rates charged on numerous ship- 
ments of fresh meats and fresh meats, salted, in straight or 
mixed carloads, between January 1, 1942, and October 1, 1943, 
from St. Paul and South St. Paul, Minn., and West Fargo and 
Grand Forks, N. D., to destinations in Trunk Line and New 
England territories, and that complaints be dismissed. 





NICKOLS WATER APPLICATION 

On further hearing, Examiners Leonard Way and M. J. 
Walsh, in a proposed report in W-522, Nickols Transportation 
Co. Common Carrier Application, have recommended that the 
Commission, on reconsideration, should affirm the prior report 
of December 3, 1942, granting the applicant authority to oper- 
ate as a common carrier by self-propelled vessels and by non- 
self-propelled vessels with the use of separate towing vessels, 
in the transportation of commodities generally between ports 
and points on San Francisco Bay and tributary waterways and 
Stockton, and between these ports and points, collectively, and 
points in the delta of the San Joaquin and Sacramento Rivers. 


WATERWAYS TRANSPORT APPLICATION 


Examiners M. J. Walsh and J. A. Russell, in a proposed 
report in W-367, Waterways Transportation, Inc.—Contract 
Carrier Application, have recommended that the Commission 
grant a certificate, with conditions, to Waterways Transporta- 
tion, Inc., for performance of general towage along the Mis- 
sissippi River between Minneapolis, Minn., and New Orleans, 
La., the Illinois Waterway, and Missouri River between Kansas 
City, Mo., and the river’s mouth, and the Ohio River between 
Cincinnati and the river’s mouth, including all points named. 





LEONARD TRUCK LINES PURCHASE 


Examiner Thomas J. Patrick, in a proposed report in MC 
F-2653, Kirke Couch—Control; Herrin Motor Lines, Inc.— 
Purchase—Leonard Truck Lines, Inc., has recommended that 
the Commission approve the purchase by Herrin Motor Lines, 
Inc., Shreveport, La., of the operating rights and certain prop- 
erty of Leonard Truck Lines, Inc., also of Shreveport, and the 
acquisition of control of such rights and property by Kirke 
Couch, of Shreveport, controlling stock owner of Herrin. The 
examiner said the proposed purchase price was $43,700, and 
that Herrin had leased Leonard’s operating rights and property 
for a period expiring April 16. Leonard, according to the exam- 
Iner, transported general commodities, with exceptions, over 
regular routes between Jackson, Miss., and Shreveport, La., 
and between various Louisiana points. He said that its opera- 
tions had been conducted at substantial losses since 1942, pri- 
marily because of unbalanced operations, increased labor costs, 
and loss of many of its best employes, and that these operations 
duplicated certain operations of Herrin. About 80 per cent of 
Herrin’s traffic was related to the war effort, said the examiner. 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
effective unless exceptions have been filed within the 20-day 
ger exceptions have been seasonably filed by other parties, or 
in Sones a been stayed or postponed by the Commission. State 


pplicant has home office is shown in “‘biack face’ type, 
with name of town or city following.) 


Virginia (Marion)—-MC 103529, Lemmon Transport Co., 
extension. Certificate proposed. Petroleum products, in tank 
trucks, from Warcer, Tenn., to all points in seven Virginia 
counties, including Bristol, Va., over irregular routes. 

Kentucky (Winchester)—-MC 94060, Sub. 6, Edwin Nickols 
eary, extension. Certificate proposed. Livestock and agricul- 
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tural products, between points and places in Kentucky, on the 
one hand, and, on the other, points and places in 18 states, 
over irregular routes, traversing the District of Columbia for 
operating convenience only, with exceptions. 

Massachusetts (Boston)—(Roxbury)—-MC 87541, Sub. 2, 
H. Goldman, Inc., extension. Denial of certificate proposed. 
Household goods, between Boston and points within 50 miles 
thereof, on the one hand, and points in the New England states 
and 15 eastern, southern and middle western states and the 
District of Columbia, on the other, over irregular routes. The 
examiner said that in view of the large number of presently 
available carriers that operated between Boston and points 
in nine states additional to those included in the applicant’s 
authority in MC 87541, Sub. 1, with which the applicant might 
cooperate on a traffic interchange basis, it could not be said 
that the need of additional service to or from those states had 
been demonstrated, unless as a temporary matter only, which 
was a question beyond the scope of the instant proceeding. 

New Jersey (Belleville)—MC 59673, Sub. 10, H. R. Ritter 
Trucking Co., Inc., extension. Permit proposed. Liquid petro- 
leum, naphtha, liquid petroleum solvents, industrial alcohol, 
and solvents, in tank trucks, from points in four New Jersey 
counties, to points in Connecticut, and return with returned or 
rejected shipments, over irregular routes. 

Ilinois (Chicago)—-MC 2180, Sub. 36, Burlington Trans- 
portation Co., extension. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Uintah Junction and Ogden, 
Utah, and return, over a specified route, and between Uintah 
and the junction of U. S. highway 89 and alternate U. S. high- 
way 89, over U. S. highway 89, serving all intermediate points. 


Mississippi (Jackson)—-MC 12297, Leo Russell McGehee, 
broker. Denial of license proposed. Operation as broker or 
booking agent in arranging for the transportation of household 
goods, and general commodities, with exceptions, by motor 
vehicle. 

Alabama (Jasper)—-MC 89917, Sub. No. 1, James Huey 
Deason, extension, Vernon, Ala:, embracing Sub. No. 2, Same; 
extension, Birmingham. Certificate proposed. Passengers, bag- 
gage, mail, express and newspapers between Fayette and 
Vernon, Ala., and Jasper and Birmingham, Ala., over specified 
routes, serving all intermediate points. 

Texas (Wickett)—-MC 105221, Sub. No. 1, B. V. Slater. 
Certificate proposed. Petroleum products, in tank trucks, from 
Wickett, Tex., to points in Lea, Eddy, Chaves, Lincoln, De Boca 
and Otero counties, N. M., and from points in Lea county, N. M., 
to Wickett, over irregular routes. 


Kentucky (Middlesboro) —MC 70402, Sub. 3, James R. 
Spangler, extension. Certificate proposed. Meats and packing- 
house products and articles distributed to meat packing houses, 
from Pineville and Middlesboro, Ky., to points and places in 
three Kentucky counties and two Tennessee counties, over 
irregular routes, and rejected shipments of the same com- 
modities on return. 


Indiana (Indianapolis)—-MC 73449, Sub. 19, Central Truck- 
away System, Inc., extension. Certificate proposed. Airplane 
parts between Louisville, Ky., and points within one mile of 
Louisville, on the one hand, and, on the other, Robertson, Mo., 
Cincinnati, O., Buffalo, N. Y., and points within a radius of 
10 miles of Buffalo, and Columbus and Dayton, O., and from 
Chicago, Ill., Indianapolis, Ind., and St. Louis, Mo., to Louis- 
ville, Ky., and points within a radius of one mile of Louisville; 
and jigs and fixtures used in the manufacture and assembly 
of airplanes and airplane parts and assemblies between Louis- 
ville, Ky., on the one hand, and, on the other, Robertson, Mo. 

South Dakota (Martin)—-MC 105298, John F. Knecht, com- 
mon carrier. Denial of certificate proposed. Livestock and 
agricultural products, between specified South Dakota points 
in a base area, on the one hand, and, on the other, Sioux City, 
Ia., Omaha, Neb., and Denver, Colo.; coal, livestock and poul- 
try feeds, petroleum products in containers, building materials, 
farm machinery and implements, and binder twine, from Sioux 
City, Omaha, and Denver, to points in the base area; and 
household goods between points in the base area, on the one 
hand, and, on the other, points in Ia., Neb., Colo., and Wyo. 
The examiner said that as a whole the prospective use of the 
applicant’s service was “speculative and conjectural.” 

Indiana (Princeton)—-MC 105426, Robert T. Dawson, com- 
mon carrier. Temporary authority proposed. For duration of 
the war emergency, passengers, between Princeton, Ind., and 
Mt. Carmel, Ill., over a described route. 

Minnesota (Minneapolis)—-MC 105464, Albert Johnson and 
Dora Johnson, common carrier. Denial of certificate proposed. 
Residual oils, in bulk, in tank trucks, from Minneapolis, St. 
Paul, New Brighton, and St. Paul Park, Minn., to points in 26 
Wisconsin counties within 150 miles of St. Paul, Minn., and 
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rejected shipments in the reverse direction, over irregular 
routes. 

New Jersey (Perth Amboy)—-MC 60847, Sub. 3, Standard 
Trucking Co., extension. Permit proposed. Commodities dealt 
in by persons engaged in the manufacture of roofing, building, 
and paving materials, to points in described portions of N. Y., 
Pa., W. Va., Va., Del., Md., and the District of Columbia, and 
from Lyndhurst, N. J., to points in specified portions of N. Y. 
and Conn.; asphalt in packages, from Bayonne, N. J., to points 
in specified portions of N. Y., Conn., Pa., and Del.; such com- 
modities as are used in the manufacture of roofing, building, 
and paving materials on return to Perth Amboy; and damaged 
or rejected shipments on return to Lyndhurst and Bayonne. 

Massachusetts (Worcester)—-MC 105455, John Berton Sta- 
ples, contract carrier. Permit proposed. Steel plates, bars, 
sheets, structurals, and rods, from Worcester, Mass., to speci- 
fied points in Vt., N. H., Me., Conn., and R. I., and return with 
rejected shipments, over irregular routes. 

New Jersey (Nutley)—-MC 104486, Sub. 7, George B. Har- 
ris, Sr., and George B. Harris, Jr., contract carrier. Permit 
proposed. Denatured alcohol and denatured alcohol solvents, 
in bulk, in tank trucks, from Yonkers, N. Y., and Newark, N. J., 
to points in N. Y., N. J., Conn., and Pa., with 150 miles of New- 
ark, and rejected shipments in the reverse direction, over irreg- 
ular routes. 

Colorado (Monte Vista)—-MC 57880, Sub. 1, James E. Ash- 
ton, common carrier. Certificate proposed. Wool, livestock, and 
agricultural commodities, and general commodities, with excep- 
tions, between specified points in described areas of Colorado. 

IMinois (Chicago)—-MC 20697, Sub. 14, The Willett Co., 
extension. Denial of permit proposed. Petroleum and petroleum 
products, in bulk, from Cincinnati and Hooven (Cloves), O., to 
specified points in Indiana, and from Cahokia, IIl., to specified 
points in Missouri, over irregular routes. 

New Jersey (Livingston) — MC 3698, Sub. 11, DeCamp 
Inter-State Transit Co., extension. Certificate proposed. Pas- 
sengers and their baggage between specified N. J. points for 
operating convenience only in connection with presently author- 
ized operations. 


Seatrain Complaint Case 


Coincident with the issuance by the Commission, by Com- 
missioner Porter, of an order in No. 25727, Seatrain Lines, Inc., 
vs. Akron, Canton & Youngstown et al., postponing from April 
12 to May 31 the effective date of its amendatory order in that 
proceeding making applicable via the ports of New York and 
New Orleans the through routes and joint rates prescribed 
earlier in this case (see Traffic World, Dec. 16, 1944, p. 1555), 
the eastern railroads filed with the Commission a petition for 
indefinite postponement of the effective date of the amended 
order in No. 25727. 

Commissioner Porter said the order postponing the effec- 
tive date to May 31 was issued on consideration of the record 
in this case and “upon request of the United States district 
court for the district of Delaware.” A complaint contesting the 
authority of the Commission to prescribe joint rates and 
through routes between the railroads and Seatrain is pending 
in the district court. (See Traffic World, Jan. 6, p. 24.) 

The railroads said the amendatory order of the Commis- 
sion required them and Seatrain to join in establishing on or 
before November 1, 1938, on 30 days’ notice, through routes 
via the ports of New York and New Orleans, and said it was 
obviously impossible now to establish new through routes effec- 
tive November 1, 1938, and joint rates thereover effective May 
1, 1941, as provided in the first and second ordering paragraphs 
of the Commission’s order as amended. 

In the absence of knowledge as to the railroad location at 
which Seatrain would establish its New York harbor terminal, 
the railroads said, they would be unable to publish specific rail 
routing to the port. They said the situation was one that re- 
quired further clarification before the railroads should be re- 
quired to establish the new through routes ordered. They sug- 
gested that, in view of the Supreme Court’s decision in United 
States vs. Pennsylvania Railroad Co., decided January 29, 1945, 
“it would seem that the defendants and Seatrain should be able 
to arrange through routes when Seatrain shall have selected a 
terminal in New York harbor,’ and they submitted that they 
should be given an opportunity to attempt such an adjustment 
before asking a more definitive order from the Commission. 


SALT FROM KAN. BY RAIL, MOTOR 


In a supplemental report in No. 28716, Morton Salt Co. vs. 
Alton Railroad Co. et al., and two cases joined with that pro- 
ceeding, the Commission, division 2, on petition of defendant 
rail carriers, has granted permission to include lumber-curing 
salt in the description of salt and salt mixtures set forth in 
appendix B to the prior report in this proceeding (see Traffic 
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World, Dec. 30, 1944, p. 1678). The report showed that lun. 
ber-curing salt was a new commodity developed since the clog 
of the record in the proceeding. The Commission said no 9. 
jection to the petition had been received. Cases joined wit 
the title case were: MC C-302, Morton Salt Co. vs. A. RZ 
Adams, dba Adams Transfer & Storage et al., and Sub. No} 
+ agen Z Will C. Barrett, dba Will C. Barrett Feed & Poulty 
o. et al. 


LUTHER VAN MOTOR CERTIFICATE 


By an order in MC C-417, Luther Van Service, Inc.—R,. 
vocation of Certificate, the Commission, division 5, has vacate 
and set aside its order of January 26 in that proceeding, }y 
which Luther Van Service, Inc., was required within 45 day; 
from that date to institute reasonably continuous and adequat 
service to the public pursuant to the certificate issued to ; 
in MC 22514. That order, the Commission said, was bej 
vacated in view of the fact that on February 10, in MC 2254 
the Commission by division 5, had authorized suspension ¢ 
operations by Luther Van Service under that certificate “y 
long as the conditions making such suspension necessary r. 
main beyond the control of the carrier but not later thay 
December 31, 1945,” or such earlier date as the Commission 
might designate. By the instant order, the proceeding in MC 
C-417 was discontinued. 





NASSAU VAN CO. MOTOR CERTIFICATE 


Noting that it had granted authority to the respondent ty 
suspend operations under the certificate issued to it in MC 
38919, “so long as the conditions making such suspension neces. 
sary remain beyond the control of the carrier but not later 
than December 31, 1945,” the Commission, division 5, by a 
order in MC C-418, Nassau Van Co., Inc.—Revocation of Cer. 
tificate, vacated the original order in that proceeding, datej 
August 28, 1944, by which an investigation was instituted into 
the operations of Nassau Van Co., Inc., and by which the 
respondent was required to appear to show cause why it 
should not be required by the Commission to resume opera. 
tions “by rendering continuous and adequate service in con 
formity with its certificate in MC 38919,” and, in default 
thereof, why its certificate should not be revoked. The Com. 
mission said in the instant order that authority to suspend 
operations had been granted to the respondent February 1), 
ie —0 in MC 38919. It discontinued the proceeding in 
M -418. 
































PIPELINE VALUATION REPORTS 


The Commission, division 2, by printed reports in, Valuation 
Docket No. 1277, American Petroleum Co., and Valuation 
Docket No. 1278, Ohio River Pipe Line Co., has made final 
the tentative valuations determined by it in earlier tentative 
reports (see Traffic World, Oct. 7, 1944, p. 894) with respect 
to the value, for rate-making purposes of the property of those 
pipeline companies, as of December 31, 1939, in the case of 
Ohio River Pipe Line Co. and as of December 31, 1941, in the 
case of American Petroleum Co. 

The Commission found the value of the property of Amer- 
ican Petroleum Co. owned and used for common carrier pur: 
poses to be $422,000; that of property owned but not used, out 
of service, to be $21,700, and that of property used but now 
owned to be $533. It found the value of the property of the 
Ohio River Pipe Line Co. owned and used for common carrie 
purposes to be $29,000 and that of property used but not owned 
by that company to be $26,000. 






























































B. & O. Refunding Plan 


The Commission, late March 12, issued a memorandum 
announcing that it had granted to the Baltimore & Ohio the 
refinancing authority sought by that carrier in Finance No. 
14775, Baltimore & Ohio Debt Adjustment (see Traffic World, 
Dec. 9, 1944, p. 1493). 

The B. & O. had stated, in its application, that it was UI 
able to meet its debts matured and about to mature, that this 
inability was expected to be only temporary, that it was not 
need of financial reorganization of the character provided fo 
under section 77 of the bankruptcy act, and that the debt 
adjustment plan it proposed met the requirements of chapte! 
XV of that act. 

The Commission said it had granted the following autho 
ity to the B. & O.: 


(1) To issue, pursuant to an adjusted plan dated September 2, 
1944, as modified and proposed to be modified in connection with 4 
proposed debt adjustment under the provisions on chapter xv of 
the bankruptcy act, as amended, not exceeding $84,563,276 of collateral- 
trust 4 per cent bonds, due January 1, 1965; $76,922,350 of first-mortgag 
bonds, series A, 4 per cent, due July 1, 1975; $67,826,500 of first-mortgagé 
bonds, series B, 5 per cent, due July 1, 1975; $37,285,500 of Southwestem 
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division first-mortgage bends, series A, 5 per cent, due July 1, 1980; 
$36,798,000 of Pittsburgh, Lake Erie & West Virginia system refunding- 
mortgage bonds, series A, 4 per cent, due November 1, 1980; $10,028,700 
of Toledo-Cincinnati division first-lien and refunding-mortgage 4 per 
cent bonds, series D, due July 1, 1985; $122,639,000 of refunding and 
general mortgage bonds, consisting of $48,989,000 of series G, $29,218,500 
of series J, $22,390,000 of series K, and $22,041,500 of series M; and 
$61,906,000 of 4% per cent convertible bonds, due February 1, 2010. 

(2) To issue conditionally and pledge not exceeding $102,388,750 
of refunding and general mortgage bonds, consisting of $15,000,000 of 
series H, $12,500,000 of series J, $74,647,250 of series L, and $241,500 of 
series M; $22,553,000 of Pittsburgh, Lake Erie & West Virginia system 
refunding mortgage bonds, consisting of $1,583,000 of series A and 

970,000 of series B; and $14,344,300 of Toledo-Cincinnati division 
first lien and refunding mortgage bonds, consisting of $265,300 of series 
D, $5,000,000 of series E and $9,079,000 of series F. 


The Commission said the collateral-trust bonds were to be 
sold to the Reconstruction Finance Corporation and the pro- 
ceeds used to pay the railroad’s indebtedness to that corpora- 
tion, and that the other bonds were to be exchanged for like 
amounts of such bonds outstanding or pledged as of the ex- 
change date. 

The memorandum bore a notation that Commissioner Ma- 
haffie did not concur in the action of the majority and that it 
was his position that the maturities of all affected securities 
should be extended an additional ten years. 


Suspended Tariffs 


{Designation of a tariff below does not mean that all schedules 
in it howe been suspended. svspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
the Daily Traffic World and Bulletin end The Traffie Bulletin.) 


In I. and S. M-2511, the Commission suspended from 
March 9 until October 9 the operation of certain schedules 
published in Supplement No. 13 to tariff MF-I. C. C. No. 38 
of the Middlewest Motor Freight Bureau, Agent, Kansas City, 
Mo. The suspended schedules proposed to cancel commodity 
rates on various articles applying between points in Minne- 
sota and points in Wisconsin leaving generally higher class 
rates applicable. In I. and S. M-2512, the Commission sus- 
pended from March 10 until October 10 the operation of tariff 
MF-I. C. C. No. 5 of H & H Trucking Co., Inc., Shreveport, La. 
The suspended schedules proposed to establish increased and 
reduced distance rates on machinery and related articles be- 
tween points in Ark., Miss., La., and Tex.; revised accessorial 
service rules, and new charges for the movement of empty 
line-haul equipment to and from carrier’s terminal, applicable 
in connection therewith. 

In I. and S. M-2513, the Commission suspended from March 
11 and later until October 11 the operation of certain schedules 
published in Supplements Nos. 21 and 26 to tariff MF- I. C. C. 
No. 19 of Middlewest Motor Freight Bureau, Kansas City, Mo. 
The suspended schedules proposed to increase minimum weights 
of 3,000 and 5,000 pounds to a minimum weight of 10,000 pounds, 
on wool in the grease from North Dakota points to Duluth and 
Twin Cities, Minn. 





McCUE SALT RATE PROTEST 

Rates’ on salt proposed for application from Lyons, Kan., 
to points in Minnesota and the Dakotas, in tariff MF-I. C. C. 
No. 5 of Bernard L. McCue, dba McCue Transfer Co., of Grand 
Island, Neb., published to become effective March 22, consti- 
tute the subject matter of a protest and request for suspension 
filed with the Commission by the Minneapolis, St. Paul & Sault 
Ste. Marie Railroad Co., the Northern Pacific Railway Co. and 
the Great Northern Railway Co. 

The proposed truck rates, subject to a minimum of 20,000 
pounds, the petitioners said, equalized the rail carload rates on 

ckage salt subject to a 45,000-pound minimum, at all points 
tween Huron and Watertown, S. D. They said the rail rates 
on package salt from Kansas producing points to Huron and 
Watertown were reduced from 45 and 43 cents to 43 and 41 
cents, respectively, effective July 1, 1943, “to establish what was 
deemed to be a proper relationship with Sioux Falls, S. D.” 

“The revenue return under the proposed rates,” the rail- 
roads said, ‘computed on round-trip mileage ranges from 5.4 
cents a truck-mile at Minneapolis to 8 cents a truck-mile at 
Huron. Such earnings are unreasonably low and obviously 
hon-compensatory, and could not be justified even under nor- 
mal pre-war conditions. The use of round-trip mileage in the 
Computation. of earnings is justified herein because under the 
terms of respondent’s certificate . . . he is not authorized to 
engage in transportation for compensation on return move- 
Ments. .. .” 

The railroads said the proposed rates were identical with 
tates formerly published in respondent’s MF-I. C. C. No. 4, 
to become effective May 5, 1942, but suspended until December 
5, 1942, in I. and S. M-2008, Salt—Lyons, Kan., to Minnesota, 
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North and South Dakota, and that, in No. 28716, Morton Salt 
Co. vs. Alton et al., which embraced I. and S. M-2008, cancella- 
tion was ordered, ‘whether or not said sehedules had become 
effective,” on or before January 20, 1945, on one day’s notice. 


Midwest Motor Rate Increases 


The Price Administrator and the Waterloo-Cedar Falls 
(Ia.) Traffic Association have asked the Commission to suspend 
all items in supplement No. 35 to tariff MF-I. C. C. No. 28 of 
Middlewest Motor Freight Bureau, Agent, published to become 
effective March 5, but postponed until April 5. The Price Ad- 
ministrator said that by this supplement “drastic” increases 
were proposed in certain commodity items; that, in some in- 
stances, present commodity rates were being canceled in their 
entirety, leaving the higher class rates to apply; that in other 
items the present rates between several of the considered points 
were being increased by slight amounts, and that present rates 
to still other points, “frequently in the same item,” remained 
unchanged. He cited a number of illustrations of the effect of 
the protested proposal on existing rates. 

“Respondent’s proposals constitute a general revenue case,” 
he said, “Protestant submits that the public interest and the 
welfare of the carriers requires that a hearing be held in this 
matter, and that the Commission base its decisions upon facts 
of record to which protestant will contribute evidence. Pro- 
testant further alleges that respondent’s proposals are also un- 
just and reasonable and unduly prejudicial to traffic moving for 
shippers under commodity rates, and preferential to traffic mov- 
ing for shippers under class rates, all in violation of section 
216(b), (c) and (d) of the interstate commerce act.” 

The Waterloo-Cedar Falls Traffic Association said the com- 
modity rates proposed to be canceled had been in effect for a 
long time, and that it was “very difficult to determine the rea- 
son for these increases other than perhaps to secure additional 
revenue from the traffic which is being transported by motor 
carrier.” 

“In our judgment,” it continued, “this is not good practice, 
the best basis is by increasing all rates on a percentage basis, 
thereby all users paying their fair share of increases needed 
by the carriers... .” 

The association said the increases could not be added to 
present ceiling prices. It said there was no justification for the 
increases, and that they would “tend to disrupt the relation- 
ship in the present rates, which will result in discriminatory 


rates, as there is no increase proposed in Illinois Freight Asso- 
ciation Territory.” 


MOTOR “DECLASSIFICATION” PROTEST 

The Middlewest Motor Freight Bureau, of Kansas City, Mo., 
has filed with the Commission a petition for suspension of 
tariff MF-I. C. C. No. 1 of Merrill O. Stewart, Lincoln, Neb., 
published to become effective March 22 and described by the 
bureau as a proposal to establish “L. T. L. proportional com- 
modity rates for interstate transportation that are equivalent 
to slightly higher than fourth class under the Nebraska scale, 
or 55 per cent of first class,” and to eliminate entirely the 
classification of articles under the proposed less-than-truckload 
commodity rates “in violation of section 216(b) of the act, 
which provides that common carriers shall establish, observe 
and enforce just and reasonable rates, charges and classifica- 
tions.” 

The bureau said analysis and verification of the respond- 
ent’s proposal in the light of facts about motor clagsifications 
in Nebraska and the middle west should prove conclusively 
that there was “a threat to the rate structure.” It said the 
purpose of its request for suspension was to ask the respond- 
ent to appear and prove to the satisfaction of the Commission 
that the proposed rates were reasonably compensatory. It 
suggested that there were “compelling reasons to prove these 
rates unreasonable as proposed. Its petition, it said, had to do 
with an “irregular” common carrier. It contended that the 
irregular route carrier would not have the amount of returned 
business or be able to fill out trucks on return to the same 
extent as the regular route carrier, and said that these circum- 
stances added to the costs of handling and constituted an addi- 


tional reason for the request that the respondent prove his 
rates compensatory. 





RICE RATE REDUCTION PROTEST 


In an answer to the protest of the Arkansas Rice Traffic 
Bureau against proposed reduction of railroad rates on rice 
from Memphis, Tenn., to Milwaukee, Wis. (see Traffic World, 
March 10, p. 579), the Champion Rice Mills of Tennessee, of 
Memphis, averred that the petition for suspension was with- 
out merit and said that the existing rates from Memphis and 
from Arkansas to Chicago and intermediate and contiguous 
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territories were “truck-compelled,” with base rates established 
on the basis of rates from Memphis. The rates from Arkansas 
were established at about 8 cents a hundred pounds over Mem- 
phis, it added. It said the mark-up of 8 cents, Memphis over 
Arkansas, as authorized by the Office of Price Administration, 
to which the protestant had referred, was designed to equalize 
the cost to consumers of rice at destination points, and that 
“that is just exactly what is accomplished by permitting the 
rate of 32 cents herein assailed to go into effect.” 


POTASH FROM THE WEST 


For reconsideration with respect to New England arbi- 
traries, the Commission, division 2, has reopened the proceeding 
in No. 28921, American Potash & Chemical Corporation vs. 
Aberdeen & Rockfish Railroad Co., et al. In that proceeding 
the division had found the assailed rates unreasonable, and 
prescribed reasonable rates (see Traffic World, Sept. 9, 1944, 
p. 618), and three groups of rail defendants had petitioned for 
modification of the report and order, saying that the rates pre- 
scribed by the division were below a reasonable level (see 
Traffic World, Dec. 9, 1944, p. 1492). : 

Secretary Bartel announced that, except as they pertained 
to New England arbitraries, the petitions of transcontinental 
and southern railroads, defendants, for reargument, reconsid- 
eration, and vacation or postponement of the effective date of 
the order, had been denied by the Commission. He also said 
that, with the same exception, the Commission had denied the 
petition of Official Territory railroads, defendants, for rehear- 
ing, reargument, and reconsideration, and that of the Bangor 
& Aroostook Railroad Co., defendant, for itself and on behalf 
of the Canadian Pacific and Aroostook Valley railroads, for 
modification of the report and order. 


MOTOR RATES ON CRUDE TALC 


Pending further order of the Commission, the taking effect 
of the recommended order of Examiner F. Roy Linn in MC 
C-380, Crude Talc-California Mines to Dunn, Calif. (see Traffic 
World, Feb. 10, p. 323), has been stayed by division 2. On 
March 1, the division had postponed to March 15, the date on 
which the recommended order should become the order of the 
Commission and become effective. The examiner had recom- 
mended that the Commission find not unreasonable or otherwise 
unlawful increased commodity rates established October 25, 
1943, by Paulsen & March, a motor common carrier of mineral 
products and ore concentrates, with respect to crude talc, 
minimum 40,000 pounds, from several mines situated in the 
Death Valley district of California to Dunn, Calif. 





CONTRACT CARRIERS SPECIAL PERMISSION 


The Commission has ordered that motor contract carriers, 
in accordance with a prescribed form, may file with the 
Commission letters authorizing Contract Carriers, Inc., to file 
applications for special permission on behalf of such carriers, 
and schedules and supplements thereto issued in the name and 
MF-I. C. C. series of such carriers. The Commission at the 
same time authorized Contract Carriers, Inc., when author- 
ized in accordance with the aforementioned provisions, to de- 
part from the terms of rules 7(d), (3), 8(g) and 9(c) of tariff 
circular MF No. 2 to the extent necessary to submit on behalf 
of such carriers the aforementioned applications, schedules and 
supplements. The Commission said the permission granted 
would be void as authority for filing after March 1, 1946. 





L. & N. ISSUANCE OF STOCK 


The Commission, division 4, has issued a “memorandum” 
in Finance No. 14845, Louisville & Nashville Railroad Co. 
Stock, announcing that it has granted authority to the ap- 
plicant to double the number of shares of its stock without 
increasing its capitalization of $117,000,000, the number of 
shares to be issued, at par value of $50 each instead of $100, 
to total 2,340,000. The authorization was made subject to the 
condition that none of the stock be issued until after the filing 
by the applicant of a duly attested copy of the necessary 
amendment to its articles of incorporation and an authenti- 
cated copy of the resolutions or other consents of the stock- 
holders approving the amendment. 

The L. & N. said in its application that the stock had re- 
cently been selling on the New York exchange at a price equal 
to or in excess of par value and that it was of the opinion 
that the proposed reduction in par value and increase in the 
number of shares would result in sale of the stock in the 
market at prices more popular with investors (see Traffic 
World, Feb. 24, p. 468). 


HAY RECONSIGNMENT SERVICE ORDER 
By service order No. 293, effective March 16 through 
August 1, the Commission, division 3, has placed restrictions on 
reconsignment of hay, for the announced purpose of preventing 
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a shortage of equipment and congestion of traffic, with th 
explanation that it appears that hay in carloads is being yx 
consigned or diverted excessively, ‘thus impeding and diminish. 
ing the use, control, supply, movement, distribution, exchange 
interchange and return of such cars.” 

Provisions of the order, other than the usual ones relatin 
to suspension of tariff provisions and those setting forth th 
effective date and date of expiration, follow: 


Hay in carloads. (a) Restrictions on reconsignment and diversion, 
No common carrier by railroad subject to the interstate commerce act 
shall allow or permit any car loaded with hay, 

(i) to be reconsigned or diverted more than two (2) times before 
arrival at destination (or switching limits thereof), or 

(ii) to have at destination, (or within the switching limits thereot, 
more than one (1) change in the name of consignor or consignee; More 


than one (1) change in place of unloading, or both if included ing 
single order. 


(b) Exception. A change in the name of consignor or consigne 
enroute without a change in the route or destination of the car shall 


not be considered a diversion or reconsignment under the terms oj 
this order. , 


(c) Application. (1) The provisions of this order shall apply ty 
intrastate commerce as well as to interstate commerce. (2) The provi. 
sions of this order shall apply only to shipments originating on 
after the effective date of this order except that where a shipment 
has been unloaded under a transit arrangement the provisions of this 
order shall apply to such a shipment if loaded at the transit Point 
on or after the effective date of this order. 


PHILADELPHIA EMBARGO ORDER 

By service order No. 289-A, the Commission, division 3 
vacated and set aside its service order No. 289 by which the 
Baltimore & Ohio, the Pennsylvania, the Pennsylvania-Reading 
Seashore Lines and the Reading Co. were prohibited from ac. 
cepting from shippers or connecting railroads a loaded refrig. 
erator car or cars consigned or reconsigned direct to, or advise 
L. D. Goldstein Fruit & Product Co., Philadelphia, Pa. (see 
Traffic World, March 3, p. 519). Service order No. 289-4 
was made effective as of 11:59 p. m., March 10. 








CAR SERVICE ORDER, ETNA, PA. 


By service order No. 291, effective March 13 through 
March 31, the Commission, division 3, has directed the B. & 0. 
and the Pennsylvania not to furnish or place at Etna, Pa., any 
empty freight car for loading by or for Spang Chalfont, Inc, 
nor to place loaded freight cars for unloading at that com. 
pany’s plant on any day in excess of the number of empty 
freight cars returned to those railroads on the previous working 
day. The division said there was a partial stoppage of work 
at the Spang Chalfont plant preventing outbound loaded cars 
from leaving the plant and that Spang Chalfont was unloading 
inbound cars and reloading them, thereby stopping the return 
of empty cars to the railroads, and contributing to the general 
shortage of equipment. 





FLORIDA REFRIGERATOR CAR USE ORDER 


The Commission, division 3, has issued service order No. 
292, effective March 14 to April 30, inclusive, placing restric- 
tions on the use of “RS” type refrigerator cars for transpor- 
tation of citrus fruits from Florida, supplementing restrictions 
—— imposed by Agent C. W. Taylor’s I. C. C. order No. 


The Commission said that Agent Taylor’s order No. 270 
prohibited the placing of “RS” type refrigerator cars for load- 
ing citrus fruits in Florida destined to points on and south of a 
line from New York to Philadelphia, Pittsburgh, Columbus, 
Indianapolis and St. Louis, including all stations in the named 
cities, in order to conserve the supply of such cars, but that it 
appeared that refrigerator cars were being consigned to points 
north of that line, with stop-off for partial unloading at points 
in the restricted territory, and that most of the citrus fruit was 
being removed from the cars at the stop-off points, “thus dis- 
locating the available supply of RS type refrigerator cars.” In 
view of this situation, it added, it was its opinion that an 
emergency existed requiring immediate action in the section of 
the country east of the Mississippi River. 

The material part of service order No. 292, not including 
the usual provisions as to suspension of tariffs and the pro 
—— as to date of effectiveness and expiration of the order, 

ollows: 


Florida Citrus Fruit Billed Stop for Partial Unloading Restricted. 
No common carrier by railroad subject to the interstate commerce act 
operating east of the Mississippi River and on or south of a line 
from New York, N. Y., through Philadelphia, Pa., Pittsburgh, Pa. 
Columbus, Ohio, Indianapolis, Ind., to St. Louis, Mo., including all 
stations in those cities, shall accept orders for, allow or permit any 
R. S. type refrigerator car loaded with grapefruit, lemons, oranges, 
tangerines, or mixtures thereof, destined north of the line described 
herein to be stopped for partial unloading at any point south of the 
said line unless fifty (50) per cent or more of the lading in such caf 
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js forwarded from origin to final destination north of the line described 


are plication. This order shall apply on all cars billed, or held for 
partial unloading, on or after the effective date hereof. 


REFRIGERATOR CAR GENERAL PERMITS 


Cc. W. Taylor, manager, refrigerator car section, Associa- 
tion of American Railroads, acting as agent for the Commission, 
has issued general permit No. 6 under his order No. 219. It 

rmits railroads to disregard the provisions of the order in- 

sofar as it applies to furnishing or: transporting refrigerator 

loaded with concentrated citrus juice to any destination 

in the United States. Waybills are to show reference to the 
rmit, which became effective at 12:01 a. m., March 12. 

Mr. Taylor has extended until 12:01 a. m., April 1, insofar 
as it applies to nursery stock, permission granted railroads by 
his general permit No. 4 under his order No. 231 to furnish 
refrigerator cars for the movement of a number of commodi- 
ties. The permission, as to commodities other than nursery 
stock, expires May 15. 


POTATOES IN REFRIGERATOR CARS 


C. W. Taylor, manager, refrigerator car division, Asso- 
ciation of American Railroads, as agent for the Commission, 
has cancelled, as of March 12, his order No. 330 and all 
amendments thereto. The order specified preferences for the 
placement of refrigerator cars for loading potatoes, other than 
sweet, in 20 states (see Traffic World, Feb. 3, p. 280). 








Potash Rates from New Mexico 


Rates on potash from Carlsbad, N. M., to destinations in 
southwestern, southern, eastern trunk line and New England 
territories were so excessive as to neutralize or offset the 
“Geographical and economic advantage” of the complainants 
with respect to markets in those areas and to penalize the 
complainants in excessive amounts, it was asserted in a brief 
of the complainants in No. 29202, Potash Co. of America et al. 
vs. Aberdeen & Rockfish et al., alleging unreasonableness of 
the rates on manure salts, muriate of potash, sulphate of potash 
and sulphate of potash magnesia from Carlsbad and Loving, 
N. M., to those destinations (see Traffic World, Oct. 14, 1944, 
p. 990). The complainants, in addition to the Potash Co. of 
America, are the United States Potash Co. and the Interna- 
tional Minerals and Chemical Corporation. 

“Only to western trunk line and central territories, to 
which rates have been fixed by the Commission, are the ad- 
vantages of location and economies of transportation recognized 
in the Carlsbad rate structures,” the complainants said. 


Freight Revenue Figures 


They stated that the average revenue a car on Carlsbad 
potash traffic was ‘“‘well in excess of $500,” and that the total 
freight revenue for the shipments of the three complainants 
for an average day would total approximately $40,000 or more. 
They said the principal markets for Carlsbad potash were “east 
of the Mississippi River where the large fertilizer manufac- 
turers are located, chiefly in southern territory and eastern 
trunk line territory, but also importantly at certain points in 
New England.” They submitted information to show that 
potash was highly important as an agricultural fertilizer, in- 
cluding the statement that “potash is to plant life what trans- 
portation is to industry—the vital force.’”’ They contended that 
there was a need for reasonable rates to meet foreign com- 
petition; that favorable transportation characteristics and the 
national interest in economical distribution of this fertilizer 
material demanded and required a reasonably low level of 
transportation rates; that the traffic moved almost in train- 
load lots and with great regularity; that potash was a low- 
value fertilizer material; that the potash rates from Carlsbad, 
a compared with (1) the potash rate structures prescribed 
by the Commission from Wendover and Trona, Utah, and (2) 
the general fertilizer scales either prescribed or approved by 
the Commission for application in southwestern, southern, 
W. T. L., trunk line and New England, and central territories, 
were “greatly in excess of maximum reasonable rates”; that 
so-called truck competitive rates favored the movement of 
foreign potash, and that the rate structure must reflect “the 
extremely heavy loading of the commodity.” 

They asked the Commission to make the findings, among 
others, that to meet foreign competition, the complainants must 
absorb freight charges in amounts so substantial as to retard 
movement under existing rates; that business had been lost 
to foreign competition, with the net return to the Carlsbad 
Producer being less than production cost on certain shipments 
along the east coast and northeast coast; that “the foreigners” 

the price and the complainants must meet it or abandon 
the market, and that “potash rates applying from Wendover 
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and the rates prescribed for application from Trona, being 
on maximum reasonable levels, afford a sound measure of 
maximum reasonableness with reference to rates from Carls- 
bad to the destination areas under consideration.” 


Southern Lines’ Brief 


Southern railroads named defendants in the complaint, in 
their brief, said the Commission should find that the defendants 
might not be required to establish rates that would enable 
complainants to exclude foreign potash from this country or 
that would “supply the lack of a tariff’ on foreign importa- 
tions; that no appreciable amount of foreign potash was being 
imported at the present time and that it was utterly impossible 
to determine the amount that might be imported in the future 
or the rates that might be necessary to meet foreign com- 
petition, if and when it developed; and, further, that defendants 
might not be required to reduce their rates to meet potential, 
or even actual, foreign competition. 

“Complainants have prospered amazingly under the as- 
sailed rates,” they said. “Manifestly, they do not need rate 
reductions and such reductions will be of but little benefit 
to the ultimate consumers. Any such rates as the Carlsbad pro- 
ducers seek will come very near giving them a monopoly of the 
domestic market and will retard and discourage the search for 
new sources of potash. Indeed, any material change in the 
rates from Carlsbad to points in southern territory is likely 
to cause dissatisfaction on the part of producers at Wendover 
and Trona, whose rates have just been fixed by this Commis- 
sion.” 

The southern roads said that under existing price con- 
trols a reduction in freight rates would have no effect on 
prices paid by consumers but would only benefit the com- 
plainants; that the fact that-the assailed rates on potash were 
materially less than rates the Commission had approved or 
prescribed for application on commodities that, generally speak- 
ing, loaded more heavily and were of less value than potash 
was convincing that the complainants had no just cause for 
complaint; that the complainants at Carlsbad were producing 
85 per cent of the potash produced in the United States; that 
the complainants sought reductions primarily to enable them 
to better their competitive relationship with the producers 
at Wendover and Trona and to exclude foreign potash from 
the United States, and that a reduction of the present rates 
from Carlsbad to the level here sought “might well drive 
Wendover and Trona out of the market.” The southern roads 
asked the Commission to dismiss the complaint as to them. 


Official Territory Lines 


The official-territory railroads, in their brief, averred that 
the assailed rates were at the level of minimum reasonable- 
ness and compared favorably with the existing rates from 
Wendover. They contended that the rates from Trona were 
inordinately and unjustifiably low and noted that the rail- 
roads had asked for rehearing in American Potash & Chemical 
Corporation vs. Aberdeen & Rockfish et al., 258 I. C. C. 743, 
in which the Trona rates were prescribed. 


“The record in this case,” the official territory lines said, 
“amply justifies a finding by the Commission that the rates 
from Carlsbad are just and reasonable. It is hoped that the 
Commission, acting on the carriers’ petition for rehearing in 
the Trona case, will reopen that proceeding and as a result of 
the reconsideration to be given the matter, will fix a basis of 
rates and relationships in harmony with that prescribed in 
the Wendover case (Bonneville vs. Alton Railroad Co., 245 
I. C. C. 751) and in the first Carlsbad decision, namely, Potash 
Co. of America vs. Aberdeen & Rockfish Railroad Co., 258 
I. C. C. 109. . . . The complaint should be dismissed.” 


Southern Acid & Sulphur Co., Inc., of St. Louis, Mo., 
intervener supporting complainants, requested, on brief, that 
rates be prescribed on the potash traffic from Carlsbad and 
Loving, minimum 80,000 pounds, to destinations in southwestern 
territory “on the basis of 80 per cent of the scale of rates pre- 
scribed in appendix III of Lime From, To, and Between Points 


in the Southwest, 205 I. C. C. 282, on lime, minimum weight 
30,000 pounds.” 


Bonneville, Ltd., producer of potash at Wendover, Utah, 
took the position that reductions in the rates from Carlsbad 
would constitute an improper disturbance of approved rate 
relationships and business conditions, to the serious injury of 
shippers and carriers, without any concurrent benefit to the 
complainants. It said the complainants had not met the burden 
of sustaining the allegations of the complaint; that the record 
fell far short of establishing unreasonableness of the assailed 
rates, and that the complaint should be dismissed. 

The Bangor & Aroostook, in its own behalf and in behalf 
of the Canadian Pacific and Aroostook Valley Railroad Co., 
said that under the present rates the traffic from Carlsbad the 
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area served by these lines had increased steadily and sub- 
stantially, and urged that the present rate spreads to the 
three areas they served, of $1.30, $2.20 and $2.40 a ton above 
the rate to Boston, should be maintained. 





Army Wharfage Allowance 


Issues placed before the Commission in connection with the 
federal government’s complaint alleging unlawfulness of the 
refusal by the railroads to perform wharfage service or to grant 
allowances in lieu thereof to the army at the army piers in 
Norfolk, Va., have been stated in a brief of the complainant 
on exceptions to the proposed report by Examiner William A. 
Disque, in No. 29117, United States of America vs. Aberdeen & 
Rockfish et al., and in reply briefs of the railroads. 


The examiner recommended dismissal of the complaint 
and said the Commission should find that the defendants’ action 
did not result in rates that were unlawful (see Traffic World, 
Jan. 13, p. 81). 


In the government’s exception brief, prepared by Francis M. 
Shea, Assistant Attorney General, Donald B. McGuineas, des- 
ignated on the brief as “attorney for complainant,’ and Major 
Edward H. Cox and Lieutenant Edward F. Huber of the Judge 
Advocate General’s office in the War Department, there was 
the contention, among others, that the defendants were making 
allowances to the War Department at other ports for “‘the exact 
services for which they refuse to make an allowance at Nor- 
folk.” The complainant said it had been stated that allowances 
paid to the War Department at Newport News, Baltimore, 
Philadelphia, New York and Boston were made under section 
22 of the act (the section authorizing the granting of special 
reduced rates on government traffic), but that the only evidence 
of record that the allowances were paid under a section 22 
agreement was that pertaining to Boston, and that it was im- 
material whether the allowances were made under section 22 
agreements or not. 


“The proposed report,” the complainant said, “refers re- 
peatedly to rates applicable to ‘public commercial piers.’ From 
this the inference is given that such rates are inapplicable to 
the army base piers, because the War Department is not a 
‘public commercial’ pier operator. But the tariffs contain no 
limitation to ‘public commercial piers.’ ” 


Section 22 and Compulsion 


In the concluding paragraphs of its exceptions brief, the fed- 
eral government said: 


In practice, section 22 agreements are often a mere substitute 
chosen by the railroads for tariff publication. It is immaterial to the 
complainant whether the allowance here claimed is paid under a section 
22 agreement, under an allowance tariff, or in any other manner, but 
the complainant should not be required to pay twice for the service 
simply because the defendants refuse to grant a section 22 agreement. 
It is appreciated that defendants cannot be required to give a section 22 
agreement, but if they decline voluntarily to use that method of publica- 
tion in this instance, they should be compelled to comply with the 
requirements of the act respecting publication by tariff. 


The north Atlantic port lines, in their reply briefs, said 
that “in this proceeding the Department of Justice, which has 
the duty of prosecuting carriers for making unlawful conces- 
sions to shippers, seeks to obtain a concession for a branch of 
the government which would be regarded by the Commission as 
an unlawful rebate if made to a private shipper.” They said the 
government’s argument that the case involved merely the con- 
tinuation of past practices could not be sustained. 


“The controlling difference,” they continued, “is that a 
water terminal, once operated by a public wharfinger without 
any interest in the freight, and as an agency for railroads, has 
become a private pier operated and controlled by a shipper for 
handling its own traffic, wholly as a result of the ouster of the 
commercial operator and the recapture of the facilities by the 
army. Under similar circumstances, the so-called port privileges 
have not been accorded on numerous piers, including the 
permanent army and navy bases along the seaboard, which have 
never been operated as commerical piers, although by special 
tariff provision the export rates apply on freight handled 
through such facilities. Likewise there are numerous private 
piers controlled by shippers all along the seaboard where the 
railroads have always declined to unload freight. . . . Although 
the tariff provisions published by the local port lines are dif- 
ferent at the several ports, the testimony is clear that they are 
applied as excluding private piers and also traffic coming under 
the custody and control of shippers even on public piers. The 
practices of the railroads pursuant to such interpretation have 
pe approved by the Commission in several cases over a period 
of years..." 


They said Examiner Disque’s report was “an outstanding ex- 
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ample of the type of report that is helpful to the Commissig, 
and to the public.” 


* 
Southern Railroads’ Position 


Southern railroads named as defendants in the complaint, jp 
their reply brief, said the Commission should dismiss the com. 
plaint and that the case, briefly stated, was as follows: 


The government constructed the army base at Norfolk for use 
a port of embarkation. When the necessities of war required it, the 
government took over the army base for that purpose. In so doing 
it cancelled the lease of the Transport Trading & Terminal Corporation, 
which had theretofore acted as the carriers’ agent in operating the 
piers as public facilities, and operated them itself for its own exclusiye 
use in a manner best suited to its own convenience. Now it asks tha 
the carriers be required to make it an allowance for wharfage ang 
handling, or to perform the handling themselves, although the evideng 
shows beyond a doubt that the carriers cannot perform this service g 
their own convenience, if they can perform it at all, but only unde 
the control and at the direction of the army. Clearly, the defendant; 
are under no duty to perform the service under these circumstance; 
or to make the army an allowance. In declining to do so they are 
treating the army just as they treat all other persons who operate their 
own piers at Norfolk and at the south Atlantic and Gulf ports. As 
the examiner aptly stated, ‘‘defendants’ refusal has the sanction of 
law and there are no good grounds for affirmative action by this 
Commission.”’ 





IRON AND STEEL TO W. T. L. POINTS 


The South Dakota Public Utilities Commission, the Mitchel] 
(S. D.) Chamber of Commerce and the Watertown (S. D) 
Chamber of Commerce are parties to an exceptions brief filed 
with the Commission with respect to the proposed report by 
Examiner J. P. McGrath in I. and S. No. 5269, Iron and Stee] 
to Iowa, Minnesota, Michigan and Wisconsin, and the cases 
joined with it, including No. 29112, Public Utilities Commission, 
State of South Dakota et al. vs. Ann Arbor et al., to the issues 
in which the South Dakota exceptions brief is directed (see 
Traffic World, Jan. 6, p. 11). 

“The examiner,” these South Dakota interests said, “has 
found that our rates are on an unreasonably high level but he 
has not given us the relief necessary to remove the undue 
prejudice and unjust discrimination. He leaves the rate from 
Chicago to the Twin Cities 23.7 per cent of their low first 
class rate, while setting a basis of rates for our South Dakota 
jobbers, manufacturers, etc., of 28 per cent of our high first 
class rates. Practically all of South Dakota is located in 
zones 2 and 3. The examiner himself recognizes and points out 
the high level of these class rates in zones 2 and 3. A basis 
of rates established by the use of a percentage relationship to 
first class throughout the western trunk line territory on such 
a heavy loading commodity as iron and steel moving in great 
quantities cannot remove the discrimination and prejudice.” 

The South Dakota interests added that the carload rates 
on iron and steel should be on a mileage basis without any 
relation to class rates and that “the basis recommended by 
Witness Townsend would remove all of the above-mentioned 
objections and place all competing points on the same relative 
and reasonable basis.” 





FERRYING OF FREIGHT CARS 


Opposing the extension or grant of any authority to Foss 
Launch & Tug Co., of Seattle, Wash., with respect to service 
between Seattle and Shelton, Wash., the Northern Pacific Rail- 
way Co. has filed a supplemental brief in W-587, Foss Launch 
& Tug Co., Common Carrier Applications (see Traffic World, 
March 10, p. 579). 

Northern Pacific said that in its initial brief it protested 
the Foss applications only in so far as Foss sought permanent 
authority to operate between Tacoma and Shelton, Wash. This, 
it said, was on the assumption that since Foss had not been 
operating between Seattle and Shelton, and offered no testi 
mony in respect thereto, it was limiting its request to the Shel- 
ton-Tacoma operation. ; 

“It is now indicated that Foss’ demands are not so lim- 
ited,” said Northern Uacific. “In such circumstances we ale 
compelled to assert our opposition to the extension or grant 
of any authority with respect to service between Seattle and 
Shelton.” 

There was no basis to sustain the extension of temporary 
authority or the granting of permanent authority with re 
spect to service between Seattle and Shelton, said Northern 
Pacific. It continued: 


Any extension of the present temporary authority should be Tr 
stricted to the transportation of lumber and related articles taking the 
lumber rate, and be applicable only between Tacoma and Shelton. It 
should not embrace the right to transport commodities generally oF 
apply between Seattle and Shelton. And permanent authority should 
not be granted with respect to either operation. 


In 'W-587, Sub. 2, Secretary Bartel announced that the 
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Commission had received an application of Foss Launch & 
Tug Co., for temporary authority to carry four cars of inert 
materials by car barge from Indian Island to Tacoma, Wash. 


WATER TEMPORARY AUTHORITY 


Secretary Bartel has announced that the Commission has 
received an application of Howard Powell, of Guntersville, Ala., 
for temporary authority to transport, by water, shelled corn in 
pags from Long Island (Bridgeport Island), Ala., to Chatta- 
nooga, Tenn., and that the application has been docketed as 
w-919, Sub. No. 1. 


Goodman’s Express Application 


Protestant railroads, the New England Transportation Co. 
and the Railway Express Agency, joining in an exceptions brief 
on the proposed report of Examiner Samuel Badian in MC 
74772, Goodman’s N. Y. & Conn. Express Corp. Common Car- 
rier Application (see Traffic World, Jan. 27, p. 212, and March 
10, p. 581), contended that the examiner erred in finding that 
the applicant, prior to the critical date, was a common carrier 
of general commodities, and in finding evidence of bona fide 
operations and continuity in the transportation of general com- 
modities ‘‘on this record.” 

The protestants said the size and weight of the shipments 
transported by the applicant prior to the “grandafther” date 
had not been shown; that the size and weight must be inferred 
from the charges made for the shipments, and that the charges 
did not support the general statement of applicant’s witness 
that applicant carried freight of all sizes and weights prior to 
the critical date. The only reliable evidence submitted by the 
applicant, they said, was that prior to the “grandfather” date 
it was a specialized carrier of small packages, chiefly wearing 
apparel, dry goods, and footwear, and not a common carrier 
of general commodities. 

The applicant’s testimony as to shipments handled in the 
years 1936 through 1940, and with respect to westbound and 
return movements, the protestants said in their brief, was “not 
only self-serving, but it is too vague and uncertain to furnish a 
basis for a finding of continuity in transportation.” They ex- 
cepted, also, to the examiner’s conclusion that the evidence of 
violations of the act by the applicant did not have any bearing 
on the question of fitness, but undertook no discussion of that 


-exception beyond reference to the fact that the section of law 


and enforcement of the Commission’s Bureau of Motor Carriers 
dealt with that matter in its brief. 


New England Motor Rate Rise 


New England motor carriers represented by the New Eng- 
land Motor Rate Bureau, Inc., the New Hampshire -Motor Rate 
Bureau, and the Maine Motor Rate Bureau have petitioned the 
Commission for permission to depart from provisions of Tariff 
Circular MF No. 3 so as to permit publication of supplements 
to tariffs carrying temporary increases in rates. 

The New England carriers’ need for increased revenue 
necessitates immediate action if a great many of them are to 
continue operating, according to the petition. It said a series 
of meetings between shippers and carriers held at Boston and 
Hartford satisfied interested parties that the proposed in- 


creases were necessary both as to type and level of increase. 


Petitioners said proposed increases were as follows: 


Increase all minimum charges 10 cents per shipment. Where rates 
are published on a per 100 pound basis: Less truckload rates to be 
increased 2% cents per 100 pounds; truckload (see note) rates to be 
increased 1 cent per 100 pounds; note, for the purpose of applying in- 
crease, it will be understood that where commodity rates are appli- 
cable, the rate applying on the highest stated weight breakdown in the 
applicable rate item will be considered as the truckload rate. Where 
class rates are applicable increase as follows: Class 4x5 and 1 increase 
2% cents per 100 pounds (any quantity). Class 2 increase 2% cents per 
100 pounds 0 to 5,999 pounds, inclusive, 1 cent per 100 pounds on 6,000 
pounds and over. Class 3 increase 2% cents per 100 pounds 0 to 11,999 
pounds, inclusive, 1 cent per 100 pounds on 12,000 pounds and over. 
Class 4 and 5 increase 2% cents per 100 pounds 0 to 19,999 pounds, in- 
clusive, 1 cent per 100 pounds on 20,000 pounds and over. Any quantity 
commodity rates to be increased 2% cents per 100 pounds 0 to 19,999 
Pounds, 1 cent per 100 pounds on shipments of 20,000 pounds and over. 

Where rates are published on a ‘‘per unit’’ basis, other than ‘‘per 
truckload,’’ increase to 1 cent per unit. Where rates are published 
“per truckload’ increase rates as follows: If articles are Class 2 in- 
crease 60 cents per truckload. If articles are Class 3 increase $1.20 per 
truckload. If articles are Class 4 or 5 increase $2 per truckload. 


Continuing, petitioners said: 


As the proposed increase is of a temporary nature it is desired to 
bublish it so it will not be directly incorporated in the applicable 
fate, but to be added to the normally applicable rate or minimum 
charge, and published with a provision that such increases ‘‘will ex- 
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pire with December 31, 1945, unless sooner canceled, amended, or 
extended.”’ 


The applicants asked for specific authority to depart from 
the terms of rules 4 (a), 6 (d), 7 (a), 9 (a), 10 (d), and 20 (f) 
of tariff circular MF-3 so as to permit publication of supple- 
ments to certain tariffs to which they were parties. 

“If relief from tariff circular MF No. 3 rules as requested 
are allowed, so that supplements to the above mentioned tariffs 
may be issued, a uniform effective date will be made through- 
out the New England area as it is our understanding that the 
Eastern Motor Freight Conference, Inc., agent, West Hartford, 
Conn., are filing an application with your Commission to pub- 
lish similar supplements to tariffs issued by them,” said the 
applicants. 

The Commission’s Bureau of Motor Carriers received the 
application of the Eastern Motor Freight Conference, Inc., 


West Hartford, Conn., for permission to publish similar supple- 
ments. 


Trucker-Forwarder Joint Rates 


George H. English and Ellis V. Gregory, of the legal and 
enforcement section of the Commission’s Bureau of Motor Car- 
riers, have filed with the Commission a statement of their views 
with respect to the issues brought before the Commission in 
the oral argument in MC C-440, Terminal to Terminal Charges 
of Common Carriers for Freight Forwarders (see Traffic World, 
March 3, p. 521). The argument dealt with a recommendation 
made by Special Examiners W. V. Hardie and Walter T. Hayes, 
in a proposed report in MC C-440, that the Commission should 
find that the temporary permission accorded in section 409(a) 
of the act, under which joint rates between forwarders and 
motor common carriers might be maintained, did not apply to 
line-haul transportation by the motor carriers. 


Messrs. English and Gregory said the Commission should 
adopt the proposed report of the special examiners and issue 
an order in conformity therewith. They suggested, further, that 
“in the absence of a clear demonstration (which has not as yet 
been made to this Commission) of the propriety of giving spe- 
cial treatment to the rates of the motor carriers who perform 
line haul transportation for forwarding companies, the Com- 
mission advise Congress, if requested, that no legislation con- 
templating such special treatment is recommended; that ex- 
tension of the period for enjoyment of the privileges conferred 
in section 409 is not recommended and that it be repealed.” 


Issues Presented 


Facts presented in the case, the attorneys said, showed 
“as the central feature” that motor carriers, for the transpor- 
tation of freight in terminal to terminal or line-haul service as 
well as in the services described as assembling and distribution 
services, charged the forwarders sums provided for by special 
agreements between such carriers and forwarders, which sums 
differed from and in all instances were less than the published 
tariffs of such carriers covering transportation of the same 
property between the same points, and that the sums so charged 
were designated by the respondents as divisions of a joint rate. 
The joint rate referred to, they said, was the rate published 
by the forwarders and participated in by the motor carriers 
by concurrences in the usual form. They added: 

“The sole issues presented in the investigation are issues 
of law. They are (1) whether the joint rates authorized tem- 
porarily in section 409 include joint rates for terminal to 
terminal service, or whether such statutory permission is 
limited to assembling and distribution service, and (2) whether 
the arrangements shown in evidence are, in fact, joint rates. 
It is the contention of respondents on the first point that the 
statutory permission extends to all types of forwarder service. 
It is the conclusion of the special examiners in the proposed 
report that section 409, properly construed, justifies the appli- 
cation of joint rates only to the assembling and distribution 
services described and defined in section 408 of the interstate 
commerce act. As to the second issue of law, it is the con- 
tention of the undersigned that the arrangements disclosed by 
the evidence consist merely of special arrangements for special 
compensation and have none of the characteristics of joint 
rates as that term is used in common parlance and in the 
transportation industry.” 


Messrs. English and Gregory observed that the forwarders 
used motor carriers in many cases in substitution for the 
service previously rendered exclusively by railroads. They said 
that in the case of rail carriage the transportation for for- 
warders was under published tariff rates of the rail carriers, 
so that as to rail service the forwarders were on the same 
plane as shippers, but that the motor carriers’ tariffs were 
applied to service for all others than forwarders, and that “the 
forwarder traffic . . . moved and now moves on unpublished 
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rates which are claimed to be divisions of joint forwarder- 
motor carrier rates.” 

it was important to note, they said, that at all times the 
use of motor carriers for the performance of line-haul service 
for forwarders had been trivial in comparison with the use 
made of rail carriage for the same purpose, and that in the 
case of the largest forwarder only about 7 per cent of its 
entire terminal-to-terminal service was performed by motor 
vehicle as against 93 per cent performed by rail. 


Provisions of Law 


The motor carrier bureau attorneys said the freight for- 
warder act (now part IV of the interstate commerce act) pro- 
vided for assembling and distribution service by motor car- 
riers for forwarders, limiting such service by definition to less- 
truckload shipments intended for consolidation or, after break 
of bulk, for distribution, while the line-haul service was limited 
by definition to consolidated truckload shipments. They added 
that there was express statutory prohibition against the appli- 
cation of the special assembling and distribution rates to the 
line-haul service. Continuing, they said: 


The conclusion is inescapable that Congress had in mind the making 
of special provisions for the assembling and distribution service and 
had no thought whatever of authorizing any change to avoid or remove 
existing legal prohibition against special compensation for the trans- 
portation of consolidated shipments.... 

It was unlawful to apply special rates of any kind—joint, propor- 
tional, or what not—to the transportation of truckload consolidated 
shipments both before and after passage of the forwarder act and no 
machinery was provided or even considered for relaxing the rule of law 
against special rates for the line haul. Indeed, out of the abundance 
of precaution, express prohibition against treating the line haul as 
within the scope of the newly devised assembling and distribution 
rates was incorporated into section 408.... 


Messrs. English and Gregory said the term “joint rates” 
implied a practice in which two carriers joined together their 
operations so as to perform a through transportation which 
neither carrier could perform alone and for which as a result 
of their agreement, a single charge was made the shipper; 
and that at least two carriers were necessarily involved. They 
said the forwarders conceded at the argument that they could 
not justify the proposition that a terminal to terminal move- 
ment, involving no assembling and distribution service and 
performed by a single underlying carrier, was joint service. 
They added that the compensation arrangements appeared to 
lack mutuality or any bilateral obligation, and that there 
seemed to be no agreement on the part of the carrier to per- 
form a connecting carrier service. 

“It is believed,” they said, “that a way can be found by 
which, under the normal processes of rate publication, the 
functions of the forwarding companies which are of public 
benefit and value can be preserved and the anomaly in trans- 
portation of having special rates covering some services of 
transportation can be done away with. The forwarders pros- 
pered . . . when the only transportation service rendered for 
them was rendered by carriers operating upon normal pub- 
lished tariff rates... .” 


Trucker-Forwarder Brief 


There had been, “unfortunately,” a persistent tendency in 
dealing with freight forwarders prior to and since enactment 
of part IV of the act to emphasize the incidental relationship 
of the forwarder to the underlying carrier, instead of “its. real 
characteristic, which is that of an overhead carrier similar in 
essential respects with an express company,” said four of the 
respondents in a brief in MC C-440, setting forth their conten- 
tion that the maintenance of joint rates and divisions between 
motor carriers and freight forwarders was lawful and that 
the Commission should so find. Parties to the brief were Acme 
Fast Freight, Inc.; Liberty Motor Freight Lines, Inc., National 
Carloading Corporation, and LeCrone-Benedict Ways, Inc. 

“By part IV,” they said, “freight forwarders are regu- 
lated as carriers and, unless they are treated as such in the 
administration of part IV, its specific and general purpose 
cannot be achieved. For example, whereas the courts have 
uniformly held that freight forwarders are common carriers 
at common law, it also has been held that a sleeping car com- 
pany is not a common carrier (Calhoun vs. Pullman Co., 159 
F. 546; Pullman Co. vs. Linke, 203 F. 1017; Pullman Co. vs. 
Strong, 132 S. E. 399). Yet the latter, which does not perform 
any physical haulage either, is declared to be a carrier by 
part I of the act, whereas every effort is made to avoid grant- 
ing to the freight forwarder the privileges of a carrier status, 
while at the same time subjecting it to all of the obligations 
of carrier regulations. .. .” 

It was asserted in the brief that if the “real characteristic” 
of the type of forwarders embraced within the provisions of 
part IV were kept in mind, the Commission would experience 
no more difficulty in administering the provisions of part IV 
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than it did in administering the other parts of the interstate 
commerce act. 

“A joint rate,” these respondents continued, “is nothin 
more or less than a contract between the parties to the joint 
venture. This record demonstrates that the freight forwarder 
performs a variety of services in connection with traffic which 
moves by motor carrier under joint rates. Basically and from 
the standpoint of public policy, every reason which sanctions 
and in some instances compels joint rates between other trans- 
portation agencies exists as between freight forwarders ang 
motor carriers.” 

They said the Commission should find that the existing 
joint rates were sanctioned and authorized by section 409 and 
should recommend to Congress that the provisions of section 
409, or substantially similar contractural arrangements, should 
be approved by an appropriate amendment to the interstate 
commerce act. 

The Universal Carloading & Distributing Co., Inc., another 
forwarder respondent, in a separate brief, contended that there 
was both legal and factual foundation for joint rates of freight 
forwarders and motor carriers between terminal points in that 
two separate carriers were involved in the performance of a 
single tariff undertaking. It took issue with what it said was 
the “prevailing notion” that in the eyes of statutory law, at 
least, the forwarder was a “shipper,” so that it was an absurdity 
even to contemplate a joint rate as between a “carrier” and a 
“shipper.” It said the “shipper” status was made completely 
fictional by the enactment of part IV, and that part IV 
provided for the forwarder a scheme of regulation that, on 
its face, could be enforced only against a “carrier.” In its 
conclusions, it said: 


Prior to regulation we paid our motor carrier ‘‘partners’’ a com- 
pensation under contract. From a practical standpoint we could re- 
turn to that arrangement today. But if for any reason regulation 
frowns upon such an arrangement and prefers to set it up in another 
form, we respectfully urge that mere terminology should not be per- 
mitted to interfere with the continuance of arrangements mutually 


satisfactory to the interested parties and definitely in the public in- 
terest. 


We have suggested the ‘‘divisions’’ plan as a method of stating our 
compensation because we believe that there is nothing in fact or in 
law which should preclude its adoption. And as a part of such a plan 
we agree that the Commission should be given all powers over such 


divisions which it exercises in connection with the divisions of other 
types of carriers. 


Santa Fe Construction 


The California Railroad Commission, as an intervener, in 
a “statement of position” with respect to the proposed report 
by Examiner Ralph R. Molster in Finance No. 14639, Atchison, 
Topeka & Santa Fe Railroad Co. Proposed Construction, has 
expressed agreement with the examiner’s recommendations 
that the application of the Santa Fe for authority to build a 
connecting line 2.02 miles long between its line in Los Angeles 
and the line owned by the adjacent city of Long Beach be 
denied until such time as military authorities at the port might 
request authorization of the construction, and that the rail- 
roads serving the Los Angeles and Long Beach harbors should 
“a - complete unified service (see Traffic World, Feb. 17, 
p. 394). 

By the latter propcsal, the state commission said, there 
would be accorded to all points in the Los Angeles-Long Beach 
terminal area the benefit of service by all major transconti- 
nental lines and by the Pacific Electric Railway Co.; the city 
of Long Beach would acquire all of the advantages that would 
accrue if the Santa Fe’s application were granted, and the 
Santa Fe would gain entrance to Long Beach without the 
cost of construction now contemplated. Complete unified serv- 
ice, such as the Commission has suggested in Unified Operation 
at Los Angeles Harbor, 150 I. C. C. 649, 664, the state commission 
added, was an absolute necessity if postwar commerce was 
adequately to serve “the vast terminal area involved” and 
should be brought about ‘at the earliest possible moment.” 

The Pacific Electric took exception to, among other things, 
the examiner’s proposal that the unification plan under which 
the Los Angeles Harbor facilities were operating be extended 
to include Long Beach. It said no proposal had been made, 
in the instant application or in testimony adduced at the hear- 
ing, for a unification of the two harbors as a single terminal 
and for unification of the railroad operations therein, and that 
the examiner’s suggestions, therefore, were beyond the issues 
in the instant proceeding. 

“There was no indication in this record of any agreement 
by the two harbor authorities upon any plan for unification, 
and no evidence was introduced by any party to this proceeding 
with respect to any unification of the two harbors,” said the 
Pacific Electric, “or as to whether such unified operation would 
be in the common interest of the carriers, or in the interest 
of the public, or that it would bring about any benefits in the 
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way of efficient or economical terminal operation in the entire 
area. . . . The portions of the proposed report dealing with 
the unification question should be eliminated.” 

The Pacific Electric said the examiner was in error in 
implying that the construction of the proposed line or the 
direct operation of the Santa Fe into Long Beach was neces- 
sary to eliminate some discrimination against Long Beach as 
to rates. It said instances in which existing rail rates to and 
from Long Beach were higher than those to or from Los 
Angeles Harbor were confined to cases in which the Santa 
Fe had declined to co-operate with the existing lines serving 
Long Beach in establishing joint through rates between Long 
Beach and exclusive points on the Santa Fe on the same basis 
as rates between those points and Los Angeles Harbor. 

The City of Long Beach, in its exceptions, said it did not 
seem fair to it that it should be denied the service to which 
the proposed report indicated it was entitled “merely because 
of lack of ability to force all parties to agree upon an alterna- 
tive plan,” and that the Commission should grant the certificate 
sought by the Santa Fe. It said the record before the Com- 
mission clearly indicated that the future public convenience 
and necessity required the service at the port of Long Beach 
of all carriers now serving the general vicinity. It saw no 
bright prospect for a “unification” agreement by the railroads 
unless the Commission authorized the construction proposed. 


F. E. C. Reorganization 


Three groups of investors holding minority interests in 
the first and refunding mortgage 5 per cent bonds of the Florida 
East Coast Railway Co. have asked the Commission to make 
extensive modifications in the plan of reorganization set forth 
in the Commission’s second supplement report in Finance No. 
13170, Florida East Coast Railway Co. Reorganization (see 
Traffic World, Jan. 20, p. 146), and the parties to two of the 
three petitions for modification have expressed support of a 
proposal by the third petitioning group that the capitalization 
of the reorganized company be increased by $6,000,000 to 
$47,166,000 and that 60 per cent of a total of $6,000,000 in com- 
mon stock proposed to be issued by the reorganized company 
be sold to the Atlantic Coast Line at par, $100 a share, with 
ow to be distributed to the first and refunding bond- 

olders. 

The proposal under which the Atlantic Coast Line would 
obtain control of the reorganized company was advocated in 
a petition by a group of nine holders of F. E. C. first and 
refunding bonds—S. A. Lynch, S. A. Lynch Corporation, Joseph 
van B. Wittman, Julian S. Eaton, W. T. Price, A. D. Harrison, 
Jack August, Glenn Strong and Mrs. E. E. Asbury. They said 
they had submitted that plan, referred to as “the A. C. L. 
plan,” to the Commission on November 8, 1944, but that the 
Commission had denied them leave to file the plan, and, in 
its second supplemental report, had found that the A. C. L. 
plan was “prima facie impracticable.” They said they recog- 
nized that consideration of the A. C. L. plan would require a 
further hearing before the Commission, and they requested 
such further hearing. 


Commission Plan Called “Harshest”’ 


“This is the harshest plan of reorganization that has been 
called to our attention,” they said. “The new capitalization is 
$41,166,000 with no fixed charge obligations except $666,000 of 
outstanding equipment trusts. The capitalization has been 
reduced from approximately $97,500,000; the depreciated value 
of the physical property plus the value of lands and rights as 
of February 28, 1941, including an allowance of $1,572,000 for 
working capital, amounted to $52,833,937; the cash presently 
on hand is in excess of $25,000,000 and will undoubtedly ap- 
proximate $30,000,000 by January 1, 1946, the effective date of 
the plan, or $18,000,000 after discharging the first mortgage 
bonds. The principal and accrued interest on the first and 
refunding bonds aggregates around $75,000,000. Thus their 
claim is reduced in terms of new securities to $40,500,000, al- 
though cash in an amount equal to nearly 45 per cent of that 
capitalization will have been made available by earnings ap- 
plicable to the first and refunding bonds and another $12,000,000 
of their money (equal to another 30 per cent of the proposed 
capitalization) will have been used to discharge the mortgage. 
This harsh treatment is without precedent.” 

. The Lynch group said that, if accorded the necessary hear- 
ing, they would show that the A. C. L. plan best served both 
Investor and public interest. They said that under that plan 
the holders of the first and refundings would receive out of 
the reorganization $9,600,000 in cash, made up of a $6,000,000 
cash distribution and the payment of $3,600,000 they would 
Teceive for the common stock sold to the A. C. L. They added 
that, in contrast, under the Commission’s plan about $1,137,000 


of cash would be available for distribution to them within the 
court’s discretion. 
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__ “The favorable cash position of the debtor, as contrasted 
with that taken into account by the Commission,” they said, 
gives hope to the holders of the first and refundings that be- 
fore January 1, 1946, the court would distribute to them con- 
siderably more than the $1,137,000 . . . but there is no assur- 
ance that the cash they will receive will equal the $9,600,000 
they could expect under the A. C. L. plan... .” 


Deposit Committee’s Petition 


The deposit committee for the first and refunding 5 per 
cent bonds of the F. E. C. asked the Commission to modify 
the plan by providing for issuance of $12,000,000 of fixed in- 
terest 4 per cent bonds and $8,250,000 of income 4% per cent 
bonds and for a cash reserve of not more than $4,500,900. The 
committee said that the Commission, in its plan, had wholly 
eliminated fixed interest bonds and had left equipment ‘trust 
obligations as the sole fixed interest debt of the reorganized 
company. The committee said that a fair estimate of income 
available for charges afforded an-annual average of about 
three and one-half times for the interest on the fixed interest 
bonds if proposed, and that it was difficult, therefore, to see 
any justification for eliminating such bonds from the reor- 
ganization plan. It said that under the Commission’s plan the 
duPont estate would be in complete control of the Florida 
East Coast, and suggested that management under the duPont 
estate would have ‘neither the spur of an obligation to meet 
fixed charges nor an interest in receiving a return upon its 
own investment.” Such lack of interest in income, it said, 
was due “principally to tax considerations.” The committee 
said it was “still of the opinion” that the A. C. L. plan of 
S. A. Lynch and others was in the best interests of the first 
and refunding mortgage bondholders. 

The Safe Deposit & Trust Co. of Baltimore, holder in a 
fiduciary capacity of about $1,750,000 of first and refunding 
bonds of the F. E. C., asked modification of the reorganization 
plan promulgated by the Commission so as to provide for an 
issue of first mortgage fixed interest bonds, asserting that on 
the basis of past and current earnings, the debtor’s earnings 
in a future normal year would clearly support such an issue 
of fixed interest bonds. (The Commission’s plan provided for 
issuance of $20,250,000 of income bonds bearing contingent 
interest at 4% per cent, cumulative up to 45 per cent.) The 
Safe Deposit & Trust Co. of Baltimore said it had previously 
expressed its approval of the plan proposed by S. A. Lynch 
and others and averred that that plan offered a more equitable 
and beneficial plan than that of the Commission. 


Majority Bondholder’s Views 


The St. Joe Paper Co., of Port St. Joe, Fla., holder of 
a majority of the first and refunding bonds of the F. E. C., 
also filed a petition for modification of the Commission’s plan 
and requested, among other things, fixing of July 1, 1946, 
rather than January 1, 1946, as the latest date of reorganization. 
It noted that the Commission’s plan provided for issuance of 
$20,250,000 of series-A mortgage bonds, and suggested that a 
like amount of 5 per cent preferred stock be authorized, with 
the option to the present holders of the first and refunding 
bonds at the time of reorganization to receive such preferred 
stock at the rate of one share for each $100 of series-A bonds 
to which they would otherwise be entitled under the plan, 
and with the further provision that any holder of the series-A 
bonds would have the right at any time in the life of those 
bonds to convert the bonds into 5 per cent preferred stock at 
the same rate. : 

“We further suggest,” the St. Joe Paper Co. said, “that 
this preferred stock be preferred both as to assets and divi- 
dends up to 5 per cent; that it be cumulative for 10 years 
or up to 10 per cent; that it be fully voting and that it par- 
ticipate with the common, share for share, in dividends after 
the common in any year shall have received dividends of $5.” 

It added that under the present plan it would receive a 
majority of the common stock of the company, as well as a 
majority of the bonds, and that, under the modifications pro- 
posed by it, all bondholders would be in precisely the same 
position, and no undue advantage could accrue to any person 
by reason thereof. 


Cc. & N. W. BOND ISSUE 

Application for authority to issue and sell $54,000,000 prin- 
cipal amount of first mortgage bonds, series B, has been made 
to the Commission by the North Western in Finance No. 14858, 
Chicago & North Western Railway Co., First Mortgage Bonds, 
Series B. The issue, said the North Western, was for the 
purpose of obtaining funds to be used, together with sinking 
fund moneys and funds now available in the applicant’s treas- 
ury, to redeem and pay as of July 1, the following outstanding 
North Western bonds: first and general mortgage bonds series 
A, four per cent, due January 1, 1989—$47,979,442; first mort- 
gage, Sioux City & Pacific divisional four per cent bonds, due 
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January 1, 1969—$4,000,000; and first mortgage, Des Plaines 
Valley divisional four per cent bonds, due January 1, 1969— 
$2,486,000. 

Through the sales of the series B bonds, said the North 
Western, it was anticipated that the* outstanding indebtedness 
thereby would be refunded at a sufficiently lower interest rate, 
that the premium payable on such redemption of the outstand- 
ing bonds would be considerably more than offset, and that a 
substantial saving would accrue to the applicant. It said the 
series B bonds would be dated as of January 1, would mature 
January 1, 1989, and would bear interest from January 1, at 
an annual rate to be specified in the accepted bid, payable 
semiannually on January 1 and July 1 of each year. Competi- 
tive bids would be invited in March, the North Western said. 


N. Y., O. & W. EQUIPMENT LOAN 

Raymond L. Gebhardt and Ferdinand J. Sieghardt, trus- 
tees of the property of the New York, Ontario & Western 
Railway Co., debtor in Finance No. 14857, have asked the 
Commission for authority to sell to the Reconstruction Finance 
Corporation $1,900,000 equipment trust certificates. It said 
the proceeds were to be used to complete the purchase price 
of $2,244,073.50 plus transportation charges for four new 5,400 
horsepower diesel-electric freight locomotives and one new 
2,700 horsepower diesel electric freight locomotive under con- 
struction by the electro-motive division of General Motors 
Corporation. A statement of N. Y., O. & W. estimated net 
income account by months for the year 1945, based on the 
‘acquisition of the five diesels by June 1, recited that at the 
end of the year there would be a total net income deficit of 
$1,731,253. 





WISCONSIN CENTRAL REORGANIZATION 


The Canadian Pacific has filed with the Commission, in 
Finance No. 14720, Wisconsin Central Railway Co. Reorgani- 
zation, a petition, as intervener, for deferment of hearings on 
the plan of reorganization submitted by the protective com- 
mittee for the holders of Wisconsin Central Railway Co. first 
general mortgage 50-year bonds, due July 1, 1949 (see Traffic 
World, Dec. 30, p. 1687, and Feb. 17, p. 402). 

The Canadian Pacific said it was the owner of more than 
$8,370,000 of the $15,816,000 principal amount of bonds out- 
standing under the debtor railroad’s first and refunding mort- 
gage dated April 1, 1909, and that holders of those bonds 
constituted one of the classes entitled to vote for or against 
such plan of reorganization as the Commission might pro- 
mulgate. It said the protective committee for the first general 
mortgage bondholders had filed its plan with the Commission 
without waiting for the filing of claims and objections and 
decisions of the reorganization court as to the amounts in 
which the claims of bondholders should be allowed, and as to 
the extent and relative priority of their respective liens on the 
debtor’s properties. The plan of the first general mortgage 
bondholders protective committee, the Canadian Pacific said, 
presupposed a decision in favor of those bondholders and 
against the first and refunding bondholders, and presupposed, 
also, decisions of certain other important legal questions, which, 
in the absence of satisfactory concessions, the Canadian Pacific 
desired to be judicially decided. The legal issues discussed in 
the petition, the Canadian Pacific said, would be raised in the 
federal court of jurisdiction on or before March 31. 





NEW HAVEN REORGANIZATION 


The protective committee for bonds of Old Colony Rail- 
road Co. has petitioned the Commission in Finance No. 10992, 
in the matter of the New York, New Haven and Hartford 
Railroad Co., for hearing with respect to provisions of the 
New Haven reorganization plan relating to Old Colony. 


I. C. C. ACCIDENT REPORTS 


A rear-end collision between a passenger train and a mail- 
express-baggage train on the Southern Pacific near Bagley, 
Utah, December 31, 1944, in which 50 persons were killed and 
81 injured, was caused by failure to control properly the speed 
of the mail-express-baggage train, in accordance with signal 
indications, said the Commission, by Commissioner Patterson, 
in Investigation No. 2856. 

Leaving Ogden, Utah, 50 minutes late, the Commission said, 
the mail-express-baggage train passed two signals displaying 
stop, and, while moving at an estimated speed of 50 miles an 
hour, struck the passenger train, consisting of 17 steel cars, 
two of which were U. S. Army hospital cars. 

The Commission noted the coroner’s verdict that the en- 
gineer of the mail-express-baggage train died of sudden shock 
or heart failure just before the impact between the trains. 
If the engineer became incapacitated prior to the accident, said 
the Commission, this condition probably occurred after the 
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brake application was made near the second signal displaying 
stop. 

Four cars of the passenger train telescoped, said the re. 
port, adding that the locomotive in which the engineer died 
telescoped the rear car of the passenger train. Three cars of 
the passenger train were demolished and the dead engineer’s 
locomotive and 11 of his cars were derailed and damaged, said 
the Commission. 

“If an adequate automatic train-stop or train-control system 
had been in use in this territory, an automatic application of 
the brakes sufficient to cause Second 21 (the mail-express. 
baggage train) to stop short of First 21 (the passenger train) 
would have occurred, and this accident would have _ beep 
averted,” said the Commission. 

Of the 50 persons killed, 41 were passengers, and of the 
81 injured, 66 were passengers, said the report. 

Derailed cars obstructing an adjacent main track imme. 
diately in front of an approaching passenger train were the 
cause of a side collision between a passenger train and derailed 
cars of a C. of N. J. freight train on the New York and Long 
Branch railroad at Red Bank, N. J., January 18, according to 
a report of the Commission, by Commissioner Patterson, in 
Investigation No. 2862. The Commission said the accident re. 
sulted in the death of the passenger train engineer and the 
injury of 27 passengers and one employe off duty. The Com- 
mission quoted a railroad division engineer as saying there was 
sufficient ice on the rails to cause the derailment of the cars, 


NEGRO PASSENGER COMPLAINT 

Helen Thompson, a Negro, of Kansas City, Mo., has filed 
with the Commission a complaint in No. 29272, Helen Thomp- 
son, Complainant, vs. The Pullman Co. et al., in which she 
alleges that on or about October 5, 1944, at San Antonio, Tex, 
she purchased a first-class railway ticket and a Pullman car 
reservation for passage to Kansas City, but that, over her 
protest, she was given accommodations in a coach. 

The complainant alleged that the defendants gave undue 
and unreasonable preference to certain white persons with 
respect to transporting them in a Pullman car from San An- 
tonio to Kansas City, and subjected the complainant to un- 
reasonable prejudice and disadvantage when she held a first- 
class ticket and Pullman car reservation identical to those 
held by the white persons, but was required to ride in a coach 
without ventilation facilities and having an inadequate number 
of seats for passengers. 

Charging violation of sections 1, 2 and 3 of the interstate 
commerce act, the complainant asked that the Commission 
issue a cease and desist order against the defendant Pullman 
Co. and Missouri-Kansas-Texas Railroad Co., and establish and 
apply equal facilities in the future between San Antonio and 
Kansas City in the transportation of persons purchasing sim- 
ilar tickets. 

WAYNE A. JOHNSTON APPLICATION 

Wayne A. Johnston, president of the Illinois Central Rail- 
road Co., in Finance No. 14856, has asked the Commission for 
authority, under section 20a of the interstate commerce act, 
to hold the position of president of the I. C., and president 
and director of the Yazoo & Mississippi Valley Railroad Co. 
Mr. Johnston also requested authority to hold generally, in 
addition to the aforementioned position, a directorship and any 
office or offices with the I. C. and all companies subsidiary 
thereto or affiliatedt herewith, or the properties of which were 
operated or used by the I. C., either separately or jointly, with 
other carriers. Mr. Johnston was elected president of the I. C. 
on February 23 to succeed the late John L. Beven (see Traffic 
World, Feb. 24, 493). 





Bureau of Valuation Director 


The Commission has announced “with regret’ the volun- 
tary retirement, effective June 30, of Robert A. Lacey as 
director of its Bureau of Valuation, after more than 33 years 
in government service, of which about 31 years were spent 
with the Commission in the valuation of railroads and pipe 
lines. He had served at first as assistant field leader and later 
was in charge of the valuation accounting work in the then 
southern district’s headquarters at Chattanooga, Tenn. Mr. 
Lacey was transferred to Washington in charge of preparing 
and defending in hearings before the Commission valuation 
accounting reports on companies located in the southern dis- 
trict. He was appointed director of the bureau in 1943 to suc- 
ceed Ernest I. Lewis, who retired from service. 

The Commission said that Mr. Lacey was one of the early 
pioneers in the Commission’s basic work of valuing the rail- 
roads. On March 1, 1926, Mr. Lacey was made assistant in 
charge of completing the valuation accounting reports for the 
railroads of the entire country, nad he had an important part 
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jn completing the valuation of pipelines transporting oil and its 
products. 


As successor to Mr. Lacey, the Commission has appointed 
George S. Douglass as director of the Bureau of Valuation, 
effective July 1, 1945. The Commission’s announcement said 
that Mr. Douglass was born July 15, 1895, at Beattie, Kan., and 
had received a B.S. degree in civil engineering at the Kansas 
State Agricultural College. Continuing, it said: 


Mr. Douglass has been one of the outstanding key men of the 
Bureau of Valuation for many years. He entered the service of the 
Bureau on July 29, 1916. From that date until the latter part of 1921, 
exclusive of the period 1917-1920 when he was in the armed service 
and for a short while in outside employment, he was engaged in assist- 
ing in inventorying the physical properties of the railroads in the West- 
ern District with headquarters at Kansas City, Missouri. After com- 
pletion of the field inventory work in late 1921, he was transferred to 
Washington, D. C., to assist in the preparation of the engineering basic 
valuation reports and recapture reports and to defend them in hearings 
until about 1933. From that date until the present time he has been 
engaged in the general work of bringing forward the engineering in- 
ventories, preparing special reports and exhibits for use in reoraniza- 
tion cases, rate cases, etc., for the Commission’s use, and serving, since 
1942, as assistant head valuation engineer of the bureau. . 





I. C. C. Appropriation 


On motion of Senator Wheeler, of Montana, after repre- 
sentations had been made to him by officials of the Commis- 
sion, the Senate increased to $2,769,400 the item for salaries 
and expenses, with the provision that the amount of the in- 
crease, $150,000, be added to the sum of $2,358,000 provided in 
the bill, as reported by the Senate appropriations committee, 
for “personal services in the District of Columbia, exclusive 
of special counsel.” The Senate left unchanged the cuts made 
by the Senate appropriations committee in the items for val- 
uation of carriers and motor transport regulation. Further 
changes may be made in conference on the bill. 

In the course of discussion of Senator Wheeler’s amend- 
ment, Acting Chairman McKellar, of the Senate appropriations 
committee, said that the House had reduced the budget esti- 
mate for the Commission by approximately $600,000 and that 
the Senate committee had voted to reduce it by 10 per cent 
more. 

Senator Wheeler said he understood the committee had 
been advised by the Commission, in response to an invitation 
to be heard on the bill, that it was willing to accept the reduc- 
tion made by the House, and added that “that was taken by 
some member of the committee to mean that the Commission 
was willing to have a further cut of 10 per cent made.” 

“I am informed,” continued Senator Wheeler, “that the 
Interstate Commerce Commission—and this is a fact known 
by everyone who is familiar with the Commission’s work— 
because of the war situation and because some of its em- 
ployes have been drafted, has been very much handicapped in 
Its work. It is away behind in some branches of its work, 
namely, those relating to valuation, and so forth. The Com- 
mission has been severely criticized because some of the work 
has not been done. But the reason why it has not been able 
to do that work is that it has been short of funds, its appro- 
priations have been reduced, and a great deal of additional 
work has been placed on its shoulders.” 


Committee Recommendations 


The Senate committee on appropriations, in reporting H. R. 
1984, the independent offices appropriation bill, to the Senate, 
recommended a reduction of $364,191 in the total appropria- 
tion of $7,890,529 for the Commission for the fiscal year begin- 
ning July 1 as voted recently by the House. The Senate com- 
mittee recommended that the appropriation for salaries and 
expenses be reduced from $2,910,445 to $2,619,400, a cut of 
$291,045; that the appropriation for valuation of carriers be 
reduced from $431,465 to $388,319, a cut of $43,146, and that the 
appropriation for motor transport regulation be reduced from 
$2,532,619 to $2,502,619, a cut of $30,000. The committee also 
struck out authorization for purchase of not to exceed 30 auto- 
mobiles for motor carrier regulation work. 


NATIONAL STORAGE & TRUCKING SUIT 


_, Judge Ellen K. Raedy, of the District of Columbia mu- 
hicipal court, has found National Trucking & Storage Co., Inc., 
Washington, D. C., not guilty on 16 counts of an information 
embracing two general types of charges: (1) operation without 
a certificate, and (2) charging a transportation rate of six cents 
a case on the number of units of beer cases containing empty 
beer bottles shipped when the rate specified in the defendant’s 
tariff was 22 cents a hundred pounds. The shipments in ques- 
tion, it was said at the Commission’s Bureau of Motor Carriers 
egal enforcement section, included beer from Norristown Pa., 
to Alexandria, Va., and bottles from Washington and Alexan- 
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dria to Norristown. Previously, in the same court, the com- 
pany had been acquitted by a jury on charges that it had 
granted rate concessions to Valley Forge Brewing Co., Norris- 
town, and American Preserve Co., Philadelphia, on shipments 
of merchandise from Norristown and Philadelphia to Washing- 
ton (see Traffic World, Feb. 17, p. 406). 


Arizona Train Limit Law 


“It is difficult to escape the conclusion that there would 
have been a physical collapse in transportation during this 
critical war period, with grave consequences to our national 
security, if train-length limitations, similar to the Arizona 
restriction, had been effective in a substantial number of 
states,” say J. Carter Fort, Thomas Reed Powell and Chaun- 
cey G. Austin, Jr., as attorneys for the Association of Ameri- 
can Railroads, in a brief for the association as amicus curiae 
in No. 56, Southern Pacific Co., appellant vs. State of Arizona 
ex rel. Joe Conway, Attorney General of the State of Arizona, 
appellee, filed in the Supreme Court of the United States (see 
Traffic World, March 3, p. 525). 

* The association takes the position that the Arizona train- 
limit law, which makes it unlawful to operate in Arizona a 
freight train of more than 70 cars, exclusive of caboose, or a 
passenger train of more than 14 cars, is unconstitutional. 

In all parts of the United States, with the exception of 
Arizona, and recently of Oklahoma, long-train operation is 
general and standard railroad practice, according to the brief, 
the reference being to freight trains of more than 70 cars and 
passenger trains of more than 14 cars. 

“The obvious and fundamental fact with respect to long- 
train operation is that it permits the movement of a given 
volume of traffic in fewer trains than would otherwise be 
needed,” says the brief. “As a result of fewer trains on the 
road, there are fewer meets and passes and less interference 
and congestion. Fewer locomotives are required. The volume 
of freight which can be transported over a given track is 
increased and in this way track capacity is enlarged. These 
results bring about safer, mofe efficient, and more economical 
operation, and faster, more reliable and better service to the 
public.” 

The brief points out that the Southern Pacific brief in the 
case argues that the Arizona law is unconstitutional because it 
is in conflict with the commerce clause and the due process 
clause of the Fourteenth Amendment to the Constitution of 
the United States in the following respects: It invades the field 
of exclusive national regulation; it regulates and controls the 
length of interstate trains; it goes far beyond any powers the 
state may have in the “concurrent” field of regulation; it con- 
flicts with and attempts to supplement existing federal legis- 
lation, and it is “arbitrary and unreasonable, has no rational 
basis as a police power regulation, and bears no reasonable 
relation to health and safety.” 

A. A. R. counsel express agreement with the foregoing 
contentions and then say “our discussion of the law will be 
confined to a much narrower compass.” As to the exercise of 
state police powers counsel say they recognize that, in absence 
of occupation of the field by Congress, there is open to the 
states a wide range of action that may affect interstate com- 
merce. 


“A state can not prescribe a regulation affecting interstate 
commerce if the nature of the subject matter regulated and 
the nature of the regulation are such that ‘superior fitness 
and propriety’ require uniformity of control by a single na- 
tional authority rather than diversity of control by local state 
authorities,” say counsel. 


The Arizona law, say counsel, deals with a subject pre- 
dominantly of national rather than local concern and one 
which requires uniform regulation, if any should be needed. 
Varying train-length limitations in different states could re- 
sult only in obstructive and costly divergence and confusion in 
railroad operation and in obstructions to the free flow of 
interstate commerce, they say. The law, they say, strikes at 
the physical operation of railroads and interferes with and 
hampers that operation. It serves no local interest or objec- 
tive which justifies the burden which it casts on interstate 
commerce, they add. Again, they say the law “impinges in a 
violent manner upon the national interest in commerce,” and 
that this is apparent from what has been said concerning the 
nature and extent of the burden which it places on interstate 
railroad transportation and on the instrumentalities of such 
transportation. 

“This burden is of special significance when viewed in the 
light of the part played by these great carriers in the life of 
the nation and in the light of the national transportation policy 
manifested and expressly stated by Congress,” they say. : 

Continuing, counsel say the Arizona law is squarely in 
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conflict with the national transportation policy as declared 
in the transportation act of 1940. The brief proceeds with de- 
tailed argument in support of the general assertions made in 
the summary. ‘ 


GEORGIA RATE COMPLAINT 


After a call on Attorney General Biddle, March 14, Gov- 
ernor Arnall, of Georgia, told newspapermen at the Department 
of Justice that he had discussed Georgia’s rate complaint in the 
Supreme Court of the United States in which Georgia is asking 
the court to assume original jurisdiction over the state’s com- 
plaint alleging that the railroads named as defendants have 
engaged in a rate-fixing conspiracy in violation of the anti-trust 
laws and in exacting of unlawful of the state and its citizens. 
Argument on the Georgia petition was heard by the Supreme 
Court January 2 (see Traffic World, Jan. 6, p. 23). Attorney 
General Biddle filed a brief in the court in support of the 
Georgia petition (see Traffic World, Dec. 30, 1944, p. 1689). 
The court still has the matter under consideration. 





Shawmut Motor Rights Suit e 


A complaint filed by the Shawmut Transportation Co., Inc., 
against the United States of America and the Interstate Com- 
merce Commission, in the federal district court for the Massa- 
chusetts district, alleging that the Commission has violated the 
order of that court by which a case involving determination of 
“grandfather” operating rights of Topsfield Express Co. as 
predecessor-in-interest to Shawmut was remanded to the Com- 
mission, has been served on the Commission. 

Shawmut Transportation Co. asserted in the instant com- 
plaint, docketed as Civil No. 3336, that the Massachusetts dis- 
trict court, in Shawmut Transportation Co., Inc. vs. Inter- 
state Commerce Commission et al., 49 F. Supp. 831, entered 
a decree dated June 25, 1943, enjoining and setting aside an 
order of the Commission dated August 7, 1942, by which was 
denied, in part, a certificate of public convenience and neces- 
sity, in MC 51006, Sub. No. 1, sought by Shawmut, and that the 
court found Shawmut entitled to Topsfield’s certificate, with 
duplication eliminated, except as to a regular route operation 
beyond Newark, N. J., to Philadelphia, Pa., as to which issue 
the case was remanded to the Commission to determine as a 
question of fact if the plaintiff was entitled thereto. Shawmut 
said the purchase by it of Topsfield’s operating rights was 
la by the Commission on November 15, 1939, in MC 

On remanding of the case to it, the Commission reopened 
the whole Topsfield case, “not for the sole consideration of 
the question of fact as ordered by this honorable court, but 
for the expressed purpose of redetermining the entire ‘grand- 
father’ application of Topsfield Express Co., Inc., ‘de novo’ 
from the statutory date of June 1, 1935,” Shawmut alleged in 
the instant complaint. It said the Commission did this with 
the knowledge that “the essential and original documentary 
evidence, upon which the ‘grandfather’ application was de- 
cided and the operating rights previously determined, had been 
lawfully destroyed by the receiver on order of the bankruptcy 
court 13 months after the sale of the Topsfield operating rights 
to the plaintiff.” 

By an order dated October 27, 1943, the plaintiff said, the 
Commission denied to the plaintiff authority to operate beyond 
Newark to Philadelphia, and, it added, by an order on that same 
date it denied the plaintiff all the operating rights embodied 
in the authority previously granted to Topsfield Express Co. 
in MC 76226, except authority to serve Worcester, Mass., as 
an intermediate point, on the ground that plaintiff had “ample 
authority to conduct practically all the ‘grandfather’ opera- 
tions of Topsfield.” Thus, it contended, the Commission had 
denied to Shawmut “valuable and substantial” operating rights 
embodied in the operating authority held by Topsfield, and had 
violated the court’s order in reopening the entire case de novo. 
It asked the court to decree that the Commission’s order of 
January 16, 1939, in MC 76226, was the determination of the 
“grandfather” application of Topsfield Express Co.; that the 
court’s decree of June 25, 1943, reaffirmed the existence of the 
Topsfield operating rights except as to the regular route opera- 
tion beyond Newark to Philadelphia, and that Shawmut be 
entitled to a new certificate embodying all the operating rights 
of Topsfield Express Co. 


Eldorado Oil Works Suit 


The federal district court, northern California district, 
southern division, has dismissed the suit of the Eldorado Oil 
Works and El Dorado Terminal Co. vs. the Commission, say- 
ing that it did not pass on the merits of the case because of 
lack of jurisdiction of the subject matter. 

The court recited that in 1933, Eldorado Oil Works, a 
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processor of cocoanut oil, contracted with General American 
Transportation Corporation, owner of private tank cars, to 
rent a fixed number of the latter’s tank cars at a stipulated 
monthly sum a car. By the agreement, the court said, the 
tank car company agreed to pay over to Eldorado the excess, 
if any, of the mileage income it received from railroad car- 
riers over and above the stipulated monthly rental to be paid 
to it by Eldorado. This agreement, the court continued, the 
tank car company performed until the following year, when 
the Commission, in the proceeding pending before it involving 
refrigerator cars, ruled payments of this kind to be improper, 
Thereafter, it said, the tank car company refused to make any 
further such payments to Eldorado, and the latter filed an action 
in assumpsit in the northern California district court to recover 
$18,532.78 alleged to be the amount of the accumulated pay- 
ments due it. It said judgment in favor of the defendant in 
that case was reversed by the U. S. Circuit Court of Appeals, 
Continuing, the court said: 


Past transactions between plaintiff and defendant constitute the 
subject matter of the assumpsit action now pending in the district 
court. This is not a case of presently existing practice declared unlaw- 
ful by the Commission. Consequently there does not arise the right 
to apply for the equitable or injunctive relief provided by the statute 
to protect against irreparable damage. 


The court further said the parties could now proceed in 
the assumpsit action. 

“Therein, in our opinion, the court may determine plain- 
tiff’s cause and upon tender thereof, any competent defenses 
thereto,” averred the court. 


Milwaukee Reorganization 


Observing that the matter was “the only important thing” 
in reorganization proceedings in his experience where every 
one was in agreement, Judge Michael L. Igoe, of the federal 
district court at Chicago, after a brief hearing Mar. 12, entered 
an order in the proceedings for the reorganization of the Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co., providing for 
payment of the $10,442,827.50 indebtedness of the debtor road 
to the Reconstruction Finance Corporation. 

Judge Igoe also entered an order approving five members 
of the reorganization committee to carry out the plan of re- 
organization. The members of the committee, as agreed to by 
the parties, are: Elmer Rich; William H. Mitchell; William C. 
Cummings; Henry F. Tenney, and James M. Barker. 

Before the parties, at his suggestion, met to discuss and 
agree on the committee membership, Judge Igoe ruled that a 
committee representing nearly 800 holders of the 5 per cent 
bonds due in 1975, although the committee had no deposit agree- 
ment, was entitled to designate a member of the reorganization 
committee. The William Church Osborn group, representing 
approximately $2,000,000 of the bonds, had opposed granting 
the privilege. Judge Igoe observed that the committee for the 
group of nearly 800 holders “suggested” that it spoke for hold- 
ers of about $13,000,000 of the bonds. 

Counsel for the road’s trustees introduced evidence to show 
that cash on hand as of January 1, 1945, amounting to $124,360,- 
019, had increased since that time to $128,767,000, and that the 
amount in cash available after providing for all known require- 
ments as of January 1, $24,789,927, had increased to $29,196,927. 

He said, also, that payment of the R. F. C. in cash would 
mean that an additional amount of first mortgage bonds would 
be distributable under the reorganization plan to certain senior 
bondholders, but that there would be no increase in the total 
amount of bonds outstanding, in capitalization, or in fixed 
charges. 





Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commit 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Con 
mission rules and regulations thereunder. appear below.) 


Federal district court, Maryland district, at Baltimore. 
Boyer Transportation Co., Inc., a motor carrier, of Knoxville, 
Md., was fined $250 and costs, following entry of a plea of guilty 
to an information charging it with violations of part II of the 
interstate commerce act and regulations prescribed thereunder. 
The fine was paid. The defendant was charged with operating 
as a common carrier of household goods by motor vehicle in 
interstate commerce, for compensation, without a certificate 
having been issued to it by the Commission authorizing the 
particular transportation described in the information, with 
failing to issue bills of lading or receipts for shipments receiv 
for such transportation, failing to determine the weight of such 
shipments, and failing to require the keeping of drivers’ logs. 
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Federal district court, Minnesota district, fourth division, 
at Minneapolis. Werner Transportation Co., a common carrier 
by motor vehicle, of Minneapolis, Baker Importing Co., also of 
Minneapolis, a shipper, and Jersey Farm Products Co., a part- 
nership composed of Harry Shapera and Morris Shapera, of 
Pittsburgh, Pa., a consignee, were fined a total of $4,000 follow- 
ing entry of their respective pleas of guilty to separate informa- 
tions charging them with violations of part II of the interstate 
commerce act. The defendant Werner Transportation Co., was 
fined $2000, the defendant Baker Importing Co., was fined 
$1,200, and the defendant Jersey Farm Products Co., was fined 

. The fines were required to be paid. The government con- 
tended that the defendant carrier, Werner Transportation Co., 
had granted rate concessions to the defendant Baker Importing 
Co., a shipper, by transporting shipments of coffee extract or 
“instant coffee” that were described by the shipper in the bill- 
ings as “roasted ground coffee,” at the lower rate applicable to 
the latter commodity; and that the carrier had also granted 
rate concessions to Jersey Farm Products Co., a consignee, by 
transporting less-truckload shipments at the rates applicable 
to truckload shipments. The shipper and the consignee were 
each charged with soliciting and receiving rate concessions from 
the defendant carrier in connection with such shipments. 





ELKINS ACT VIOLATION 


The Commission was advised that S. M. Goldberg, a part- 
ner in Pennsylvania Iron & Steel Co., Pittsburgh, Pa., and 
Morris I. Leytus, formerly associated with that company, each 
pleaded guilty in federal court at Pittsburgh to a joint indict- 
ment in 14 counts returned against them at Erie, Pa., on 
March 22, 1944. The indictment, the Commission said, charged 
the defendants with having solicited and received concessions 
from the published tariff rates applicable to carload shipments 
of iron and steel articles through the device of false billing 
in violation of section 1 of the Elkins act. It said the court 
imposed a fine of $4,000 and costs against Goldberg and a fine 
of $1,000 against Leytus. 


SANTA FE SCRAP STEEL SALES 


The Office of Price Administration has filed suit in the 
federal district court at Chicago, asking that treble damages 
be levied against the Atchison, Topeka & Santa Fe Railroad 
for alleged sales of steel scrap in the Ghicago district at prices 
in excess of the maximum price established by the O. P. A. 
The O. P. A. said the Santa Fe prices had exceeded the O. P. A. 
maximum by $21,382.71, and it asked that damages in the 
amount of $64,148.13 be assessed. 


Anti-Trust and Rate Making 


Prosecution at Denver, Colo., of motor rate bureaus by the 
Justice Department’s anti-trust division was characterized by 
Representative Gillespie, of Colorado, as costly to the govern- 
ment and the defendants and as “a big waste of time and ef- 
fort,” in the course of questioning of Wendell Berge, Assistant 
Attorney General in charge of the anti-trust division, in hear- 
ings held by a subcommittee of the House appropriations com- 
mittee on the appropriation bill for the State, Commerce and 
Justice Departments for the fiscal year 1946, it was shown in 
printed hearings on the bill, made available by the committee. 

Referring to the rate bureau case tried at Denver (see 
Traffic World, April 8, 1944, p. 991) in which the defendants 
were acquitted after an indictment had been obtained by the 
anti-trust division, Mr. Gillespie said: 


It cost the government a lot of money and it cost these firms a lot 
of money, and they were darn near broke. It was a big waste of time 
and effort and it nearly drove some of these men to their grave; lL 
happen to know. Those men were tried as criminals, and they were 
not criminals, in my opinion. 


Truckers’ Defense Costs 


Mr. Gillespie said he had been told that a motor carrier 
organization indicted at Denver was following the instructions 
of the Interstate Commerce Commission, and, in so doing, sup- 
posedly was violating the anti-trust laws. He added that “the 
gentleman at the head of that organization” had told him that 
the association was in a very bad condition because of the losses 
that had been sustained by its members in the war period, that 
many of them were “going broke,” and that it had cost them 
over $50,000 to “defend that case.” 

“It was part of their defense,” said Mr. Berge, “that the 
Interstate Commerce Commission had approved some of their 
activities. There was some coercion alleged in that case and I 

it was proved that some of the companies who belonged 
to this association had. forced out of business, through various 
acts of coercion, non-members, companies that,refused to come 
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in and subscribe to the rates and practices that the association 
prescribed. 

“I am sure that it could not be contended that that part of 
the case was covered by any approval of the Interstate Com- 
merce Commission. But the unfortunate thing is that in a 
criminal case—and that was a criminal case—if there is any 
element of approval by another government agency of any of 
the practices involved, it is likely to have a strong effect upon 
a jury. Of course, even though the Interstate Commerce Com- 
mission had—if it is a fact—even if they had approved certain 
acts that violated the anti-trust laws, it is not any technical 
defense. The Supreme Court has held in the Socony-Vacuum 
case that the implied or tacit approval, or even a letter from 
another government agency, cannot confer immunity for anti- 
trust violation. But I recognize that in a criminal case it has 
a great bearing on the reaction of the jury.” 

Mr. Berge, having noted that he was not in charge of the 
anti-trust division at the time the indictment was returned in 
the Denver case, said he did not think he would favor the in- 
stitution of criminal proceedings in a case in which defendants 
had been advised of approval of their action by agovernment 
agency. 

Western Railroad Case 


“Of course,” he continued, “in this western railroad case 
they are contending—and we have our answer to it, although 
I do not want to discuss the merits of the case here—they are 
contending that some of their activity involved had the approval 
of the Interstate Commerce Commission. We are willing to 
meet them on that. Of course, it will be in an equity suit be- 
fore a federal judge.” 

Asked whether it was not true that rates were made by the 
Commission and that a carrier had to charge those rates, 
whether or not it wanted to, Mr. Berge said that that was not 
true. He said the Commission did not have the power to over- 
ride rates within the zone of reasonableness that carriers them- 
selves filed, and that “it is our theory that the law intended 
that the carriers individually should initiate rates.’”’” He added 
that “the carriers do have not only the power but the duty to 
initiate their rates.” 

Representative Stefan, of Nebraska, asked Mr. Berge why 
he had moved the “western railroad case” to Lincoln Neb., and 
whether he was planning to try it. 

“We had to bring it some place, and the jurisdiction tech- 
nically existed in every western state,” said Mr. Berge. “May 
I make a statement off the record?” 

According to the printed hearings, there followed ‘‘discus- 
sion off the record.” 

Later in the hearing, Mr. Berge said: 


In recruiting a staff for the Western Railroad case, which Mr. 
Stefan asked about, we had to take six or seven men from other Im- 
portant cases, which also had to go forward. You realize, of course, 
the railroads will have the best counsel of the country in those suits. 
We are just having to rob Peter to pay Paul all the time in our staffing, 
and it is not conducive to the best efficiency. 


1. Cc. C. Under Wallace? 


Senator Byrd, of Virginia, has brought to the attention of 
the Senate the report that “technicians” in the Bureau of the 
Budget were working on a plan for transferring to the juris- 
diction of Secretary of Commerce Wallace the Commission, 
the Federal Trade Commission, the Federal Power Commis- 
sion, and the Securities and Exchange Commission. That report 
was denied at the office of the Director of the Bureau of the 
Budget (see Traffic World, March 10). 

In commenting on the report Senator Byrd submitted to the 
Senate a statement he had issued January 31 with respect to 
the appointment of Mr. Wallace as Secretary of Commerce. 
In that statement the senator discussed the situation arising 
from introduction of the George bill depriving the Secretary 
of Commerce of jurisdiction over the Reconstruction Finance 
Corporation and over government lending agencies grouped 
therewith and pointed out that passage of that bill (the bill 
has become law) would not prevent the President from trans- 
ferring other government agencies to the Department of Com- 
merce. 

“Under Public Law 354, Seventy-seventh Congress, he (the 
President) has full power to transfer any and all functions or 
agencies of the government, with the sole exception of the 
General Accounting Office,” said Senator Byrd, adding: 

Under that power, which continues for the duration and 6 months 
thereafter, the President can transfer to Mr. Wallace any existing 
functions and agencies of the federal government, and the Congress 
can prevent such transfer only by the passage of a law, which would 
then be subject to Presidential veto, thus requiring a two-thirds vote 
of Congress to prevent a transfer of functions and agencies, of which 
the Congress disapproves. 

There are 1,141 agencies of the government performing different 
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functions, and any and all, excepting the R. F. C., are subject to 
transfer to Mr. Wallace’s control. 


As to the accuracy of the special article written by Paul W. Ward, 
the representative of the Baltimore Sun, .J am unable to say; but I 
regard Mr. Ward as one of the most accurate and trustworthy corre- 
spondents in Washington. It is said by him that the technicians in the 
Budget Bureau have been working intensively for a month upon plans 
to transfer to the control of the Commerce Department the four 
agencies which I have enumerated. 

Since the day on which the Wallace nomination was sent to the 
Senate I have urged that the Senate meet the issue squarely, and 
either reject or confirm Mr. Wallace in the form in which the nomina- 
tion was sent by the President. The question of the divorcement of 
the R. F. C. from the Secretary of Commerce is one which should have 
been determined, but, first, the Senate should have met directly the 
issue of the Wallace nomination. It was very evident that both the 
Senate and the House did not desire Mr. Wallace to have duties in 
addition to those which are normally performed by the Secretary of 
Commerce, but the situation has now been created whereby other 
duties as vital and as important as the control of the R. F. C. can be 
transferred by the President to Mr. Wallace without the approval of 
Congress. A two-thirds vote on the part of Congress would be required 
should any law prohibiting such transfers be vetoed by the President. 


Widell Protests 


C. E. Widell, transportation director of the Tennessee 
Manufacturers Association, referring to Senator Byrd’s re- 
marks in the Senate, telegraphed Senators McKellar and Stew- 
art, of Tennessee, that he hoped the report about transferring 
the Commission to the Department of Commerce was not true. 

“This would be a calamity to shipping interests of country,” 
said Mr. Widell in his message. ‘“‘We positively do not want 
Interstate Commerce Commission under Henry Wallace. Please 
keep the Commission independent and reporting directly to 
Congress as heretofore.” 

Chairman Wheeler, of the Senate interstate commerce 
committee, has received letters from Charles R. Seal, chair- 
man of the executive committee of the National Industrial 
Traffic League, and Wilbur La Roe, Jr., urging that the Com- 
mission be continued as an independent agency. 


Wheeler Statement 


“I would be absolutely opposed to transfer of the Interstate 
Commerce Commission to the Department of Commerce,” 
said Senator Wheeler, March 12, when asked for a statement as 
to his position on such a proposal if it were made. 

“The Commission is a semi-judicial body and no executive 
department ought to be able to tell the Commission the kind 
of decision it should make. It should be as free in dealing with 
judicial matters as the Supreme Court of the United States. 
While I have been critical at times of certain decisions of the 
Commission, on the whole, the Commission has served the 
people of this country with efficiency and less criticism than any 
other agency of the government. 

“Congress has always been very critical of the executive 
branch of the government interfering with the independent 
agencies which are of semi-judicial nature and which are an 
arm of the Congress itself. The reason why the Commission, 
the Federal Trade Commission, the Securities and Exchange 
Commission, the Tariff Commission, and the Federal Power 
Commission were created was because of the fact that it was 
impossible for Congress to examine the details of the many 
situations which arise in these fields. For that reason it created 
these agencies as independent agencies as the arm of Congress 
but in no sense were they to be dominated or controlled by the 
executive branch. 

“Tt is true that in the past they have to some extent been 
dominated by the executive branch because of the power of 
the President to appoint members of the commissions and in 
that way there have been members who were subservient to 
the executive branch and carried out the views of the executive 
branch rather than the views expressed by Congress.” 


Wallace “Knows Nothing” 


Former Vice President Wallace, in his first press confer- 
ence as Secretary of Commerce, the afternoon of March 12, 
was asked whether he had anything to say about reports that 
there was a move under way to place the Commission and 
certain other government agencies under “control” of the 
Secretary of Commerce. Mr. Wallace said he knew nothing 
about that except what he had seen in the press. Asked whether 
he regarded the placing of those agencies in the Commerce 
Department as a good idea, Mr. Wallace said that “the only 
consideration I have given to that is what flashes through my 


mind as I read the press, and I’m sure you wouldn’t want 
that.” 


RAIL SAFETY ADVISORY COMMITTEE 


The executive board of the National Safety Council has 
appointed a Railroad Advisory Committee, with the following 
membership: Chairman, L. J. Benson, Chicago, Milwaukee, St. 
Paul & Pacific Railroad; A. V. Rohweder, Duluth, Missabe & 
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Iron Range Railway; J. E. Long, Delaware & Hudson Railroad; 
T. H. Carrow, Pennsylvania Railroad; C. M. Kimball, Southern 
Railway; and E. L. Henry, Chicago & North Western Railway, 

Activities of the new advisory committee—cooperation with 
state officials and with other associations and agencies in carry- 
ing out the program of the Steam Railroad Group of the 
national council—were discussed at a recent meeting of the 
executive committee of the Steam Railroad Group, which said 
that the new committee would not interfere with its functions, 





T. P. & W. Notes 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, has written Director Johnson, of the Office 
of Defense Transportation, and Director Sweet, of the Com- 
mission’s Bureau of Finance, saying he cannot accept the ad- 
vance of $100,000 made to the railroad corporation by the 
O. D. T., after the Commission, in Finance No. 14607, Toledo, 
Peoria & Western Railroad Notes, authorized the issuance of 
$100,000 of series A notes (see Traffic World, Mar. 10, p. 606), 
unless Director Johnson concurred in the use of the funds for 
purposes he has heretofore condemned. Mr. McNear said Di- 
rector Johnson’s refusal to make advances had applied par- 
ticularly to the salary and expenses of the president and of 
other executives and, more recently, to the legal and other 
expenses incurred in the complaint filed by the railroad against 
the O. D. T. and the federal manager of the railroad. 


The properties of the T. P. & W. are being operated by 
the O. D. T. under a Presidential executive order, issued as a 
result of labor troubles. 


Before making a change in what he said was the existing 
satisfactory situation, and accepting the O. D. T. advance as 
tendered, Mr. McNear said that “we feel we should have a 
clear understanding that you now approve the various salaries, 
expenses and fees hereinbefore referred to; and that you will 
make such additional advances for our program as we may 
request.” He addressed the following inquiries to the O. D. T. 
director: 


Are we now to understand that if we accept your advance of 
$100,000, instead of proceeding with the note issue as approved by the 
Commission, you will now approve of the various salaries, expenses and 
fees which you heretofore have held were improper and not justified, 
and have refused to pay by means of advances? 

May we also understand that you will advance to us, monthly, with- 
out prejudice and without the necessity of further proceedings by us 
before the Interstate Commerce Commission, such sums as we may 
request to maintain a cash balance of at least $50,000 and to carry out 
our program of activities as set forth in our application to the Com- 
mission in Finance Docket 14607 and in the exchange of correspondence 
and other data subsequently made a part thereof; and that such ad- 
vances will be continued until our properties are returned to us, by 
valid court order or otherwise, free of the operating methods and other 
arrangements which have been inaugurated by the federal management 
since the seizure of our properties at 6 p. m., March 22, 1942? 


If such an understanding could be worked out, Mr. McNear 
said, the $100,000 voucher, held undeposited, as an initial ad- 
vance, would be accepted and the Commission would be re- 
quested to hold in abeyance its order in Finance No. 14607. 
Ue added he hoped that at the same time a mutually satis- 
factory method of cooperation could be developed for taking 
eare of the pending matters affecting the future development 
of the railroad and the welfare of its patrons, as suggested in 


certain previous letters, replies to which, he said, had not yet 
heen received. 


He said if the railroad was to rely on the O. D. T. for 
its future needs the management would not want to be con- 
fronted with refusals to make any advances for additional 
amounts until the Commission had first approved further ap- 
plications for additional note issues. One of the essential points 
in any application to the Commission, he said, was “our ability 
to sell the notes.” That assurance had been given the Com- 
mission, he said, adding that no financial house would care to 
go to the trouble and expense of obtaining or making the neces- 
sary commitments in the future if it knew that the corporation 
was merely going to use such commitments to get its appli- 
cations approved and that, when approved, the funds would 
be obtained elsewhere. He added that “were we to get into 
a position of that kind, we might well become blocked from 
obtaining further funds from any source.” 


In reply to a letter from Director Sweet asking him, in 
view of the proffer of an advance by the O. D. T., to advise 
what necessity there would be to exercise the authority granted 
to issue the notes, Mr. McNear sent a copy of his letter to 
Director Johnson. He said, also, that “we would like to 


avoid any further delay in the payment of our overdue bills 
and in proceeding with our program of necessary activities, 
but will defer for a reasonable time any further steps in con- 
summating the sale of our notes, to await the receipt of an 
answer from Mr. Johnson.” 
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Box Car Demurrage 


The Office of Defense Transportation announced, March 15, 
that on the recommendation of Director Johnson, of the O. D. 
T., the Commission was placing heavy demurrage charges on 
the loading and unloading of box cars, effective April 1. The 
action was taken, the O. D. T. director said, in order to speed 
up the movement of freight in the face of an inadequate box 
car’supply. The announcement continued as follows: 


The I. C. C. reinstated its service order No. 242 amended, which 
was previously in effect from”October 19 to December 1, 1944. Colonel 
Johnson said the action was one result of the recent series of confer- 
ences which he held with railroad officials and representatives of ship- 
pers and the grain committee, and was taken on the advice of the latter 
groups. An extensive program to secure more rapid movement of cars 
through voluntary action of shippers also was decided upon. 

“Let no one underestimate my appreciation of the voluntary etforts 
made by shippers throughout the war,’’ Colonel Johnson said. “A 
great deal of recent slowing-down in car movement during the bad 
winter weather was unquestionably due to the disabilities of the rail- 
roads. The effective date of the I. C. C. order increasing demurrage 
charges was purposely delayed until the railroads should have largely 
recovered from the effects of the bad weather and other handicaps. 
The increased demurrage charges were helpful in adding to the avail- 
able supply of box cars last fall and their re-establishment showed 
to be helpful now. The expiration date of the reinstated I. C. C. order 
No, 242 is October 1. Whether it will be possible to suspend it before 
that date will be determined by future conditions.’’ 

I. C. C. service order No. 242 amended, now reinstated, provides 
that after the expiration of the free time allowed by tariffs, demurrage 
charges on a closed box car, included in an average agreement, held for 
loading or unloading, which is not loaded or unloaded within the free 
time shall be $2.20 per car per day or a fraction thereof for the first 
two (2) days; $5.50 per car per day or a fraction thereof for the third 
day; $11 per car per day or a fraction thereof for the fourth day; and 
$16.50 per car per day or a fraction thereof for each succeeding day. 


The text of the reinstated service order, No. 242-B, issued 
March 16, was substantially the same as that of revised service 
order No. 242 as amended, except for the new effective date 
and expiration date and except for inclusion in the reinstated 
order of a provision by which the requirement for suspension 
of tariff rules, regulations or charges in conflict with terms 
of the order was made ineffective, as to demurrage Rule 8 
of Agent Jones’ tariff I. C. C. No. 3963 or similar rules in 
other tariffs, relating to cancellation or refunding of demurrage 
charges arising from ‘“‘unusual conditions” such as floods, severe 
weather, earthquakes and tornadoes. 

While the O. D. T. in its announcement said that the rein- 
stated order provided for demurrage charges on closed box 
cars included in an average agreement, the text of service 
order No. 242-B showed that the demurrage charges prescribed 
in it, as in revised service order No. 242, applied to closed 
box cars not subject to an average agreement, as well as to 
those subject to an average agreement. 


Car Utilization Appeal 


Warning that freight transportation was in the most crit- 
ical condition since the start of the war, Director Johnson, of 
the Office of Defense Transportation, called on the country’s 
shippers for complete utilization of freight cars in a statement 
issued March 16. 

The War Production Board, National Association of Ship- 
pers’ Advisory Boards, and the National Industrial Traffic 
League joined with O. D. T. in making the request. 

The O. D. T. director reminded shippers that this would 
be the third consecutive year of trillion ton-miles freight trans- 
portation; that military demands were making constant inroads 
on transportation equipment and manpower; that railroads had 
600,000 less freight cars than they had in the first world war; 
and that the worst weather conditions in half-a-century had 
one handicapped the speedy handling of vitally-needed 

ight. 
_ “There is little likelihood that the situation will materially 
improve during the entire year,’ Colonel Johnson said. “There 
i$no way at this stage of the war of getting more materials or 
manpower to increase transportation capacity or even to main- 
tain present efficiency. We must make what we have do the 
job. Every American shipper must do his part. 

“Shippers, dependent on transportation for the movement 
of raw materials into plants and the movement of finished 
goods to the consumer, have a vitally important part in the 
solution of this problem. Complete freight car utilization is the 
only solution. 

“On the battlefronts American airmen recognize the im- 
bortance of enemy rail lines and equipment. They are ‘high 
Mority’ targets. We on the homefront must remember that 

| utilization of our transportation system will not only help 
Maintain our civilian economy but also will be a direct and 
tangible contribution to victory.” 

The car utilization suggestions were: 


653 


1. Load all cars to capacity. 
2. Where practicable, consolidate shipments to utilize car capacity. 


An example: Accumulate a carload instead of forwarding several sep- 
arate L. C, L. shipments. 


3. Be prepared to adjust loads to utilize different sizes or types 
of equipment when exact, ideal requirements cannot be met. 

4, Order only the number of cars required for immediate loading. 

5. Load cars so they can be unloaded from either side; stow and 
brace shipments in cars carefully so as to avoid damage, thereby mak- 
ing unnecessary the replacement of shipments. 

6. Load all equipment immediately after placement and release 
ears to the railroads, with full and correct billing instructions without 
delay. . 


7. Unload cars immediately upon receipt and release to the rail- 


roads without delay equipment that is not to be reloaded. Before re- 
lease, remove all dunnage and debris. 

8. Keep in contact with local railroad authorities in regard to 
switching schedules, etc., and arrange unloading, loading, and billing 
operation accordingly. 

9. Utilize all forms of available transportation. 

10. Where practicable, the extra hours offered by Sundays and 
holidays should be fully utilized to make cars available for release or 
reloading. 


11. Commercial consideration should not be permitted to interfere 
with efficient use of transportation. 


REED ON BOX CAR SHORTAGE 


In discussion in the Senate, March 14, Senator Reed, of 
Kansas, said that as a result of the snowstorms in the north- 
east, there was probably the most serious dislocation in the 
supply of box cars ‘‘we have ever had.” 

“Sixty thousand empty box cars, in addition to the normal 
flow of loaded cars westward, will be required in order to 
relieve our situation,” said he, referring to the shortage in the 
middle west. “For the past three days empty cars have been 
traveling west through Chicago and St. Louis at the rate of 
approximately 1,200 empty cars a day, in addition to the reg- 
ular loaded movement. In taking into consideration the limited 
facilities at their disposal, and the tremendous demand being 
made upon their equipment, I believe that the railroads are 
doing all they can. I believe there is hope for an improvement 
in the present situation.” 

The car shortage was brought up by Senator Wherry, of 
Nebraska, in a discussion of the nation’s food supply and 
exports. . 


NO OPEN TOPS FOR GRAIN 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has requested railroads to de- 
cline to place open top equipment (gondolas or hoppers) for 
the loading of corn, wheat or other grains. He said demands 
for open top equipment for the loading of coal at the mines, 
the handling of ore, military impedimenta, iron and steel, 
finished war armament, etc., were extremely heavy and defi- 
ciencies were occurring daily in one area or another. 


Transport Outlook 


“The nation’s freight transportation situation is critical 
and no material improvement is in prospect,’ Director Johnson, 
of the Office of Defense Transportation, said March 15. 

This situation was the “inevitable result” of continued 
hauling of the heaviest burdens in history without sufficient 
replacement equipment, with manpower shortages and with 
storm-created traffic congestion recently further complicated 
by floods, said he. 

The grain situation was termed particularly alarming, with 
great quantities of wheat still to be transported, a large amount 
of high-moisture-content corn that soon must be moved to 
avoid severe damage, and new and prospectively heavy crops in 
the offing. The coal car shortage was described as the worst 
in many years. Serious refrigerator car shortages had existed 
for several weeks. But the present difficulties, Colonel John- 
son said, were not confined to any particular section of the 
country or to the movement of any one commodity. 

In concluding that no material improvement in the freight 
situation was in prospect, the director explained that any 
slight reduction in the over-all load “will be more than offset 
by the greater difficulty of handling freight in huge volume 
for shipment abroad.” This will put the country’s transpor- 
tation system “to the severest task in history,” he believes. 

“I am convinced,” he said, “that unless there is early 
improvement in furnishing manpower and materials, our trans- 
portation system will be incapable of transporting the ton- 
miles of freight in 1945 that it transported in 1944 and 1943. 
American transportation has been called the ‘miracle job’ of 
this war. But even miracles have limits and it appears that 
we have reached those limits.” 

Recognizing that there had been “some criticism of lack 
of action in solving the situation,” he said: 
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® You're reading and hearing great and true stories 
of the work newer types of railway motive power are 
doing in moving the enormous wartime freight load. 
Yet, the bulk of that load is rolling over the rails 
behind the old stand-by—the steam locomotive! 


Great Northern’s big fleet of steam power—work- 


ing with diesel and electric locomotives—was ready 


when America began to fight, and the drive wheels 
have pulled record-making tonnages of military and 
civilian freight over the railway for three consecu- 
tive years. 

Still steamed up and rarin’ to roll up new records 


of dependable freight service is Great Northern’s 


steam power. 
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Headed for the roundhouse and a check-up by expert mechanics is this 
huge locomotive, while another “‘war worker,” called for duty, waits for 
the turntable. Constant attention to motive power is one of the many 
things which make Great Northern great. 







































































656 


This criticism would be justified if the situation was one that could 
be solved by issuing directives and orders. It is not. Even a partial 
solution depends not on issuing orders but on the physical job of 
keeping freight moving. 

Additional cars and additional manpoWer to ease the present difficult 
situation can only be supplied by depriving the armed services of 
materials and men they need. 

Transportation facilities were strained to the utmost throughout 
1944. The 1944 total of 1,040,000,000,000 ton-miles of freight hauled, 
by all means of transport was 93 per cent greater than the 1939 figure. 
Continued strain in 1945 movement was indicated by the fact that un- 
loading of railroad freight cars at ports in January was greater than 
in any previous month of the war. 

The nation’s railroads alone, with a third less equipment than they 
had in the last war, are carrying double the traffic load. 

A comparison of equipment figures for the last war and for kebru- 
ary 1, 1945, shows that railroads now have about 25 per cent tewer 
freight cars, nearly 32 per cent fewer locomotives, and about 30 per 
cent fewer passenger train cars. 

Passenger miles hauled show an increase of 122.8 per cent, revenue 
ton-miles of freight 81 per cent, and average haul ton-miles 60 per cent. 

All forms of transport are suffering from manpower shortages. 
Railroads so far have had 300,000 men inducted into military service. 
Manpower shortages exist in motor and inland water transportation. 

As for new material and equipment, ‘‘large deficits’’ now exist. 
From 1941 through 1944 the new material and equipment obtained fell 
short of basic requirements by 185,000 freight cars, 2,146 locomotives, 
2,619 passenger train cars, and 762,000 net tons of rails. In addition, 
carbon steel claims for the transportation industry for the first two 
quarters of 1945 have been cut about 30 percent. 

The number of box cars built last year, 17,600, was just about half 
the number that ordinarily would be required merely to replace worn 
out equipment, and did not meet extra replacements required by the 
heavy service to which these cars are being subjected. 

Motor transport is short of equipment and the parts, materials, 
tires and batteries needed for operation and maintenance. ‘The number 
of heavy duty tires allocated to meet essential commercial motor ve- 
hicle requirements for the second quarter of 1945 has just been cut 50 
per cent. 





Travel Curtailment 


Charles E. V. Prins, information director of the Office of 
Defense Transportation, has written to Drew Pearson, Wash- 
ington columnist, about a statement by the columnist that the 
O. D. T. “spent the time of important government officials 
approving the right of the State Department to hold the 
United Nations’ conference at San Francisco.” 

Mr. Prins noted that the convention permit committee, by 
which permits for meetings of more than 50 persons, as to 
which travel was involved, were issued, was headed by Direc- 
tor Johnson, of the O. D. T., and comprised, as its other 
members, Under Secretary Patterson, of the War Department, 
Under Secretary Bard, of the Navy Department, the chair- 
man of the War Production Board and the deputy chairman 
of the War Manpower Commission. He said that the permit 
system established by War Mobilization Director Byrnes to 
control the holding of meetings of more than 50 persons (see 
Traffic World, Jan. 13, p. 106) applied to government depart- 
ments and agencies, under terms of the Byrnes directive, and 
that it was necessary, therefore, for the State Department to 
obtain a permit for the San Francisco conference. However, 
Mr. Prins said, the secretary of the permit committee issued 
the permit without consulting the committee members, as the 
committee “obviously” would grant the permit and as the 
whole committee acted only in “unusual” cases. 

Mr. Prins further stated in his letter that the convention 
permit committee had been requested by Archibald MacLeish, 
Assistant Secretary of State, to exempt the State Department 
from the applicability to it of the convention permit directive, 
but that the committee had “properly” refused to grant such 
exemption to the State Department. 

The students and faculties of scores of colleges and prep- 
aratory schools throughout the country have been commended 
by Director Johnson, of the Office of Defense Transportation, 
for voluntary canceling their usual spring vacations. 

Requested recently by Director Johnson and Commissioner 
John W. Studebaker, of the United States Office of Education 
of the Federal Security Agency, the spring vacation cancella- 
tions are expected by the O. D. T. to result in considerable 
travel savings in “the present critical transportation situation,” 
according to the O. D. T. 

A few college authorities had expressed “some concern 
that the travel saved by the vacation cancellations may be 
offset by parents visiting the students during the spring,” Di- 
rector Johnson said. It was understood that in some colleges 
students had written their parents asking them not to travel 
to the schools, he said. 


Oo. D. T. TRUCK LINE OPERATION 
The Office of Defense Transportation has announced the 
termination of possession and control of the Kansas Transport 
Freight Lines, Salina, Kan., which operates to and from various 
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points in Kansas and Kansas City, Mo. The firm is the seven, 
teenth of 103 Midwest trucking concerns taken over by the 
O. D. T. last August to be returned to private operation, saiq 
O. D. T. The action was taken in notice and order of tern. 
nation No. 15. 


0. D. T. Coordinating Committee 


The appointment of a committee to coordinate the trang. 
portation requirements of the armed services and government 
agencies so that “there will be minimum disturbance of the 
domestic economy,” was announced March 14 by Director 
Johnson, of the O. D. T. This committee would act in Cloge 
cooperation with the recently formed Inter-Agency Committee 
on Foreign Shipments headed by Foreign Economic Adminis. 
trator Leo Crowley, said he. 

Director Johnson named J. M. Aydelott, O. D. T. railway 
transport director, chairman of the O. D. T. transportation 
coordination committee and liaison officer with the Crowley 
committee. The other members of the O. D. T. transportation 
coordinating committee are representatives of the I. C. C., army, 
navy, W. S. A., W. P. B., F. E. A., and other agencies may 
be given representation as need arises. Representatives of the 
Association of American Railroads and the American Short 
Line Railroad Association will serve with the committee in 
an advisory capacity. 

The purpose of the coordinating committee, said Col. John. 
son, “will be to inform itself concerning the demands for 
domestic transportation and the domestic portion of export 
and import transportation so that available transportation may 
be so distributed as to delay as little as possible the move. 
ments of all classes of commodities.” 

The committee will act to prevent overlapping and con- 
flicting demands on the overburdened transportation system 
by war agencies; and to see to it that essential commodities 
are moved with the most economical use of transportation fa- 
cilities and in such a way as to interfere as little as possible 
with civilian needs. With the benefit of its advice, said Col. 
Johnson, the I. C. C. and the O. D. T. “will be better able to 
distribute transportation properly.” 


0. P. A. Rates for P. and D. 


Five changes have been made in the regulation under 
which increases can be sought in maximum rates for pick-up 
and delivery or local transfer services performed for railroads 
or other line-haul carriers, the Office of Price Administration 
has announced. 

All of the changes, which become effective March 19, con- 
cern procedure or are of a clarifying nature and make no 
change in existing maximum rates. The changes, which were 
fully discussed with representatives of carriers employing these 
services, says the O. P. A., are: 








1. O. P. A. may authorize an increased rate to be effective within 
30 days after an application is filed. Heretofore no increase could be 
effective before the expiration of 30 days after a filing. A proposed 
increased rate may also be approved by O. P. A. as of a date mutually 
agreed upon by the operator of the service and the line-haul carrier. 

2. Existing maximum rates will continue to apply when the same 
service is taken over by another operator. This will eliminate consider 
able paper work heretofore necessary in establishing maximum rates 
of the new operator. A former requirement that transfers be reported 
to O. P. A. is also dropped. 

3. Services covered are redefined to include specifically those per 
formed for freight forwarders, express, air, rail, motor and water line 
haul carriers. Freight forwarders, express and air line-haul carriers were 
not expressly listed previously although they had been considered 
included by intent. 

4. Applications for a rate increase based upon a wage increase 
requiring approval of the National War Labor Board must be filed 
within 15 days from the time a wage adjustment application is filed 
with the board or, in a disputed case, within 15 days from the time 
the operator of the service receives notice of the board’s decision. 

5. The old stipulation that a requested increase would be approved 
if it did not produce additional revenue in excess of the percentage by 
which the cost of material and labor used in supplying the service 
exceeds the March, 1942, base period cost has been changed to provide 
that a requested increase will be authorized if it will not result in 
a higher ratio of net income to revenue than in the base period 
This change is in line with actual procedure heretofore followed. 

(Amendment No. 1 to Supplementary Regulation No. 14-H—Pick-up 
and Delivery and Local Transfer Services—effective March 19, 1945.) 


oO. D. T. AND PRODUCE MARKETS 


Operation of produce markets on a five-day instead of 4 
six-day week basis has been condemned today by Director 
Johnson, of the Office of Defense Transportation, as wasteful 
of the country’s critically limited supply of refrigerator cals. 

The recent signing of a new union contract specifying five 
day week operations the year round in the New York whole- 
sale produce market was “very disappointing,” Colonel John- 
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son wrote Mayor LaGuardia of New York. He said that action 
would make it necessary for the O. D. T. to reduce the number 
of cars going to New York. 

Similar action contemplated in the case of the Chicago 
produce market, Col. Johnson said in a letter to the Chicago 
Market Association, “will necessarily result in delay in the 
unloading of refrigerator cars, as they are furnished on a 
six-day unloading basis weekly,” and the refrigerator car 
supply was not sufficient to permit such delays. If a produce 
market was going to operate on a five-day week, “it will be 

rmitted to have only five-sixths as many cars as it would 
receive if working on a six-day week,” said he. 


Oo. D. T. CONSERVATION ORDERS 

The Office of Defense Transportation has issued additional 
supplemental O. D. T. 3 orders authorizing coordinated opera- 
tions as follows: Rev. 554, New York, N. Y., and points in 
Connecticut, New Jersey and New York; Rev. 563, 564, 565, 
566, 567, 568, 569, 570, and 571, all in California; Rev. 573, 
North Carolina; Rev. 576, Tennessee; and Rev. 581, Arizona. 

The O. D. T. has also issued supp. order O. D. T. 20A-114, 
amdt. 1, International Falls, Minn.; supp. order O. D. T. 20A- 
195, Twin Falls, Ida., area; and supp. order O. D. T. 20A-196, 
Bemidji, Minn., area, with respect to coordinated operations. 





oO. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of regional and district officials of the 
0. D. T. in denying applications to institute new service in 
appeal decision No. 101, application of De Luxe Beverage Co., 
Inc., Chicago, and appeal decision No. 102, application of O. G. 
Sanders, doing business as Eastern Distributors, Terra Alta, 
W. Va. Each applicant sought approval of new service as a 
private carrier of property by commercial motor vehicle. 


0. D. T. MOTOR CONTROL ACTION 

The Office of Defense Transportation has issued a sum- 
mary of its outstanding certificates of war necessity together 
with data on the number of power and trailer units and the 
amount of mileage and motor fuel certified under its certifi- 
cates of war necessity program as of August 31, 1944. 

The summary showed that on the basis of the August 
figures the O. D. T. had certified under its C. W. N. program 
5,307,846 commercial motor vehicles including 5,088,381 power 
units and 219,465 trailers and semi-trailers. This equipment 
was certified to operate a total of 56,436,000,000 vehicle miles 
annually with an allotment of 6,941,000,000 gallons of motor 
fuel, or an average of 8.1 miles a gallon. 

The tables included in the summary are grouped according 
to vocational classifications and according to O. D. T. fegions 
in effect prior to October 16, 1944, when the number of regions 
was reduced from nine to eight. 





ADMINISTRATIVE PROCEDURE BILL 


W. S. Creighton, traffic secretary and treasurer of the 
North Carolina Traffic League, and chairman of the league’s 
legislative committee, has asked the members of its board of 
governors to make an effort to defeat or have amended pro- 
visions of S. 7 and H. R. 1203, the administrative procedure 
bills supported by the American Bar Association, that would 
bar non-lawyers from practicing before the Commission. Mr. 
Creighton said that, if amended, the bills should either be made 
not to apply to the Commission, or should carry a specific 
sien for the appearance of non-lawyers before the Com- 

ission. 

Attached to the bulletin addressed to the league’s board 
members was a copy of a letter to Senator Hoey, of North 
Carolina, in which Mr. Creighton, as chairman of the legislative 
committee of the Southern Traffic League, asked the senator 
to obtain one of the suggested amendments to S. 7. He told 
the senator that the membership of the North Carolina Traffic 
League and of the Southern Traffic League opposed the pro- 


vision of the bill that would exclude non-lawyers from Com- 
mission practice. 


Proposed Legislation 


f Chairman Lea, of the House committee on interstate and 
re commerce, has introduced H. R. 2600, to amend section 
of the petroleum pipeline construction act of July 30, 1941, 
to extend the life thereof from June 30, 1945, to June 30, 1947. 
Representative Gwynne, of Iowa, has introduced H. R. 
«wz, a bill “to facilitate the administration of government and 
improve the quality of justice,” the provisions affecting pro- 
cedure of federal agencies. 
presentative Patman, of Texas, has introduced H. R. 
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2617, a bill to provide for the distribution of motor vehicle 
tires. 

Senator Russell, of Georgia, for himself and Senator May- 
bank, of South Carolina, has introduced S. 737, a bill to estab- 
lish a Savannah Valley Authority. 

Senator McCarran, of Nevada, has introduced S. 739, a 
bill to amend the law relating to embezzlement by officers of 
a carrier, firm, association, or corporation engaged in com- 
merce. 

Senator McCarran also has introduced S. 740, a bill to 
amend the Judicial Code with respect to admission of attorneys 
at law to practice before the courts, departments and offices 
of the government. The bill would admit to practice, before 
such courts, departments and offices, except the Supreme Court 
of the United States, attorneys at law duly admitted to practice 
before a district court of the United States. 

Representative Bailey, of West Virginia, has introduced 
H. R. 2608, a bill to establish a model aircraft division in the 
Civil Aeronautics Administration to encourage American youth 
in the science of aeronautics. 


RAIL REORGANIZATION BILL 


Chairman Wheeler, of the Senate interstate commerce 
committee, and Chairman McCarren, of the Senate judiciary 
committee, have reached an agreement whereby H. R. 37, the 
Hobbs rail reorganization bill recently passed by the House 
and referred to the Senate interstate commerce committee, will 
be referred first to the Senate judiciary committee and then 
to the Senate interstate commerce committee for consideration. 
Senator McCarran submitted a resolution in the Senate calling 
for reference of the bill to the judiciary committee (see Traffic 
World, March 10, p. 588). 


I. C. C. POST-WAR TRAFFIC REPORT 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, has offered S. Res. 101, adoption of which by the Senate 
would authorize printing as a Senate document of the report 
on post-war traffic levels made by the Bureau of Transport 
Economics and Statistics of the Commission (see Traffic World, 
October 28, 1944, p. 1116). There was a heavy demand for the 
report, said he. He said the report brought together in a sum- 
mary “the very best opinion on post-war traffic levels and the 
estimates of the national income as it will bear on the revenues 
of carriers.” 


Rail Employe Benefit Bill 


Representative Wolverton, of New Jersey, ranking minority 
member of the House committee on interstate and foreign 
commerce, in the hearing on H. R. 1362, the bill amending 
the railroad retirement, unemployment insurance and carrier 
taxing acts to increase the cost of the retirement system and 
to increase benefits to railroad employes and members of 
their families, suggested that the railroad employes as a whole 
get together on proposed changes in the law and that when 
their proposals be made the subject of collective bargaining 
ne the railroad managements (see Traffic World, March 10, 
p. 593). 

Mr. Wolverton said he had not been satisfied that the 
proposals in H. R. 1362 came from all the railroad employes 
and that that was a situation he would like to see cleared up. 
He also pointed out that the original retirement legislation had 
resulted from agreement reached by the employes and manage- 
ment through collective bargaining. 

A first thing of primary imporfance, said he, was to see 
to it that there was a readjustment of taxes in view of testi- 
mony that present tax rates paid by the carriers and their 
employes were not sufficient to carry out the provisions of 
the retirement act. 

Representative Wolverton said he hoped his remarks would 
result first in cooperative effort of the railroad brotherhoods 
themselves and second in conferences between labor and man- 
agement. 


Brown’s Testimony 


Mr. Wolverton made his remarks following testimony by 
Revelle W. Brown, president of the Reading Company, in 
opposition. to the bill. Mr. Brown, as had J. J. Pelley, presi- 
dent of the Association of American Railroads, had pointed out 
that the original agreement was the result of collective bar- 
gaining and urged that resort be had to collective bargaining 
to produce an agreement on tax rates needed for the future 
if present rates were not high enough to insure the solvency 
of the pension fund. Experience had proved that the present 
rates were too low, said he. In all fairness, said he, the tax 
of 3 per cent on payroll, borne entirely by the carriers, for 
unemployment insurance, ought to be reduced. 

Mr. Brown said he had been “railroading” for nearly 45 
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years, having begun as a telegrapher student and having been, 
among other things, a laborer, locomotive fireman, locomotive 
engineer, road foreman of engines, general superintendent, and 
vice-president in charge of operation and maintenance. His 
service was with the Baltimore and Ohio, Central of New 
Jersey, Lehigh Valley and Reading. 

“IT am proud of the fact that my name still heads the list 
of qualified locomotive engineers, on the Illinois Division of 
the Baltimore and Ohio Railroad,” said he. “I have not for- 
gotten the days when I faced life—solely dependent upon my 
efforts to produce a pay envelope. Like many other railroad 
men, I have worried about business depressions, the lay-off, 
the dismal specter of unemployment. The struggle to maintain 
a family, educate my children and make ends meet, was long 
my lot. In those days, I learned that the best security in the 
world is a steady job. I still believe it. The personal references 
are made solely to qualify as one who might speak not only 
for management, but as one who has the interests of railroad 
employes at heart.” 

“At the present time,” said he, “we have a retirement act 
which is under-financed, and we have an unemployment insur- 
ance act which is over-financed. The tax rates prescribed by 
these two laws are out of balance. They are out of balance 
because Mr. Latimer underestimated the pension needs—to 
which the employes contribute. And he overestimated the un- 
employment needs—to which the employes do not contribute. 

“The bill now before you would not correct this situation— 
it only pretends to correct it. What it actually does is to take 
the railroads and their employes into a new and uncharted 
field of social security—which neither of them understand. 

“It would add to the unemployment insurance act a new 
line of insurance against sickness and accidents, which are in 
no way connected with railroad employment. It would cover 
accidents in the home, on the street, and in automobiles; it 
would include sickness, maternity, and hazards of life gen- 
erally—all of which are beyond the control of the rail carriers. 
It would add to the retirement and pension plan, an entirely 
new line of life insurance benefits for the survivors of em- 
ployes. . .. The more I study the proposals, the more I am con- 
vinced that this bill would take the railroads and their em- 
ployes into a no-man’s land. . .. We do know that this fantastic 
proposal would cost millions of dollars.” 


Employes Not Informed 


Mr. Brown said he had found “very few railroad men who 
know anything about the bill, and still less men who seem to 
have any interest in it.” 

“But all of these men are very much interested in the 
deductions now being made from their wages,” he continued. 
“I doubt if they expect the increased deductions which this 
bill has in store for them. For example, a man now receiving 
$200 a month, pays $6.50 monthly under the present act. But 
the bill now before you would tax him $11.50 monthly—an 
increase of nearly 77 per cent. This may not seem like much 
money to Mr. Latimer and his statisticians. But when you start 
deducting $11.50 from a $200 pay check, you are dealing in 
real money—so far as the employe is concerned.” 

Mr. Brown discussed the traffic outlook in the post-war 
period and the expected decrease in traffic in asserting that tax 
rates for the railroads and their employes ought not to be based 
on wartime conditions. 

In 1944, he said, the Reading was taxed $1,586,000 for the 
pension fund, and it was taxed $1,463,000 for the unemployment 
insurance fund, a total of more than 3 million dollars for both 
funds. The proposals in the bill, he continued, would have cost 
the Reading an additional tax of $1,221,000, and the total pay 
roll tax would have risen’ to $4,393,220. He said the Reading 
had reduced its fixed charges in the last ten years by $1,441,046 
annually or 22% per cent and was planning further reductions 
in both funded debt and fixed charges. 

“But in spite of this effort,’ he continued, “we are here 
facing proposals that would wipe out, in a single major opera- 
—_ all the benefits flowing from this substantial reduction in 

ebt.” 

“TI cannot escape the conclusion that this entire controversy 
centers around the Railroad Retirement Board—with Mr. 
Latimer in the driver’s seat,” he said. “The retirement board 
is a governmental agency and its job is to administer a law— 
not to stir up trouble between management and men in the 
railroad industry. But, no one can read Mr. Latimer’s testi- 
mony without a realization that he has a pet scheme for an 
oe new system of social security—and he is here to 
sell it.” 


Parmelee’s Testimony 
J. H. Parmelee, director of the Bureau of Railway Eco- 
nomics of the Association of American Railroads, in a compre- 
hensive analysis of the bill’s provisions and the effect thereof 
with respect to cost, said the greatly increased annual costs 
that would result from enactment of the bill “raise serious 
questions as to whether even the increases proposed to be made 
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in the tax rates, lifting them to burdensome levels, would 
sufficient to meet those costs.” 

Mr. Latimer, in making his computations, said Dr. Pgp. 
melee, had “emphasized” the current annual pay roll of aj 
employers covered by the retirement act which he (Mr. Latimer) 
had estimated at $4.4 billion. Dr. Parmelee submitted a tah) 
showing pay-roll percentages translated into dollars, based oy 
annual pay roll of $4.4 billion. The ultimate total tax rat 
proposed in H. R. 1362, 15% per cent, said he, would meap 
$682,000,000 a year on that basis, of which the employers woy\j 
pay $407,000,000 and the employes, $275,000,000, the total tay 
including the 3 per cent unemployment insurance tax paij 
wholly by the employers. 

The present total tax rate, including the 3 per cent unem. 
ployment insurance tax paid by the carriers, was 9% per cent 
or $418,000,000 of which the carriers paid $275,000,000, and the 
employes, $143,000,000, according to Dr. Parmelee. The yjti. 
mate total tax rate under existing law was 10% per cent oy 
$462,000,000 of which $297,000,000 would be paid by the cay. 
riers and $165,000,000 by the employes. 


Pay Roll Increase 


Dr. Parmelee said that between 1941 and 1944 the average 
number of employes of Class I railways increased from 1,149. 
000 to 1,414,000, or 24 per cent. The average wage, he said 
increased from 78 cents an hour in 1941 to 96.1 cents an hoy 
in 1944, an increase of 23.2 per cent. Average hours worked 4 
week increased from 47.8 in 1941 to 51.2 in 1944, an increase of 
7.1 per cent. 

“The cumulative result was an increase of 66 per cent ip 
total pay roll between 1941 and 1944,” said he. 

Having submitted a table showing that the railroad retire. 
ment account balance as of December 31, 1944, was $490,544. 
606, Dr. Parmelee said that while the reserve was growing rap 
idly, the liabilities of the system also were growing rapidly, 
“perhaps even more so than the reserve.” The annual increase 
in the number of retirements had been slowed down since 1941, 
said he, because of the pressure on employes to continue at 
work during the period of war manpower shortage. He had 
pointed out that the retirement system, on its first day of 
operation, became responsible for a tremendous [iability for 
prior service, that was, service previously rendered by the then 
employes of the railroads over a greater or lesser number of 
years. For several decades in the future, he said, the retire. 
ment system would be paying pensions on the basis of service 
rendered many years prior to January 1, 1937. A larger re. 
serve must therefore be built up, to meet these already ac- 
cumulated liabilities, than if the system had started from 
scratch, with no liabilities behind it, said he. 

Total retirement receipts to December 31, 1944, were 
$1,383,420,030, while net benefit retirement payments to that 
date totaled $892,875,423, said he. 

Dr. Parmelee dwelt at length on varying estimates Mr. 
Latimer had made and said the estimates “leave us bewildered 
and confused.” He charged that Mr. Latimer had underesti- 
mated costs. 

Dr. Parmelee said that current retirement tax rates “are 
admittedly inadequate to support the present retirement sys- 
tem.” 

“The deficiency is 3 per cent of the annual pay roll, o 
more than $132,000,000 per year cn the basis of a $4.4 billion 
pay roll,” said he. 

H. R. 1362 did not remedy this inadequacy but proposed to 
supply only one-half of the deficiency and proposed to add 
heavy costs to the present retirement system. He believed it 
would be highly dangerous procedure “for the committee to 
accept these cost estimates of Mr. Latimer, without submitting 
them to further review.” 


Unemployment Insurance 


Dr. Parmelee dealt in detail also with proposals relating 
to the unemployment insurance system and the changes pro 
posed by the bill in that system. He pointed out that the 
3 per cent tax for this system, based on a pay roll of $44 
billion a year, amounted to $132,000,000 a year. 

Under the present act, said he, a man who earned 4& 
little at $150 in railroad employment in the year 1945 could 
draw down a total of $175 in unemployment benefits in his 
benefit year, beginning July 1, 1946. Under the proposed amen#- 
ment, he said, the same man could draw down $227.50 in 
unemployment benefits alone, or $1.52 in benefits for each 
dollar of wages. Adding the sickness benefits he could als0 
claim in the same benefit year, under H. R. 1362, his-total 
benefits could be increased to $437.50, or $2.92 a dollar of 
wages earned, said he. 

Mr. Latimer, said Dr. Parmelee, made a general estimate 
that the future cost of the proposed unemployment benefits 
would be between 1.3 and 1.4 per cent of the railroad pay 
roll. He said this would range from $57 million to $62, millioi 
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a year, based on a pay roll of $44 billion. Mr. Latimer esti- 
mated the future cost of sickness and maternity benefits at 
about 1 per cent of pay roll, or $44 million a year on the $4.4 
pillion. Although that appeared to be a very low estimate, 
said Dr. Parmelee, the new provisions would add from 70 to 
g0 per cent to the cost of unemployment insurance, “even on 
the basis of his estimate.” : 

“The future cost of unemployment, sickness, nonoccupa- 
tional accident, and maternity benefits will be controlled in 
jarge measure’ by the postwar trend of railroad traffic and 
employment,” said Dr. Parmelee. “Mr. Latimer has submitted 
an elaborate set of tables, charts, and formulae respecting these 
future trends. If these statistics lead to any conclusion, it is 
that the railroad industry will be in a depressed condition 
after the war, that railroad employment may go down to 
lower levels than has been experienced in many years, that 
the railroad pay roll will decrease to $1% billion, and that both 
unemployment and sickness benefit claims will be correspond- 
ingly increased. ; 

“In the last analysis, any attempt to preview the future 
is a highly speculative proceeding. It seems particularly dan- 
gerous at this time, when industry and the railroads are facing 
great uncertainties in the future, to propose additional and 
greatly increased costs of whatever character.” 


Operating Results 


In an analysis of recent trends in railroad operations, Dr. 
Parmelee compared the net result of railroad operations in 
1942 compared with 1929, showing that as against an increase 
in gross earnings of $1,186 million in 1942, the net income 
after charges showed an increase of only $5 million. In other 
words, said he, 9914 per cent of the increased revenue received 
in 1942 as the result of increased transportation service ren- 
dered was absorbed by increased expenses and increased taxes, 
leaving less than one-half of one per cent as an addition to 
net income. : . 

Considering 1943 compared with 1942, Dr. Parmelee said 
the railroads in 1943 moved a greater volume of freight than 
in 1942 by 89 billion ton-miles, an increase of 14 per cent. 
Passenger traffic increased 34 billion passenger-miles, or 63 
per cent. Total operating revenues increased $1,589 million, 
1943 over 1942, or 21 per cent. All this increase in revenue 
and more was, however, he said, absorbed by increased oper- 
ating expenses and taxes, so that the railroads came out at the 
end of 1943, despite their increase of 1% billion dollars in 
gross earnings, with actually less net earnings than in 1942. 
Net railway operating income, after taxes, decreased $125 
million in 1943, and net income after all charges decreased $29 
million, he said. 

The results for 1944 were even more striking than those 
of 1943, said he. Traffic continued to rise. There was an in- 
crease of 11 billion ton-miles in freight traffic, 1944 over 1943, 
and an increase of 8 billion passenger-miles. Total operating 
revenues were up by $382 million. But net earnings, he con- 
tinued, showed sharp decreases. Net railway operating income 
was down by $254 million, and net income charges decreased 
by $206 million. Increased operating expenses much more than 
absorbed the increase in operating revenues in 1944, resulting 
from increased service rendered, said he. 

Total railroad taxes in 1942 amounted to $1,199,000,000, of 
which $775,000,000 represented federal income taxes, the total 
of $1,199,000,000 being three times the corresponding amount 
paid in 1929. Total railroad taxes in 1943 amounted to $1,849,- 
000,000 of which $1,335,000,000 represented federal income 
taxes. The total was an increase of $650,000,000 over 1942. 
The total in 1944 was slightly below that of 1943, due to lowered 
net income on which taxes were paid, he said, but federal in- 
come taxes were more than $1,300,000,000 in 1944. 


Traffic Trends 


In the concluding part of his testimony, Dr. Parmelee dealt 
with the effect of competition on the railroads and pointed to 
proposed public expenditures on highways, waterways and 
airways. Most of the growth of competing modes of transport 
had taken place at the expense of steam railways, the nation’s 
principal carrier, said he. As to recent monthly trends in rail- 
road operations and prospects for 1945, he said: 


Let me now present some of the more recent monthly trends in 
railroad operations. Net railway operating income showed a decrease 
for the first time during the war period in the month of June, 1943, 
and, with one exception, has decreased in evéry succeeding month. 
Total operating revenues held up fairly well until December, 1944, 
when they showed a decrease for the first time in about 5 years. 

Freight ton-miles have decreased in each of the last 8 months, as 
compared with the corresponding month of the prior year, or from 
uly, 1944, to February, 1945, while passenger traffic showed declines 
> Sed the last 6 months of 1944, and in both of the first two months 


These significant monthly trends during the past two years lead 
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to the conclusion that as to net earnings, the railroads passed the 
war peak in mid-1943; that as to freight traffic, the war peak was 
definitely passed in the middle of 1944; that as to passenger traffic, 
the war peak was apparently experienced in the autumn of 1944; and 
that as to total operating revenues, the end of 1944 was probably the 
war peak. All the traffic and revenue trends are now moving in the 
downward direction. 


Prospects for 1945 


Railroad traffic and earnings prospects for 1945 will depend largely 
on the trend of the war. If the war with Germany is over by the 
middle of 1945, it is my opinion that the volume of railroad freight 
traffic in 1945 will be less than in 1944, that passenger traffic will also 
be less, and that total operating revenues will be less by perhaps as 
much as 10 per cent. When operating revenues turn down, as they 
have already done, and will do more sharply in the near future, the 
substantial declines already experienced in railroad net earnings during 
the past two years will be accelerated and aggravated. 

If railroad operating revenues in some future postwar year should 
decline to the level of 1941, which was the last year before our entry 
into the war, without any reduction in existing wage rates, material 
prices, and tax rates, the railroads would be able to earn a net income 
only by putting into effect a very large measure of operating economies, 
which means smaller employment and payrolls. This is in contrast to 
the net income actually earned in 1941, which was $500 million. 

It is certain that postwar railroad traffic will be much below that 
of the highly stimulated war years through which we have been 
passing. Just how great the decrease will be, no one can say. But the 
rail industry clearly faces a condition in_which the greatest economy 
must be exercised, if levels of railroad employment and wage rates 
are not to be too greatly reduced. 

In the fate of these prospects and the very definite uncertainty 
as to the postwar future, how can it be contended that this is a good 
time to increase taxes on the railroads and on their employes? How 


can this be a’ good time to tamper with a system which is admitted 
to be ‘actuarially insolvent? 


Fort Testifies 


Testimony by J. Carter Fort, vice-president and general 
counsel of the Association of American Railroads, concluded 
the railroads’ presentation of evidence before the committee 
with respect to H. R. 1362.~He said the proposed measure was 
for ‘‘class legislation of the most flagrant kind” in a field where 
there was no possible distinction between railroad employes 
and any other employes. He added that the bill embodied “the 
rankest sort of discrimination,” saying that it not only dis- 
criminated in favor of railroad employes as against all other 
employes, but against railroads and in favor of all other indus- 
tries, particularly the competitors of the railroads. The impact 
of this discrimination, he said, would seriously injure the rail- 
road industry. 

If railroad labor was not content to abide by the agree- 
ment of 1938 and wanted to go into something wholly different 
in its philosophy and concept, “such as the system presented 
to you in this bill,” said Mr. Fort, there was only one thing 
to do and that was to put railway labor under the general 
social security scheme. 

He said there was now a surplus of about $600,000,000 in 
the unemployment insurance fund for rail employes, and cited 
provisions of the law limiting the use of taxes provided by the 
existing legislation to certain specific purposes. To use that 
money for payment of benefits of wholly different character, 
such as sickness, disability and maternity benefits, he said, was 
“obviously to put this money to a use not contemplated by 
Congress.” 


Sees No Need for Change 


He asked what had occasioned the proposals to change the 
present rail employe retirement and unemployment insurance 
systems, and whether these systems had been forced on the 
employes against their will, and suggested that they had not. 
He contended there was nothing in the present situation that 
required a change in the existing law with respect to those 
systems. He questioned whether it was “socially desirable” to 
enact legislation that was “even more preferential” to rail- 
road employes than the existing legislation was. 

“They want to change this railroad retirement system so 
it will be a railroad retirement system plus an insurance system 
for survivors—a wholly different concept, wholly different law, 
wholly different scheme,” he said. “They want to change the 
unemployment insurance system ... to make it an unemploy- 
ment insurance system plus a system of sickness, occupational 
accident and maternity insurance system—a wholly different 
thing.” 

He argued that “these important additions” involved con- 
tingencies that were not peculiar to railroad workers but 
were common to all mankind and were, therefore, in the 
field of “pure social security.” He said the bill disregarded 
the fact that social security was a problem for all the people, 
not one that could be isolated, and that it would set up a system 
that was financially unsound. The bill would divert to alien 
purposes, he said, moneys now in a “trust fund” and would 
use that money for other purposes. The fact that the bill 
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had been brought to the committee without collective bargain- 
ing, he continued, “should make Congress reluctant to consider 
it.’ He maintained that the bill was contrary to the declaration 
of national transportation policy in the transportation act of 
1940 in that it discriminated against some carriers in favor 
of others. The bill, he continued, would increase expenses of 
railroads by $100,000,000 on the basis of present pay roll— 
“three times the amount they have been able to save by re- 
duction of debt in this period of high traffic.” He suggested 
that the railroads could not stand to be. “harassed in that 
fashion,” and that the bill was, therefore, not to the interest 
of the shipping public or of the railroad employes. The bill 
was so bad that there was no possibility of agreement between 
management and railroad employes on its provisions, he said. 

Referring to advocacy of the bill and activity in connection 
with its preparation by Chairman Murray Latimer, of the Rail- 
road Retirement Board, Mr. Fort said that “it would be seemly 
and wholesome and socially desirable if the members of the 
Railroad Retirement Board would restrict themselves to ad- 
ministering the statutes you write and not inject themselves 
into controversial, political issues, as partisans.” 

He said there was no evidence in the hearing that ‘con- 
tracting out” of work by the railroads had been improperly 
done and should not be done. He concluded with the following 
statement: 


The fact that we have been compelled to oppose this bill sponsored 
by certain labor organizations will not lead to any misapprehension on 
your part concerning the attitude of the railroads | represent toward 
their employes. No finer group of men or women is to be found in this 
country than the railroad workers. ‘They are fine, solid, upstanding 
citizens. The magnificent and untiring services they have performed 
during this war is a matter of deep pride to railroad management. 


Bus Operators 


Jack Garrett Scott, general counsel of the National Asso- 
ciation of Motor Bus Operators, in testimony before the com- 
mittee March 15, objected to inclusion within the scope of the 
bill motor carriers that were affiliated with rail carriers, saying 
that the result of such a provision necessarily would be unfair 
and unjust discrimination against such carriers. 

Mr. Scott said that under the “segregation” provision of 
the bill it was possible and in many cases probable for part 
of the employes of a given employer to be subject to the pro- 
vision of the railroad statutes and the rest to be subject to 
the social security and state unemployment statutes—a situa- 
tion that, he said, would be “unjustifiably difficult and con- 
fusing.” 

C. A. Miller, vice president and general counsel of the 
American Short Line Association, opposed the bill, saying, 
among other things, that it was not in the interest of the 
employes, and that its provisions were difficult to understand. 


Freight Forwarders 


Giles Morrow, executive secretary and general counsel of 
the Freight Forwarders Institute, urged the committee to 
eliminate freight forwarders from the bill, asserting that the 
forwarders did not feel that there was any justification what- 
soever for inclusion of them within the terms of the bill. 

“If,” said he, “irrespective of our earnest objections, this 
committee and the Congress should decide to bring freight 
forwarders under the railroad retirement act, then our ob- 
jections to the bill as a whole would be basically the same as 
those urged by the railroad witnesses who have already been 
heard. Anything that I might say with respect to other provi- 
sions of the bill would be cumulative and repetitious.” 

Herbert J. Patrick, of Indianapolis, attorney appearing for 
Universal Carloading & Distributing Co., likewise contended 
that forwarder employes should not be included in provisions 
of the bill, saying that forwarders were outside the boundary 
between the railroad industry and other industries, and that 
if that boundary line was broken there was no reason why 
the railroad benefit program should not be extended generally. 





MEXICAN WORKERS FOR B. & O. 


Eight hundred and fifty Mexicans allocated to the Balti- 
more & Ohio Railroad for track maintenance by the War 
Manpower Commission have reached this country and will be 
placed at various points on the railroad to meet the mainte- 
nance manpower shortage, according to officials of the road 
in charge of that work. The officials said that 55 per cent of 
the Mexican workers brought to this country by the road in 
the spring and fall of 1944, to work chiefly on the western 
territory where the manpower shortage was most acute at 
those times, had renewed their contracts after completion of 
the six months for which they originally agreed. 

One-half of the new contingent of workers will be placed 
in track crews on the central region of the B. & O., to work 
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on the Buffalo, N. Y., and Akron, O., divisions of the railroag 
where the heavy snows of the past winter brought about thy 
necessity for heavy maintenance on the roadbed. The othe 
half of the group, according to B. & O. maintenance officiak 
will be distributed in maintenance crews of the western regio, 
of the company on the Newark and Toledo divisions. 

They add that the Mexicans are quick to learn, are Cap 
able workers, and are housed in camps on the railroad’s righ}. 
of-way, where special efforts are made to give them Mexicay 
dishes. 


N. E. Motor Wage Case 


New England motor carriers represented by the Employer, 
Negotiating Committee in Case No. 111-13636-D pending befop 
the National War Labor Board Trucking Commission agger, 
in their initial brief filed by Ralph H. Cahouet, attorney fp 
the employers, that ‘“‘not only is it impossible for the carrie 
to pay higher wages and assume more burdensome conditiog 
in 1945 than under the 1944 directive, but it is vitally necessary 
for them to secure relief from this commission.” The en. 
ployes involved are represened by Local Union No. 25, Interna. 
tional Brotherhood of Teamsters, Chauffeurs, Warehouseme 
and Helpers. 

The employers seek modification of the existing contrag 
and also ask that the union’s demands be denied to the exten 
that they are at variance with the employers’ proposal. The 
dispute was certified to the commission by the United Stats 
Counciliation Service, following unsuccessful negotiations be. 
tween the parties. 

“It is recognized that the trend of wages and conditions 
has been steadily upward for a number of years,” says the 
brief, adding that in Boston in truck transportation this trend 
“at least must come to an end, and to a reasonable degree 
must be reversed.” 

“Otherwise,” it continues, “there will be no trucking ip. 
dustry to pay wages to its employes and its business will be 
absorbed by the competing services of rail, water and air.” 

It is asserted that the basic hourly contract wage for all 
classifications has advanced from 17 to 19 per cent since 1941, 
and that the rate of overtime pay after eight hours of employ- 
ment in any one day has increased by as much as 72 per cent 
an hour in “some categories of employment.” Award of pay 
for six holidays ‘‘even though not worked in 1943 has produced 
substantially a 2 per cent increase in the basic compensation 
described above.” The employers say the 1944 award of a 
week’s vacation with pay provided an additional 2 per cent 
advance. 

Operating ratios for Class I carriers having contracts with 
Local 25 asserts the brief in pointing out effect of wage in- 
creases on such ratios, have risen from a level of 94.2 in 1941 
to 98.5 in 1944. Stated in other terms, it says, the carriers 
in 1941 had 5.8 cents out of each dollar before income taxes, 
whereas in 1944 this amount had been reduced to 1.5 cents. 
The 1945 experience promises to be even worse than 1944, says 
the brief, adding that reserves are non-existent and “it is 
impossible to make provision for the replacement of fast de- 
teriorating equipment.” 

The employers’ requested modifications include, among 
others, application of penalty overtime after a cumulative week 
of 51 hours; time and one-half to be paid on specified holidays 
only when worked; removal of vacation provision; no further 
restrictions on hiring of equipment by employers; and elimina 
tion of shop stewards in Boston. 


CHICAGO TRUCK DRIVERS’ PAY INCREASE 


According to William B. Crawford, general counsel for the 
Cartage Exchange of Chicago, drivers employed by members 
of the exchange—the Illinois Motor Truck Operators and the 
Central Motor Freight Association—have been granted increas¢s 
in hourly wage rates and overtime allowances, retroactive t0 
January 1, amounting to 15 to 21 per cent, by the Trucking 
Commission of the National War Labor Board. About 15,00 
local and over-the-road drivers are affected. 

The drivers have been awarded a general increase of 8 
cents an hour, with time and one-half for work over 48 hours 
a week, instead of over 51 hours, as has been the rule. Ovel- 
time rates will also be paid for work before 8 a. m. or aftet 
5 p. m., instead of the former hours of 7:45 a. m. and 5:1 
p. m., according to Mr. Crawford. 

He said he had been notified of the wage increase orde! 
by telephone, and that drivers affected had been working fat 
in excess of 51 hours a week in most cases, basing his estimate 
of a rate of increase from 15 to 21 per cent on the basis of the 
new overtime rules. He said that the drivers had been earning 
from 82 cents to $1.01 an hour, depending on the size of the 
truck driven. 

Representatives of the operators had gone to Washington 
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March 17, 1945 


to ask the Office of Price Administration to determine whether 
or not rate relief was justified, it was said at Mr. Crawford’s 
office, March 11. 


Transport Workers’ Deferments 
The Traffic World Washington Bureau 


The Office of Defense Transportation has been advised that 
the government’s policy committee on occupational deferments 
has increased the military draft exemptions for key transpor- 
tation workers in the 18-29 age group so as to defer 85 per 
cent, or 40,800 of the railroad employes in that group; 90 per 
cent or 4,860, of the airlines employes under 30; 90 per cent of 
the affected employes of water carriers in the Great Lakes 
area, and 80 per cent of employes under 30 on the inland water- 
ways, a total of 2,400 water carrier employes. 

It was stated that the committee had not yet acted in 
increasing deferments of motor carrier employes, because of 
difficulty in obtaining statistical information, but that an in- 
crease was being considered. 

Previously, according to the O. D. T. there has been a 30 

r cent limit on deferments for military service in the trans- 
portation field as a whole: The O. D. T. said that it was pos- 
sible the transportation industry might obtain men from less 
essential industries as a result of the committees action. 


Rail Employment and Wages 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,412,890 at the middle of 
February, an increase of 1.88 per cent over February last year 
and an increase of 1.59 per cent over January this year, accord- 
ing to rail employment compilation based on preliminary re- 
ports, prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The February, 1945, employment was 
reported as follows: 

Executives, officials, and staff assistants, 14,813; profes- 
sional, clerical, and general, 230,883; maintenance of way and 
structures, 289,353; maintenance of equipment and _ stores, 
391,990; transportation (other than train, engine, and yard), 
167,453; transportation (yardmasters, switchtenders, and host- 
lers), 18,096; and transportation (train and engine service), 
300,302. 

Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,400,437 employes as of the 
middle of December, 1944, and total compensation for that 
month of $323,490,121, according to a compilation of wage 
statistics of those roads, statement No. M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was an increase of 50,769, or 3.76 per cent 
over December, 1943. The total number of hours paid for was 
183 per cent greater and the total compensation was 12.51 per 
cent greater in December, 1944, than in December, 1943. A 
comparison of the number of employes who received pay in 
the month with the total hours paid for, showed 213 hours an 
employe in December, 1944, and 215 hours in December, 1943. 
Employes paid on an hourly basis in December, 1944, received 
pay for 34,663,287 hours of overtime, which was 13.29 per cent 
of the straight time paid for. The corresponding percentage for 
December, 1943, was 12.27. 

Compensation for ‘“‘time paid for but not worked” for De- 
cember, 1944, was reported as follows: Executives, officials, 
and staff assistants, $63,706; professional, clerical, and general, 
daily basis—$382,567, and hourly basis—$2,425,446; mainte- 
nance of way and structures, daily basis—$32,487, and hourly 
basis, $611,947; maintenance of equipment and stores, daily 
basis—$91,675, and hourly basis—$1,935,200; transportation 
(other than train, engine, and yard), daily basis—65,587, and 
hourly basis—$1,536,893; and transportation (yardmaster, 
switchtenders, and hostlers), daily basis—$88,161, and hourly 
basis, $96,289. 

In the train and engine service, compensation for Decem- 
ber, 1944, was reported as follows: Straight time actually 
worked, $62,800,183; straight time paid for, $75,107,857; over- 
time paid for, $11,298,326; constructive allowances, $6,929,410; 
total, $93,335,593. Miles actually run totaled 573,281,622 and 
miles paid for but not run totaled 64,816,734. 


S. P. HOSPITAL DISPUTE SETTLED 

Control of the Southern Pacific’s hospital system will be 
administered by a board of managers composed of seven repre- 
sentatives selected by the employes of that railroad and six by 
the management, under an arbitration board decision. The 
benefits of the hospital plan were extended to employes of 
the Oregon,’ California & Eastern. Under the decision the rail- 
toad is to pay one-half the cost of treating employes injured 
while at work and the railroad is to assume the current deficit. 
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The chief surgeon of the hospital department will no longer 
be a company doctor, under the decision. His appointment 
and administrative decisions are to be subject to the board 
of managers. 


Government Ship Sale Bill 


William M. Clayton, Assistant Secretary of State, testi- 
fying March 15 in hearings held by the House committee on 
merchant marine and fisheries on H. R. 1425, the Bland bill 
prescribing procedure for the sale of government-owned ships 
by the Maritime Commission (see Traffic World, March 10, p. 
599), said he was opposed, and thought the State Department 
was opposed, to excessive subsidization of American shipping 
for any purpose, and contended that only by subsidies could 
a gigantic American merchant fleet be maintained in opera- 
tion after the war, in competition with the ships of other 
countries. 

The United States should sell the merchant ships it had 
built in the war period, at the end of the war—‘‘as many as 
we can, as quickly as we can”—and would be able to sell them 
only if their sale prices were attractive to prospective foreign 
and domestic buyers, he argued. The only other alternative, 
he said, was to “put them up in the river.” He said that other 
maritime nations that had suffered losses of ships in the war 
would build new ships in the postwar years; that all those 
nations could operate their ships “cheaper than we can,” and 
that “we can’t operate 55 million tons of ships in competition 
with them.” He contended that if the United States tried to 
maintain after the war its war-created domination of world 
shipping the result, in view of prospective ship construction 
by other nations, would be a world surplus of ships and a 
serious shipping depression. 


State Department Report 


Committee members questioned Mr. Clayton at length 
with respect to the meaning of a statement made in a report 
on H. R. 1425 by Acting Secretary of State Joseph C. Grew to 
Chairman Bland, that “if the government of the United States 
were to attempt to take advantage of the war losses of other 
countries and of the wa-‘'me increase in its own merchant 
fleet to establish itself .. a dominant shipping position, it 
would be acting contrary to its basic policy of promoting 
sound international economic relations and an increasing flow 
of commerce,” and Mr. Grew’s further statement that “spokes- 
men for the shipping induStry have themselves repeatedly ex- 
pressed recognition of the fact that the successful development 
of this broad policy will be of vital importance to the health 
of the shipping industry in the postwar period.” Representa- 
tive Bradley, of Michigan, interpreted those statements as 
meaning that the United States should surrender its present 
dominant position in merchant shipping to other countries 
after the war, and said he knew of no shipping industry spokes- 
men who agreed with that view and that all the testimony 
the committee had heard had been to the contrary. Mr. Clay- 
ton said he thought Mr. Grew’s statements had been mis- 
understood; that the policy Mr. Grew referred to was that of 
developing an increasing flow of commerce and sound inter- 
national economic relations, and that he believed all shipping 
industry representatives would agree with that. 

Mr. Bradley observed that under a lend-lease agreement 
this country would provide about $140,000,000 for use by France 
in rehabilitation of its shipping, and said that 12 subsidized 
American companies had accumulated about $157,000,000 for 
acquisition of surplus ships. He objected to the extension to 
France of more favorable purchase and credit terms, under 
provisions of H. R. 1425, than would be available to domestic 
purchasers of surplus ships. Mr. Clayton said he agreed that 
the prices and terms and conditions of ship sales should be the 
same to foreign and domestic purchasers. Mr. Bradley said the 
committee felt apprehensive when it was advised that a lend- 
lease commitment of five billion dollars for rehabilitation of 
Russian shipping was proposed, but Mr. Clayton indicated 
that this proposal would not materialize, saying that “the 
book is closed on that.” 


Hedden’s Testimony 


Earlier in the committee hearings, Walter P. Hedden, 
director of port development of the Port of New York Au- 
thority, advocated prompt reestablishment of domestic coast- 
wise and intercoastal steamship services that had been ter- 
minated by requisition of fleets by the government in 1942. He 
said that about one-third of the deep-water harbor activity 
at the New York port was made up of these domestic services. 

The problem of getting the domestic service back in oper- 
ation, he continued, involved at least three major questions: 
(1) Replacement of an adequate fleet of vessels; (2) moderni- 
zation of boats, terminals and equipment, and (3) protection 
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against efforts to “kill off these lines by economic pressure 
from competitors.” He said studies had shown that the bulk 
of the domestic cargo ships were acquired by their operators 
at an average of about $40 a deadweight ton, and added that 
they could not be replaced now or‘for some time at three or 
four times that figure. Domestic ship operators, he continued, 
were faced with a difficult problem of prompt replacement 
unless the government recognized “that equity of sharing the 
cost of replacement, to offset the high cost of construction in 
the immediate postwar period in American shipyards.” 

One of the most important problems faced in reestablish- 
ing the domestic shipping lines, Mr. Hedden said, was mod- 
ernization to reduce terminal costs..He stated that nearly one- 
third of their total operating expenses was to be found in the 
stevedoring operations of loading and unloading freight, and 
that terminal operations of break-bulk water lines in 1937 
apportioned to freight amounted to nearly 60 per cent of the 
total operating expense. 


Terminal Cost Reduction 


“The problem of reducing the cost of terminal operations,” 
he continued, “is one requiring joint initiative on the part of 
steamship lines, port agencies, labor unions, and others who 
participate. Devices for more efficient terminal operations, 
such as side port conveyors, tractor-trailers, ship elevators, 
containers, and so forth, must be fully explored... .” 

After observing that shipping lines and the Maritime 
Commission had been studying new designs more suitable for 
replacement of the coastwise fleet, Mr. Hedden said it was 
essential that the ship disposal bill provide for sale not only 
of the existing war-built fleet, but any that might be con- 
tracted within one year after termination of the war, so as 
to make it possible to provide ships that could really replace 
the requisitioned fleet and permit economic cargo transfer. 


Rail and Water Rates 


In a discussion of the history of rail and water rate com- 
petition, he said that now that both rail and water transpor- 
tation lines were regulated by the Commission, it was impera- 
tive that the railroads not be permitted to “raid” the water 
lines by a selective cutting of rates designed to put the water 
lines out of business. It might be necessary, he said, to 
strengthen further the fourth section of the interstate com- 
merce act, “to lay down more specific conditions under which 
relief from the fourth section may he granted. 

“Perhaps it may be necessary also,” he added, ‘‘to estab- 
lish principles for determining the minimum levels to which 
railroads may be permitted to cut rates to meet water com- 
petition. Now that both types of carriers, as well as trucks, 
are under regulation by the same agency, this problem should 
not be insoluble.” 

Thomas J. Blake, of New York City, appeared before the 
committee on behalf of Clifford N. Carver, owner of all the 
stock of the Frango Corporation, a Panama corporation oper- 
ating the dry-cargo ship Philae. He asked that the bill be 
amended so as to provide that the Maritime Commission be 
authorized to allow credit for obsolete vessels against the 
purchase of a ship from the commission. Charles F. Wahl, 
president and legislative representative of the Central Labor 
Union of the Canal Zone, submitted to the committee what he 
described as the problem of the possible dissolution of the 
Panama Steamship Line and said the employes of the Panama 
Canal felt that “sooner or later, before this emergency is 
ended,” there would be some attempt made in Congress or 
elsewhere in the government to dissolve the ship line so that 
the business could be given over to commercial interests. He 
said that there was nothing in the bill that affected operation 
of that steamship line, and that he merely saw in the hearings 
an opportunity to tell his story. 

Charles I. Stengle, legislative representative of the Ameri- 
can Federation of Government Employes (A. F. of L.), testi- 
fied in support of Mr. Wahl’s statement, saying that “we have 
in the Panama Canal Zone some 500 or 600 members who are 
largely dependent on this shipping to get back and forth to 
the continental United States for recreational rest.” 


Ship Line Spokesman 


Donald S. Morrison, of New York City, vice-president of 
the American Hawaiian Steamship Co., contended that ships 
could not be profitably operated at the prices proposed in the 
bill and under the present rate levels. He also opposed estab- 
lishment of “higher prices for unrestricted operation than for 
restricted.” He said his company’s fleet at the beginning of 
the war comprised 39 ships, that it now had only 12 ships 
left, “as a result of Some sales, some losses and some title 


. requisitions.” W. B. Garner, executive vice-president of the 


Waterman Steamship Corporation, Mobile, Ala., said that 
under terms of H. R. 1425 “the nonsubsidized American citizen, 
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such as ourselves, is required to pay at least 100 per cent more 
for the purchase of vessels for unrestricted operation than js 
proposed to be charged in the case of such vessels sold to oper. 
ators who receive operating differential subsidies and who are 
abundantly compensated for the operating restrictions which 
they have voluntarily assumed, and also which is to be chargeq 
for such vessels when sold to foreigners.” 

Ben Geaslin, general counsel for the Waterman Steam. 
ship Corporation, appeared as a witness to place in the recon 
of the hearings several exhibits containing information that 
committee members had requested. He was questioned at 
length by them concerning various provisions of the bill. 

Ira L. Ewers, representing the Alaska Steamship (Co, 
Northland Transportation Co. and Alaska Transportation Co, 
testified generally in support of the Bland bill and urged its 
early enactment. 

Benjamin C. Marsh, executive secretary of the People’s 
Lobby, testified in opposition to the Bland bill. Almon E. Roth, 
president of the National Federation of American Shipping 
reappeared as a witness to discuss provisions of a lend-leage 
agreement between the United States and France with respect 
to rehabilitation of French shipping. 

Seth Levine, research director of the C. I. O. Maritime 
Committee, said it seemed probable that after the war there 
would be a need for construction of a considerable number of 
passenger liners and that “just as our allies will want to and 
have a right to purchase or charter some of our cargo tonnage, 
so we have a need for and a reciprocal right to some of their 
passenger tonnage.” He said he believed H. R. 1425 was a 
measure that would foster the growth of the American mer- 
chant marine. Under questioning, he agreed that the war had 
helped his union to acquire much property. He said there 
were 120,000 ‘“‘seagoing” members of his union. 

Chairman Bland announced, after the testimony of Mr, 


Clayton, that the hearings were ended, subject to his further 
call. 


Oo. P. A. AND SHIP PRICES 

Ocean-going steel cargo and passenger ships of 1,000-ton 
capacity and greater have been exempted from price control by 
the Office of Price Administration, effective March 17. Until 
now, ceilings for these vessels have been “frozen” at March, 
1942, levels. 

O. P. A. said that practically all these ships now being 
built were for the navy, Maritime Commission and allied gov- 
ernments. Sales to these buyers had always been exempt from 
price control, it said, adding: 





A new price regulation covering vessels other than ocean-going 
vessels is being prepared. O. P. A. has already started consulfations 
with the ship building industry on preliminary details of the regula 
tion. The question of a separate price regulation for ship repairs will 
also be considered. 

A meeting with representative members of the industry was held 
in Washington, D. C., on January 4, 1945. A formal advisory committee 
is now being set up. 

(Amendment 95 to Revised Supplementary Regulation 1 to the Gen- 
eral Maximum Price Regulation—Commodities and Services—effective 
March 17, 1945.) 





TANKER REQUISITIONING SETTLEMENT 


The Standard Oil Company of New Jersey has accepted 
payment of $556,282.53 plus interest for the tanker Esso De- 
livery No. 11, which took part in the Normandy invasion, the 
War Shipping Administration has announced, adding: 


Settlement was made in accordance with provisions of the merchant 
marine act of 1936 and the rules of the Advisory Board on Just Com- 
pensation appointed by the President. 

The 250-foot coastal tanker was requisitioned for title by W. S. 4 
April 1, 1943. On June 25, 1943, payment of $442,918 was approved by 
the W. S. A., but rejected by the owners. Seventy-five per cent, 
$332,188.50 was paid on account and the case was reconsidered under 
rules laid down by the board. The interest is allowed at the rate of 
7/8 per cent per annum, payment from date of requisition to date of 
partial payment and thereafter on the outstanding balance. 

The vessel, 2760 deadweight tons, Diesel electric propulsion, was 
built at Newport News, Va., early in 1938. Turned over to the Army by 
W.S. A., it helped fuel the invasion fleet that swept acros sthe English 
Channel last June. 





SHIP FOR GREECE 


Approval of the Greek government request for the alloca- 
tion of another Liberty ship for provisional registry under the 
Greek flag has been announced by the War Shipping Admin- 
istration. Transfer of this vessel to the Greek government 
brings to 14 the number of Liberty ships allocated for opera- 
tion on a “bareboat out, time charter back’ basis. 

Under the terms of allocation, the vessels are transferred 
to Greece, provisionally registered under the Greek flag, then 
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time chartered to W. S. A. for operation with a Greek crew. 
Ownership to all the vessels remains vested in the United States. 


Shipbuilding and Labor 


Commenting on reports that considerable unrest had been 
created in the Walsh-Kaiser shipyard following newspaper 
stories indicating that the yard would close July 1, 1945, Vice 
Admiral Vickery, vice-chairman of the Maritime Commission, 
said nothing had been said that would justify the “interpre- 
tation that the yard faced complete shutdown July 1.” He said 
the current shipbuilding program at Walsh-Kaiser would enter 
the final stages of completion in July “and, as a result (in the 
event the yard is not successful in competing with other yards 
for additional work) a gradual reduction in force is expected 
to begin the month of June and continue gradually through 
September.” Present schedules, he said, called for a full work-~ 
ing force approximating 21,000 employes through May. In 
June he estimated, depending on lack of additional work, a 
reduction of approximately 7,000, and further reductions 
through July, August and September, if work was not avail- 
able. Continuing, he said: 


The Maritime Commission does not intend, with the expiration of 
contracts, to forget the men and women who have contributed so splen- 
didly to the shipbuilding program of this nation. Plans already well 
under way and which will be announced shortly have been devised 
to insure to the fullest extent possible protection of workers who. will 
face layoffs. The objective will be to give the individual worker and 
his family knowledge, as far in advance as possible of the date of his 
termination at the shipyard as to jobs in other war industries to which 
transfer can be made. At the same time he will be informed of the 
provisions which can be made for him and his family in connection 
with the prospected job as to any needed community services such as 
housing, transportation, additional gasoline, etc. 

At Walsh-Kaiser, although a full working force is expected to be 
on hand to meet production schedules throughout the month of May, 
plans for the adjustments to take place during June, July, and August 
will be worked out by representatives of the War Production Board and 
the War Manpower Commission, who are already being directed into the 
plant. 

In other words adequate notice of termination will be given and not 
via rumors which seem to be so prevalent at this time. 


MEDALS FOR SEAMEN 


One Distinguished Service Medal for heroism beyond the 
line of duty and 244 Mariner’s Medals, for injury, serious 
wounds, exposure or death as a result of enemy action, were 
awarded to members of the merchant marine in February, the 
War Shipping Administration announced, adding: 


Highest medal awarded to the seamen, the Distinguished Service 
Medal, was presented to Boatswain Alberto Galza, 2231 Barclay Street, 
Baltimore, Md. When the §S. S. Delisle was torpedoed in the spring 
of 1942, the third mate, who had previously lost a leg, was again 
seriously injured while standing bridge watch. Galza was at the wheel 
and, though severely cut about the head and shoulders by the wheel- 
house wreckage, carried the helpless third mate over the decks, which 
were listing forty-five degrees, and lowered him to a lifeboat. 

Eighteen months later the same vessel was again torpedoed while 
rescuing survivors of another ship. The master, another veteran of 
the sea with only one leg, was blown from the bridge to the foredeck 
and lay seriously injured and pinned down by a cargo boom, which 
had fallen on his artificial leg. Galza, who was aft assisting in the 
rescue, ran forward. He was unable to move the heavy boom, but cut 
the captain free from the leg. He carried him to the side and lowered 
him into a waiting raft a few minutes before the ship sank. 





MERCHANT SEAMEN’S CLAIMS 


Rules governing the payment of permanently disabled mer- 
chant seamen’s claims under Public Law 449, 78th Congress, 
have been announced by the War Shipping Administration. 
Disabilities on which such benefits are payable must have 
occurred on or after October 1, 1941, and must have arisen in 
connection with service on vessels under the control of the 
Maritime Commission or the War Shipping Administration. 


W. S. A. RATE ORDER 
The War Shipping Administration has issued its rate 
order No. 318, covering rate and surcharge, sulphur in bulk, 
from U. S. Gulf ports to Aruba, Netherlands West Indies. 








CONFERENCE AGREEMENTS APPROVED 


The Maritime Commission has approved agreement No. 
7680 between the American-West African Line, Inc., and The 
Elder Dempster Lines, Ltd., reviving the American West 
African Freight Conference. It has also approved dissolution 


of the Camexco Freight Conference Coffee Pooling Agreement 
(No. 6680). 


CONTROL OF EXPORTS AND IMPORTS 
The War Food Administration has added sugar-containing 
meducts composed of 50 per cent by weight or more of sugar 
0 the list of items under import control. Issued as W. F. O. 
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63-3, effective March 15, this action was taken to prevent 
diversion of strategic supplies needed to meet military and 
civilian requirements, it said. With sugar on the list of con- 


. trolled items and sugar-containing products not on the list, 


the way was left open for diversion of substantial supplies of 
sugar needed to meet war requirements, it said. 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 232 covering changes in general license. 


EXPORT FREIGHT 


Export freight, excluding coal and grain, handled through 
United States ports in February totaled 165,410 cars, compared 
with 127,089 cars in the same month last year, or an increase 
of 31 per cent, the Manager of Port Traffic of the Association 
of American Railroads announced. 

“Export grain unloaded at the ports totaled 4,122 com- 
pared with 3,373 in February, 1944, or an increase of 22 per 
cent,” said he. 

“Railroads handled 343 carloads of coastal freight in Feb- 
ruary, 1945, compared with 1,232 in the same month in 1944 or 
a decrease of 72 per cent. 

“The total of 169,875 cars of export and coastal freight, 
excluding coal, handled through the ports in February this 
year represented an average daily unloading of 6,067 cars, the 
highest on record. The previous high was 5,872 cars established 
in January this year.” 


ST. LAWRENCE WATERWAY 


In a press conference March 13, in which Prime Minister 
Mackenzie King, of Canada, was seated beside him, President 
Roosevelt answered in the negative a reporter’s question as to 
whether there was a disposition on the part of the federal 
administration to let the St. Lawrence waterway and power 
project “go by the boards for the time being.” 

President Roosevelt said he and Prime Minister King had 
the same view about the St. Lawrence project, that they were 
both interested in completion of mutual development of the 
project, and that they believed that the time had come to 
bring it about. 


BLACK SEA ROUTE OPEN 


“The first ships carrying lend-lease cargoes from the United 
States to the Soviet Union by way of a Black Sea port have 
reached their destination, and the reports of their performance 
indicate that the opening of this new route will greatly increase 
the speed of delivery of vital war materials to Russia,” said 
Leo T. Crowley, Foreign Economic Administrator, this week. 

“Had not the Black Sea port been open, the ships would 
have been required to take the much longer route to a Persian 
Gulf port, where the cargoes would have been transferred for 
shipment by rail into the Soviet Union. The route through the 
Mediterranean and thence to the Black Sea saves much time ° 
at sea, and a substantial saving of mileage by land is also 
made after the cargoes are unloaded.” 


Railroads’ Spring Outlook 


After reviewing the 1944-45 winter troubles of the rail- 
roads and what the railroads did to meet them, Robert S. 
Henry, assistant to the president, Association of American Rail- 
roads, discussed the outlook for the railroads this spring in an 
address March 15 before the Rotary Club of St. Louis, Mo. 
Said he: 


Several unusual demands upon rail transportation may be anticipated 
this spring. The coal mine situation presages an exceedingly heavy 
demand for coal movement through the month of March, to get the 
largest possible amount of coal above ground. The grain situation 
continues unusually difficult. There is still much wheat held on farms, 
both in closed and open storage, from last year’s record breaking crop. 
There is also the greatest corn crop in history to be moved, including 
much moist soft corn. In the East, there are now millions of bushels 
of wheat stored in lake vessels in the harbors at the foot of the Lakes. 
This wheat must be moved out before the opening of the navigation 
season on the Lakes to avoid delaying these ore and coal boats going 
into their regular and proper service when the Lakes open. This 
movement, it is anticipated, will call for an average of 500 box cars 
per day until the Lakes open. 

Complicating all these difficulties is the gradual de-grading of cars, 
for lack of time, men and materials to keep them up to the highest 
standards. Safe conditions are being maintained, and the percentage 
of cars in such bad order as not to be useable continues low, around 
3 per cent. The proportion of cars which are available for such Class A 
loading as grain and ammunition, however, is declining. In the face 
of this declining supply of suitable cars, there is the problem of the 
great grain movement, together with a continually increasing demand 
for the highest class of cars for the transportation of ammunition. 





Outlook for Cars 
On February 23, the O. D. T. announced that the War Production 
Board, in view of the heaviest military requirements for steel since 
the beginning of the war, had cut the second quarter allotment for 







































































































































































ne PT TPT Se Ave ares 


















































































































































664 


the railroads from 1,527,000 short tons of carbon steel to 1,065,000 tons. 
This compares with an allocation of 1,254,838 tons for the first quarter 
of last year. The 600,000 tons requested for replacement rail have 
been cut to 417,000 tons, with a corresponding cut in track accessories. 
The O. D. T. request for steel for freight cars has been cut from 250,000 
tons, equivalent to about 13,800 cars, to 135,000 tons, which would 
make about~7,500 cars. All allotments of materials for passenger train 
cars, except for the completion of the manufacture of 15 mail and 
baggage cars, have been cancelled. The 30,000 tons allotted for the 
locomotives was not reduced. 


Unless the cuts so made should be made up in the third and fourth 
quarters, which seems unlikely, it appears that the railroads will be 
allowed to build not more than 45,000 new freight cars, and no new 
passenger cars during 1945. New locomotives will amount to about 
900 to 1,000 units, some 75 or 80 steam and probably 900 Diesel. From 
present appearances, the year’s allotment for replacement rail and 
track accessories will be about 250,000 tons less than in 1944. 


During the past two years, American works have produced many 
thousands of cars and many steam and Diesel locomotives for the use 
of the American Military Railroads, and for Allied Nations. There are 
now programmed for such uses many additional cars and locomotives. 
Steel rail produced for use outside the United States in the past 12 
months has not seriously affected our own rail, nor do we expect much 
interference from these sources. On the other hand, the need for steel 
and the necessary use of the rail mills for producing shells is seriously 
curtailing the production of the controlled-cooled rails used in this 
country. 

Manpower Problems 


Besides problems of materials, the railroads of the country as a 
whole face difficult manpower problems. At present, the total need for 
workers reported by the railroads is about 85,000. Present railroad 
employment is about 25,000 below the average for 1944. In fact, 
although freight traffic has more than doubled during the present war, 
and passenger traffic has more than quadrupled, the number of men 
employed has gone up less than 50 per cent—and half the present 
employes have come with the railroads since Pearl Harbor. Manpower 
shortages on the railroads cannot, in general, be made up by the 
adoption of a longer work week, since the hours of railroad employes 
actually on duty, averaging more than 51 hours per week already, 
are among the highest in any industry. To secure more men, with 
military manpower needs steadily increasing and with growing demands 
from other war industries, is becoming increasingly difficult. Indeed, 
under the new selective service policies, the railroads are faced now 
with the loss of a large percentage of the approximately 55,000 men 
below the age of 30 who have heretofore been deferred by reason of 
thir occupation. The most crucial problem immediately ahead for the 
railroads undoubtedly is that of securing and retaining enough help 
to do the job. 

But that the job shall not be done is unthinkable. It is, if any 
one job is, the basic task in America—the task upon whose successful 
performance depends the transportation of nearly three-quarters of 
all our freight load, of nine-tenths of our war freight, and indeed 
the whole life and work of this continent upon which depends victory 
all over the world. 


RAIL FINANCIAL DATA 


At the end of December, 1944, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $4,493,062,525, including $925,092,409 in cash, as compared 
with $4,493,496,247, including $1,228,473,520 in cash, at the end 
of December, 1943, according to a statement No. M-125, se- 
lected income and balance-sheet items of those roads, prepared 
by the Commission’s Bureau of Transport Economics and Statis- 
tics. 

The statement showed that $115,355,672 of funded debt 
would mature within six months from December 31, 1944. This 











Revenue Freight Leading 


The Traffic World Washington Bureau 


Revenue freight loading the week ended March 10 totaled 
766,290 cars, according to the Association of American Rail- 
roads. This was 18,974 cars or 2.4 per cent below the preceding 
week, 13,975 cars or 1.8 per cent below the corresponding week 
of 1944, and 2,755 cars or four-tenths of one per cent below 
the corresponding week of 1943. 





TRAFFIC WORLD 


compared with funded debt of $104,908,328 matured in the com. 
parable period of last year. 


Total current liabilities stood at $2,831,636,260 at the eng 
of December, 1944, as against $2,924,434,361 at the end of De 
cember, 1943. Included in the current liabilities was accrueq 
tax liability of $1,726,727,911 at the end of December, 1944 as 
against $1,727,509,913 at the end of December, 1943. U. § 
Government taxes accounted for $1,602,887,696 of the accruej 
tax liability at the end of December, 1944, as against $1,602. 
333,664 at the end of December, 1943. 


CHANGES IN PARCEL POST RATES 


The House committee on post office and post roads, jp 
an executive session, March 15, ordered reported H. R. 25) 
the bill introduced by Representative Murray, of Tennessee, tp 
establish mail rates on fourth-class matter (parcel post), other 
than books and catalogues, higher than the present basic rates 
and to repeal the provision of the revenue act of 1943 increas. 
ing all fourth-class mail rates, in the period of the war anq 
for six months thereafter, by 3 per cent or 1 cent, whichever 
is greater (see Traffic World, March 10, p. 587). 


In an open session prior to the executive session, the com. 
mittee invited comment on the bill by persons who had not 
yet testified on it and who wished to be heard, but none re. 
sponded to the invitation. Later, it was stated, a representative 
of the American Farm Bureau Federation submitted a state. 
ment for inclusion in the record of the hearings on the bill. 





MAIL TO FRANCE 


Effective immediately the limited mail service to France 
is extended to include printed matter, not exceeding one pound 
in weight, Postmaster General Walker has announced. The 
postage rate is 1% cents for each two ounces, according to the 
department statement continuing as follows: 


The service is restricted to periodicals and newspapers mailed direct- 
ly by a publisher in this country to a publisher, an agent, or a sub- 
scriber in France; and to other types of printed matter mailed directly 
by a commercial firm or publisher. 

Forwarding or remailing any article of printed matter for France 
is prohibited. Publications containing technical data must comply with 
the licensing requirements of the Foreign Economic Administration, 

Previously, mail service with France has been restricted to non- 
illustrated post cards, letters, and letter packages. The limited mail 
service is available to the whole of continental France with the excep. 
tion of the departments of Moselle, Bas-Rhin and Haut-Rhin, and the 
territory of Belfort. 





NEW CLARK AUTOMOTIVE PRODUCTS 


The Clark Equipment Co., of Buchanan, Mich., has an- 
nounced two new products—a trailer axle providing separate 
wheels for dual tires, and a booster unit—as ready for “post- 
war promotion.” The company says that the new axle permits 
each wheel to rotate independently of the other, with its own 
braking mechanism, and that the new axle compares in weight 
with other types of axles of the same capacity. Models of the 
unit booster have been built for Chevrolet and Ford trucks, and 
designs have been completed for other makes of 114-ton trucks, 
according to the company. 


NEW BRITISH PASSENGER COACHES 


End doors and car-length corridors have been replaced by 
two transverse passages, nearer the middle of the coach, with 
doors opposite each, in new type passenger coaches put in 
operation on the London, King’s Cross-Edinburgh route, ac- 
cording to T. D. Slattery, general traffic manager of British 
Railways headquarters in New York. He describes the trans- 
verse passages as dividing the car into six compartments, 
accommodating 36 passengers. Placing the doors along the 
length of the train, he says, will result in better distribution 
of passengers on platforms, and the new coaches will afford 
greater privacy in the vicinity of the lavatories at the extreme 
ends of the coaches. 


Revenue Freight Car Loading—Week Ended Saturday, Mar. 10 


Grain and Live 
grain-prod. stock Coal 
{ 1945 40,644 13,267 157,125 
ns bakes eaniac aa { 1944 45,506 14,247 171,343 
| 1943 48,599 12,504 178,481 
Preceding week March 3.......... 1945 41,380 13,995 162,693 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 10.7 6.9 8.3 
Per cent increase over............ 1943 6.1 
Per cent decrease under.......... 1943 16.4 12.0 
{ 1945 424,626 144,996 1,651,185 
Cumulative 10 weeks to Mar. 10. { 1944 528,522 155,996 1,794,916 
| 1943 498,449 130,940 1,714,498 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 19.7 | 8.0 
Per cent increase over............ 1943 10.7 
Per cent decrease under.......... 1943 14.8 3.7 


Forest Mdse. 
Coke Products Ore L.C.L. Miscellaneous Total 
14,946 42,443 16,555 97,652 383,658 766,20 
14,918 43,929 13,241 104,130 372,951 780,265 
14,821 42,308 14,812 96,630 360,890 769,045 
15,312 41,069 14,394 107,030 389,391 785,264 
2 25.0 2.9 
3.4 6.2 18 
8 - 11.8 1.1 6.3 , 
145,747 393,123 121,233 983,057 3,738,828 7,602,195 
152,144 424,355 139,369 1,016,418 3,668,254 7,879,914 
151,042 387,589 140,129 905,329 3,556,358 7,484,354 
1.9 
4.2 7.4 13.0 3.3 3.5 
1.4 8.6 5.1 16 
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Santa Fe’s War Traffie 


Threefold Increase in Transcontinental Traffic Made Pos- 
sible by Extensive Alterations and the Addition of 
Many Diesel-Electric Freight Locomotives 


* Increases in traffic in the war years, running well over 
200 per cent in gross ton miles, and 300 per cent in net 
ton miles, have been handled successfully by the Atchison, Topeka 
and Santa Fe Railroad. Important changes and additions to 
plant and motive power have made the job possible. These 
changes and additions, made under the difficulties of war- 
time materials restrictions and under the stress of manpower 
difficulties, include the increase of the Santa Fe’s fleet of giant 
diesel-electric freight locomotives to 68. 


The weight of the increased traffic is felt particularly on 
the railroad’s two desert divisions, the .Albuquerque Division 
and the Arizona Division. On the Albuquerque Division, gross 
ton miles totaled 4,206,321,000 in 1939, 11,354,998,000 in 1943, 
and 13,828,499,000 in 1944, an increase of 230 per cent in the 
five year period. On the Arizona Division the gross ton miles 
rose 217 per cent in five years, from 4,042,384,000 in 1939, to 
10,461,382,000 in 1943, and 12,815,523,000 in 1944. 


The percentage increase in net ton miles on the two di- 
visions was even greater. On the Albuquerque Division, where 
1,272,423,000 net ton miles were handled in 1939, the figure 
went up to 4,351,993,000 in 1943, and 5,334,838,000 in 1944, an 
increase in the five year period of 327 per cent. On the Arizona 
Division, the increase in net ton miles in the same period was 
almost an even 300 per cent, from 1,265,329,000 in 1939, to 
4,138,227,000 in 1943, and 5,053,486,000 in 1944. 

All Santa Fe transcontinental traffic must traverse those 
two divisions which are, except for a short stretch west of 
Winslow, Ariz., entirely double tracked. The divisions, how- 
ever, include unusual grades. Westbound, a grade of 1.42 
begins at Winslow and continues almost unbroken for 65 miles. 
Westward from Williams, Ariz., there is a grade of 3.4 to 
Supai, Ariz., followed by more than 19 miles descending at 
2.6 and 1.8, over winding rails. These grades, heretofore, have 
required much double-heading of locomotives in both directions 
and the scarcity of water supply in the region required the 
hauling of large quantities in tank cars. 


Diesels Help Out 


The freight operations between Winslow and Barstow, Cal., 
have been converted almost entirely to diesel-electric opera- 
tion. The 68 four-unit diesel-electric locomotives, each with a 
horsepower rating of 5400, haul all mainline freight trains, 
except the locals, over the two divisions. These locomotives 
have an average utilization of over 10,000 miles a month. 
Double-heading has been largely eliminated. Single steam loco- 
motives can not handle more than 2000 tons over the grades, 
but the new diesels handle between 3400 and 3500 tons with- 
out helper service over the entire 459 miles, except on the 
stretch from Ash Fork, Ariz., to Supai, 23 miles eastbound. Up 
to 6000 tons are handled by one diesel four-unit locomotive east 
of Winslow. This has made possible great simplification of the 
yard operations at Winslow. 

_ The new motive power has also made possible the elimina- 
tion of many water stops. In earlier years, when the Santa Fe 
was handling only a third of its present traffic, it was necessary 
to haul 1,000,000 gallons of water daily into Ash Fork. At 
present, the total is 360,000 gallons daily, for use in main line 
passenger service and on passenger and freight trains south 
from Ash Fork to Phoenix, Ariz. The hauls of water into 
Angell, Ariz., and Williams have also been greatly reduced. 

Further efficiencies and economies come from the use on 
the new diesel-electric locomotives of dynamic brakes. These 


New and modern shops for diesel-electric 
locomotive servicing and repairs in the 
Santa Fe yards at Barstow, Calif. 





665 


operate on the locomotive only, by a process of reversing the 
rotation of the motors and feeding current back into grids for 
dissipation on downgrades. For the most part, application of 
brakes to car wheels is wholly unnecessary, and even on steep 
downgrades, such as the 2.6 between Supai and Ash Fork, only 
occasional application of car wheel brakes is used. Where for- 
merly cars for the servicing of wheels were on the road con- 
stantly, none are now operated. 

The availability of the diesel-electric freight locomotives 
is high, averaging 91.5 per cent of total hours of the month in 
actual use on trains. Locomotives brought into terminals not 
requiring repairs average 2 hours 30 minutes at the Winslow 
terminal before returning west on trains. Including diesel- 
electric locomotives repaired at those shops, the average turn- 
around is 6 hours 20 minutes. At Barstow, new locomotives 
which have controls at each end and do not, therefore, have 
to be turned around, are in and out in an average of an hour 
and a half. 

Heavy repairs are accomplished at San Bernardino, Cal., 
82 miles west of Barstow, at the Santa Fe’s main shops. Addi- 
tion of facilities at Barstow, however, is making it possible to 
do more of the work there. 


Movement Records 


On November 28, 1944, 1644 carloads were handled west- 
bound out of Winslow, and 1301 cars inbound from the west. 
Many of the latter were empties, because the preponderance 
of the transcontinental traffic on the line is now westbound 
and because November is off-season for the eastbound move- 
ment of California and Arizona perishables. On that day, 26 
freight trains departed for the west from Winslow and 21 
freight trains arrived from the west. In addition there was the 
daily average of 20 passenger trains in each direction. Elimi- 
nation of freight train stops for water, enabling them to reduce 
their interference with passenger movements, the absence of 
helper movements and the reduction of time of freight trains 
on sidings makes such records possible. This is illustrated 
by the record of a recent run, as follows: 

The train passed the western yard limits at Winslow at 
2.03 p. m., with 69 loads, hauling 3485 tons. After a steady 
climb all the way, Flagstaff was passed at 4:16 p. m., the 58.5 
miles, largely on 1.42 per cent ascending grade, having been 
run in 2 hours 13 minutes. At 5:42 p.m.; the train arrived at 
Supai, where the first stop was made to set up the retainers for 
the drop down the 2.6 per cent grade into Ash Fork. Thus the 
train ran 95.7 miles non-stop in 3 hours 40 minutes, climbing 
stiff grades most of the way. 

Speed was rigidly limited to 15 m.p.h. on the sharp de- 
scending grade and curves for 19.6 miles into Ash Fork, which 
station was passed at 7:02 p.m., or 5 hours for the 115.3 miles 
from Winslow. The 27.5-mile climb from Ash Fork to Seligman, 
Ariz., involving approximately 10 miles of 1.42 per cent ascend- 
ing grade was made in 1 hour 26 minutes and, after changing 
crews, the train departed westward over the Arizona division 
within a few minutes. The entire run of 142.7 miles over this 
district was made with nearly 3,500 tons in 6 hours 26 minutes, 
with only one brief intermediate stop. This was by no means 
an insolated performance as indicated by a study of the train 
sheets and by the fact that three more diesel-powered freight 
trains pulled into Seligman immediately after the first one 
arrived, two of which had made the same time, while the third 
had run the distance ten minutes faster. These trains, also, 
had made no stops except at the Supai summit. 


Improvements Inventoried 


Principal improvements on the Santa Fe since January 1, 
1942, are as follows: 


Purchase of additional Diesel-electric locomotives, so that its fleet 
now consists of 15 passenger, 68 freight and 123 switch engines—a 
total of 524,960 horse power, the largest of any railroad. Complete 


Center: Four of the Santa Fe’s_ giant 

freight diesel-electric locomotives. Below: 

The new double-track Topock bridge across 
the Colorado River. 
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dieselization for freight service of line (459 miles) Winslow, Ariz., to 
Barstow, Cal. 

Construction of new diesel shops and repair facilities at Winslow 
and Barstow. 

Construction of new bridge across Colorado River near Topock, Ariz. 

Acquisition of 30 mountain type and 25 Santa Fe type steam locomo- 
tives, a total of 55, which have been added to its already large fleet 
of steam power. These new steam locomotives represent the last word 
in steam engines, and the 25 Santa Fe 5,000-class engines are among 
the most powerful steam locomotives in the country today. Most of 
these were received during 1944. 

Santa Fe track work during the past two years and at the present 
time, in addition to normal maintenance, has been geared to producing 
a railroad with a potential speed capacity of better than 100 miles 
per hour by the reduction of curves and grades, the laying of heavier 
rail, and the insertion of new ties. New rail being put into its main 
line is 131-pound steel. An average of more than 2,000,000 new ties 
per year have been inserted in the past three years. 

Extension or relocation of existing sidings and passing tracks at 246 
locations, involving a total of 128 miles of new sidings and passing 
tracks, and the laying of 81 miles of new double track at strategic 
locations, making a total of 209 miles of new track since January 1, 
1042, for these purposes alone. 

Enlargement and extension of yards at 24 important terminals, and, 
at eight of these terminals, the building of new heading-out and auxil- 
jary tracks. 

Installation, since January 1, 1942, of 346 miles of centralized traffic 
control. At the conclusion of its present centralized traffic control 
program Santa Fe will have a total of 520 miles in operation. Cen- 
tralized traffic control on a single track railroad increases the capacity 
of the track from 50 per cent or more. 

Enlargement and improvement of its communications system to the 
point where it now has the largest privately owned communication 
system in the world. Briefly, it consists of 13,148 miles of pole line, 
23,659 miles of physical telephone circuits for local message service, 
18,054 miles of telephone carrier channels, which are the equivalent 
of 36,108 miles of wire; 55,210 miles of printing telegraph carrier chan- 
nels, 25,485 miles of multiplex printing telegraph channels and 412 tele- 
type machines. Currently this system is carrying about 63,632,000 
written telegrams and telegraphic reports and 91% million long distance 
telephone conversations yearly. 

Santa Fe signal system 6,470 miles of tracks equipped with auto- 
matic block signaling. 





Moore on Motor Transport 


Speaking at a forum meeting of the Junior Traffic Club 
of Chicago March 15, Chester G. Moore, chairman of the board, 
Central Motor Freight Association, and secretary of the Amer- 
ican Trucking Associations, Inc., deprecated the idea of “huge 
transportation companies, offering every kind of transport, 
highway, air, rail and waterway, possibly even pipeline.” He said 
he had spent a great deal of time and effort in the development 
of coordinated air and highway service and believed that “we 
can develop coordination in transportation service between 
trucks and rails without the necessity of concentration of own- 
ership, provided the railroads will cooperate.” 

Paying tribute to the “grand job” the railroads were doing, 
Mr. Moore said truck transportation had been a fine thing for 
the railroads. Touching on one problem for the railroads, aris- 
ing out of truck competition, which he characterized as “the 
superior speed of motor transport,” Mr. Moore said the way 
the railroads had met this problem was adequate proof of the 
continuing need for lively competition between independent 
agencies of transportation. He said it was significant that the 
railroads’ achievements were not the result of any phenomenal 
discoveries or inventions, “but were made possible simply 
through the exercise of ingenuity and the junking of bewhisk- 
ered traditions.” 

He said the trucking industry, both in its private carrier 
and for-hire branches, was concerned about current agitation 
for the formation of huge transportation companies. 

“We recognize that the movement appears to be almost en- 
tirely promotional—that it is in no wise spontaneous, and that 
it seems responsive to no particular need within the field of 
transportation,” he said. “On the other hand it is being man- 
aged most adroitly, with marked cleverness and considerable 
vigor. As a result it will appeal, no doubt, to a great many 
people who like their opinions pre-digested as well as to some 
who sincerely believe that this time, in contrast to most of re- 
corded history, sweeping grants of power to a few individuals 
will not be abused.” 

He said the trucking industry was in favor of coordination 
of transportation facilities, not mandatory, but rather ‘that in- 
telligent coordination which surely can be brought about be- 
tween types of transportation, once the systems of transport 
make up their minds to achieve effective teamwork.” 


RUBBER PRODUCTION 


A sharp increase .in the 1945-46 program for production of 
synthetic rubber in the United States is necessary in order to 
meet military and essential civilian transportation require- 
ments, according to the Rubber Reserve Company, a subsidiary 
of the Reconstruction Finance Corporation. 
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At the same time, the Rubber Reserve Company reported 
that United States production of synthetic rubber in 1944 
totaled 763,255 long tons, a figure exceeding the average an- 
nual tonnage of natural rubber consumed in this country in 
the pre-war years 1937-41, inclusive. Continuing, it said: 


Production scheduled for 1945 is, in round figures, 1,000,000 tons or 
31 per cent more than last year, and for 1946, 1,200,000 tons, or 5 
per cent above 1944 production. These amounts exceed average annual 
world consumption of rubber in the ten years preceding the outbreak 
of the war. Largest world consumption for any pre-war year was 
1,108,000 tons in 1939. To reach the wartime goals ahead, the Rubber 
Reserve Company will be obliged to increase production to 130 per cent 
of present rated capacity by mid-year and, to meet the 1946 goal, 
production must be jumped to 145 per cent of present rated capacity, 
Above-capacity operations are possible because research, scientific devel. 
opment, and operating experience have led to many refinements jn 
production techniques. 

In winning the race against time to establish a new synthetic rub. 
ber industry in this country before crude rubber stocks have become 
exhausted, the Rubber Reserve Company and 47 chemical, rubber, petro- 
Jeum and industrial companies operating 51 plants have cooperated in 
solving difficult technical, engineering and production problems. 


Tire Production 


Restrictions on the use of crude rubber in the manufacture 
of large truck tubes and further limitations on the use of car- 
bon black for a number of rubber products are affected by 
Amendment 4 to Rubber Order R-1 issued by the War Produc- 
tion Board. 

According to officials of W. P. B.’s Rubber Bureau, the 
effect of the first part of the order will be that, within six 
weeks, all conversion from crude to synthetic rubber in the 
large size truck and bus tubes will be completed. Beginning 
April 1, all 16.00 and 18.00 inch cross-section tubes must be 
made with synthetic instead of natural rubber. After May 1, 
no 21.00, 24.00, 30.00 or 36.00 inch cross-section tubes may be 
made with natural rubber. 

G-R-I (Butyl) will be made available for use as a substi- 
tute to natural rubber. Butyl synthetic rubber was a special 
purpose synthetic that retained air much better than crude 
rubber, said W. P. B., adding: 

The conversions to synthetic rubber in the tube program will 
result in a saving of approximately 1,000 long tons of natural rubber 
a year. As current schedules for heavy duty tire production require 
more natural rubber than presently estimated imports, it is highly 
important that every step possible be taken to restrict consumption of 


natural rubber to preserve the dwindling stockpile, now less than 
100,000 tons. 
The Rubber Bureau estimates a saving of 250,000 pounds a month 
of new carbon black by the restrictive measures announced today. 
Directions 2, 3, 7, 8 and 10 changing Lists 24 and 25 of Appendix II 
to Rubber Order R-1 are revoked by the new amendment. 


The Rubber Bureau of the War Production Board has 
announced additional projects in the heavy tire expansion pro- 
gram for which the Defense Plant Corporation has authorized 
funds as follows: B. F. Goodrich Co., Akron, O., $250,000, in 
addition to $300,000 heretofore authorized; Pharis Tire and 
Rubber Co., Newark, O., $450,000, bringing to $1,450,000 for 
that company; Dayton Rubber Manufacturing Co., Dayton, O., 
$500,000, bringing to $1,500,000 for that company; Bearfoot 
Sole Co., Inc., Wadsworth, O., $200,000 of an estimated $550,000; 
and Oliver Tire and Rubber Co., Emeryville, Calif., $200,000 
of an estimated total of $400,000. 





U. S. RUBBER RAYON CORD TIRE 

The Fisk Tire division of the United States Rubber Co. 
announces that a new type of truck tire built of rayon cord is 
now in mass production. A new method of construction, ac- 
cording to the announcement, requires fewer plies, and has 
made possible an increase of about 10 per cent in production. 
It says that synthetic tire performance has been increased as 
much as 375 per cent with the use of rayon in tire cord, as 
compared with the use of cotton cord. : 

The Fisk division was said to have expanded its production 
facilities substantially over pre-war capacity in an effort to 
meet current shortages in military tires. 





IMPROVED FORD ENGINE FOR TANKS 


The General Pershing tank, described by Undersecretary 
of War Patterson as “the most powerful tank ever built, 
weighing 43 tons and mounting a 90-mm. cannon, is powered 
by a new model Ford engine. The engine has eight cylinders, 
is liquid cooled, and develops 500 horsepower. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Air Transportation 





Money for C. A. A. and C. A. B. 


Apprehension over “the tremendous cost of maintaining 
and operating our federal airways system” was expressed by 
the House appropriations committee in a report submitted by 
jt on an appropriation bill providing money for the State, 
Justice and Commerce Departments, the judiciary and the 
Federal Loan Agency for the fiscal year ending June 30, 1946, 
including $41,537,000 for the Civil Aeronautics Administration 
and $1,700,000 for the Civil Aeronautics Board, agencies within 
the Department of Commerce. f 

“While the original objective, as expressed in legislation 
creating the Civil Aeronautics Administration, to foster and 
promote the development of aviation in this country, should 
continue to be the policy,” the committee said, “the committee 
is wondering whether or not the time has arrived for this 
government to place itself in the position of being at least 
partially reimbursed for the services that it is rendering the 
aigplane industry, through means other than income taxes 
collected from the operating companies and officials thereof. 
There is no doubt but that the impetus which aviation will 
receive after the war will greatly increase the amount of ap- 
propriations being currently made, and while this thought of the 
committee should not be construed as a desire in any way to 
retard the growth of aviation in this country, it does neverthe- 
less suggest that the officials of the Department of Commerce 
and the Civil Aeronautics Administration give this matter their 
serious consideration.” 

The committee observed in its report that the budget esti- 
mates for the C. A. A. and the C. A. B. for the next fiscal year 
were $42,574,000 and $1,725,000, respectively. The committee 
reduced by $427,000 the budget request of $9,827,000 for estab- 
lishment of air navigation facilities by the C. A. A. and cut 
$300,000 from the budget request for $24,300,000 for mainte- 
nance and operation of such facilities by the C. A. A. It allowed 
$675,000 of $700,000 requested for technical development by the 
Cc. A. A., and reduced to $3,050,000, from $3,112,000 requested, 
the amount for C. A. A. safety regulation. The committee 
recommended a reduction to $300,000 of the amount of $425,000 
sought by the C. A. A. for its airport advisory service. It ap- 
proved, for maintenance and operation of C. A. A. aircraft, 
$850,000 as against a budget estimate of $900,000, and left 
undisturbed a budget request of $582,000 for the Washington 
National Airport, managed by the C. A. A. 


Air Navigation Facilities 


The item for establishment of air navigation facilities, the 
committee said, represented an increase of about $5,000,000 
over the amount appropriated for the current fiscal year and 
was to be spent nearly entirely for “the proper and safe 
operation of our federal airways system.” About $5,000,000 of 
the total of $9,400,000 approved for such facilities, it said, 
would be used for expansion of the radio-range program, initi- 
ated in 1942 with a view to ultimate conversion of the entire 
federal airways radio system from the present frequencies to 
vary high frequencies made available to the C. A. A. It added 
that the current year’s appropriation provided for 37 such 
installations and that the amount approved for 1946 would 
provide for installations on 16 additional airways. About $2,- 
400,000 would be used for the purchase of airport instrument 
landing systems, whereby aircraft properly provided with very 
high frequency receiving instruments might be navigated to 
safe landing in poor weather and without reference to ground 
visibility, said the committee. 

The committee expressed in its report a belief that “a 
certain amount” of duplication existed between the C. A. A. 
and the National Advisory Committee for Aeronautics in the 
field of technical development, and suggested that in the future 
these two agencies “clear, or at least coordinate, this type of 
activity with each other.” 


Advisory Service 


With respect to the $300,000 approved for airport advisory 
Service, the committee said the purpose of this item was to 
furnish expert advice to state aeronautics commissions and 
other state agencies and various local government planning 
organizations about engineering, state and municipal airport 
egislation, airport management and operation, and airport 
buildings. The committee suggested that studies be made “with 
a view to charging for, or at least rendering on a reimbursable 

1S, Some of the service that is now being given without cost.” 
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The committee said the amount for maintenance and operation 
of aircraft was based on the operation of 231 planes used by 
the C. A. A. for, among other things, the constant testing and 
checking of the federal airways facilities and equipment. 

The appropriation for the Civil Aeronautics Board, the 
committee said, represented an increase of $342,000 over the 
appropriation for the current fiscal year, and the increase in- 
cluded $209,000 for personal services to cover the cost of 
salaries of 70 additional positions. 

“Most of the new positions, or 47 in number,” it continued 
“will be for the economic bureau, made necessary by the 
increasing amount of work in connection with studies on new 
route analyses, studies necessary to the establishment of mail 
routes for domestic and international carriers, and for personnel 
for the handling of traffic work and activities dealing with 
interlocking relationships in the aircraft operation field. The 
amount of the increase seems justified to the committee in the 
light of the comprehensive planning that must be done for 
maintaining this country’s position in the air world. 

“The amount recommended includes $96,000 for the pur- 
chase of aircraft needed primarily in the investigation of air 
accidents. . . .” 


Federal-Aid Airport Bills 


Testifying at the opening of hearings by the aviation sub- 
committee of the Senate commerce committee on two bills to 
authorize expenditures of federal-aid funds for postwar con- 
struction of airports, Secretary Wallace, of the Department of 
Commerce, asserted that prompt enactment of legislation au- 
thorizing a federal-aid airport program, followed by appropria- 
tion of adequate funds for the preparation of plans, was neces- 
sary to pave the way for postwar absorption by civil aviation 
of many of those who had obtained training and skill as pilots 
or as aircraft industry workers in the war period. 


The bills considered by the subcommittee in the hearings 
were S. 2, introduced by Senator McCarran, of Nevada, calling 
for expenditures of federal funds of $100,000,000 a year for 
five years for construction of airports, and S. 34, introduced by 
Senator Bailey, of North Carolina, chairman of the Senate 
commerce committee and of its aviation subcommittee, propos- 
ing federal contributions of $80,000,000 for ten years for an 
airport development program. 


“Forecasts are not mathematical certainties, but there is 
good evidence for believing that by two years after the defeat 
of Japan civil aviation can furnish employment to 150,000 per- 
sons,” said Secretary Wallace. “Eight to ten years after ‘V-J 
Day’ it is quite possible that 400,000 workers will be supported 
directly or indirectly by civil aviation. The total revenues of 
the civil aviation industry—manufacturing and transport—were 
this goal reached, would be some $1,700,000,000.” 

Expansion of the airport system would have a major in- 
fluence on the rate of growth of the civil aviation industry, par- 
ticularly with respect to manufacture and use of private planes, 
he averred. He said the nation’s 19-billion-dollar aircraft in- 
dustry, now employing 1,700,000 workers, must undergo “very 
drastic deflation” in the postwar years, but that “the shock of 
that deflation can be eased and the industry started on an 
upward trend if we act promptly to utilize for constructive 
civil purposes the vast store of pent-up technical knowledge 
developed by the war.” Widespread acceptance of the airplane 
for private flying, he declared, could not be accomplished with- 
out a great improvement in the national system of airports, and 
that improvement could only be achieved on a sound and or- 
derly basis by sound federal-aid airport legislation. Contin- 
uing, be said, in part: 

There is no doubt in my mind that over a period of years ex- 
penditures of this nature will prove to be a sound investment, as our 
investment in highways has proved sound. 

In fact past government assistance to civil aviation has proved an 
investment in the best sense of the term. The government has recouped 
its entire accumulated deficit from domestic air mail payment since 
1918—a deficit which once reached $200,000,000. The excess of stamp 
revenues over the total outlay by the Post Office for this service is 
now running at the rate of over $100,000,000 a year. Our great domestic 


air transport industry has thus been created at no net cost to the gov- 
ernment. ... 

The planning of airport projects is a lengthy process, and the 
actual construction of runways and buildings requires substantial addi- 
tional periods of time. The airport program laid before you in the C. A. 
A.’s report of last November will be refined and modified in future annual 
revisions, but the initial planning can and should begin soon. Prompt 
authorizing legislation followed by the appropriation of adequate funds 
for the preparation of plans is necessary. The rate of actual construc- 
tion, and the time when it is to start will, of course, be determined 
by the Congress by the appropriations which it grants later to actually 
implement the program. The size of the appropriations will naturally 
be governed by the financial condition of the nation and the apparent 
aeronautical requirements at the time. 

The vital thing now is to establish a sound and progressive national 
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policy in this all-important field by the passage of basic federal-aid 
airport legislation. 


Secretary Wallace said he planned to learn to fly, so as to 
familiarize himself with the field of civil aviation. : 

Frederick G. Hamley, general solicitor of the National 
Association of Railroad and Utilities Commissioners, advising 
members about the hearings on S. 2 and S. 34, said that the 
two bills contained provisions that might be construed in such 
a way as to prevent the states from collecting air commerce 
regulatory or application fees of any kind. He said that Con- 
gress presumably would deal directly with the question of state 
regulation of intrastate air commerce in the course of con- 
sideration of the several air commerce regulation bills that 
were now pending, and that it would be a simple matter to 
clarify the indicated provisions of S. 2 and S. 34 so as to omit 
entirely from those bills the matter of state regulation. 


Air Certificate Applications 


Almost simultaneously, two domestic air carriers have 
filed with the Civil Aeronautics Board applications for substan- 
tially similar additional routes, serving as principal additional 
stops the cities of Columbus and Cleveland, O., and Detroit, 
Mich. One of these applicants is Eastern Air Lines, Inc., of New 
York City, and the other is Delta Air Corporation, of Atlanta, 
Ga. Both applications were received by the C. A. B. within a 
two-hour period on March 12. 

Eastern, in its application, docketed as No. 1795, requests 
amendment of its certificate for its Chicago-Jacksonville (Fla.) 
route, designated as route 10, so as to extend it from the inter- 
mediate point Louisville, Ky., to Detroit, via Cincinnati, O.— 
Covington, Ky., Middletown, Dayton, Springfield, Columbus, 
Piqua, Lima, Findlay and Toledo, O., and from Louisville to 
Cleveland, via the same intermediate points to and including 
Columbus and thence via Marion, Mansfield-Ashland, and 
Akron-Canton, O. Eastern also asked amendment of its certi- 
ficate for route No. 10 so as to permit inclusion of Evansville 
and Terre Haute, Ind., as additional intermediate stops. 

Delta’s application, docketed as No. 1796, proposed exten- 
sion of its Atlanta-Cincinnati route (No. 54) from Cincinnati 
to Cleveland and Detroit via Columbus, O., serving Akron-Can- 
ton as an intermediate point between Columbus and Cleveland, 
and Toledo as an intermediate point between Columbus and 
Detroit. 

Other new applications, including requests of Braniff Air- 
ways and Pennsylvania-Central Airlines for new route mileage, 
received by the C. A. B., follow: 


No. 1786, Richard W. Putnam and I. V. Bartlemay, Hanover, N. H. 
scheduled transportation of mail and property by pick-up method over 
two circle routes out of Springfield, Mass., serving designated points 
in Massachusetts, Vermont, New Hampshire and Maine. 

No. 1788, Pennsylvania-Central Airlines Corporation, Washington, 
D. C.; scheduled transportation of persons, property and mail between 
Pittsburgh, Pa., and Memphis, Tenn., via Columbus and Cincinnati, O., 
Louisville, Ky., and Nashville, Tenn. 

No. 1789, Pennsylvania-Central Airlines Corporation; scheduled 


transportation of persons, property and mail between Cleveland, O., 
and Chicago, Ill. 


No. 1790, Pennsylvania-Central Airlines Corporation; scheduled 


transportation of persons, property and mail between Pittsburgh, Pa., 
and Chicago. 


No. 1794, Braniff Airways, Inc., Dallas, Tex.; scheduled transporta- 


tion of persons, property and mail between Chicago and Detroit via 
South Bend, Ind. 


No. 1797, Ohio Air Express Corporation, Columbus, O.; scheduled 
transportation of persons, property and mail over various routes, as 
follows: Detroit-Cincinnati, Louisville-Erie (Pa.), Indianapolis-Pitts- 
burgh, South Bend-Louisville, Detroit-Lexington (Ky.), South Bend- 
Pittsburgh, Indianapolis-Cleveland, Cleveland-Pittsburgh, Columbus- 
Parkersburg (W. Va.), and Columbus-Cincinnati. 


In No. 1787, Expreso Aereo Inter-Americano Agency, Inc., 
has asked the C. A. B. to amend its temporary foreign air car- 
rier permit so as to authorize the transportation of mail from 
the Republic of Cuba to the United States. 


AIRLINE CONTROL APPLICATIONS 


The Civil Aeronautics Board has received several new 
applications for authorization of corporate relationships, in- 
volving air carriers, now existing or proposed to be effected 
by acquisition of control of such carriers. 

In No. 1791, Braniff Airways, Inc., has sought authority 
for acquisition of control of Kansas City Airways, Inc. 

In No. 1785, Spartan Aircraft Co., of Tulsa, Okla., has 
requested approval by the C. A. B. of control of Spartan 
Airlines, Inc., by Spartan Aircraft Co. 

In No. 1792, Cincinnati & Lake Erie Transportation Co., 
of Dayton, O., The King Brothers Co., and The Ohio Bus Line 
Co., of Cincinnati, have asked the board to approve control 
by them of Dayton & Western Ohio Airlines, Inc. 
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Red Star Way, Inc., of St. Clairsville, O., has asked the 
board, in No. 1793, to approve relationship between this ap. 
plicant and certain other corporations. 





Air Cargo in the Arctic 


“In a demonstration of Army-Navy teamwork ‘on the roof 
of the world,’ the Air Transport Command flew more than 
200,000 pounds of bulky cargo across the Arctic Circle lag 
month to support the navy’s oil drilling project at Poin 
Barrow,” says the War Department. 

‘It was the most northerly such operation ever under. 
taken by the globe-girdling A. T. C. Point Barrow lies within 
a few hours’ flying time of the North Pole. 

“At Point Barrow, the weather is so unpredictable that 
cargo-laden planes have been unable to break through the 
fog for a landing and have been forced to refly the hazardous 
journey back to Ladd Field with their loads. The round-trip 
from here is more than 1,000 miles. Navigational aids are 
sketchy. It was tough cargo to wrestle, including five-t.n sleds 
that had been used on the Army’s Canol project at Norman 
Wells, Canada; snow jeeps weighing better than 2% tons, 
lighting plants, lumber, gasoline and fuel oil,” said the de. 
partment. 

“The great wooden-beamed sleds had to be taken apart 
before they would fit into the Skytrains. Some of these single 
sections weighed upwards of a ton.” 


W. P. B. Aviation Cemmittees 


The War Production Board has announced membership of 
two civilian aviation industry advisory committees—the airlines 
industry advisory committee and the aircraft manufacturers 
industry advisory committee—whose functions, according to an 
earlier announcement, include consideration of questions in- 
volving shortages of materials, manpower, etc., and require- 
ments for maintenance of production or operations (see Traffic 
World, March 10, p. 601). : 

The W. P. B. said the first meeting of the airlines industry 
committee would be held March 21, and that the aircraft manu- 
facturers group would hold its first meeting April 24. It said 
the government’s presiding officer of both committee’s would 
be Henry P. Nelson, director of the W. P. B. aircraft division. 

The membership of the airlines industry advisory commit- 
tee is as follows: . 


Halsey R. Bazley, president, All American Aviation, Inc.; Ralph 
Damon, vice president and general manager, American Airlines, Inc.; 
John E. Slater, executive vice president, American Export Airlines, 
Inc.; T. E. Braniff, president, Braniff Airways, Inc.; Carleton Putnam, 
president, Chicago & Southern Airlines, Inc.; Sigmund Janas, president, 
Colonial Airlines, Inc.; Robert F. Six, president, Continental Air Lines, 
Ine.; C. E. Woolman, vice president, Delta Air Corporation; E. V. 
Rickenbacker, president, Eastern Air Lines, Inc.; Stanley C. Kennedy, 
president, Hawaiian Airlines, Ltd.; C. T.-Baker, president, National 
Airlines, Inc.; Paul F. Collins, president, Northeast Airlines, Inc,; 
Croil Hunter, president, Northwest Airlines, Inc.; Franklin Gledhill, 
vice president, Pan American Airways, Inc.; Harold J. Roig, president, 
Pan American-Grace Airways, Inc.; C. Bedell Monro, president, Penn- 
sylvania-Central Airlines, Corp.; Jack Frye, president, Transcontinental 
& Western Air, Inc.; W. A. Patterson, president, United Air Lines, 
Inc.; Leo H. Dwerlkotte, executive vice president, Western Air Lines, 
Inc., and J. W. Miller, president, Mid-Continent Air Lines. 


The membership of the aircraft manufacturers’ industry 
advisory committee is as follows: 


Ernest R. Breech, president, Bendix Aviation Corp.; Clayton J. 
Brukner, president, The Waco Aircraft Co.; LaMotte T. Cohu, president, 
Northrop Aircraft; Inc.; Donald W. Douglas, president, Douglas Alt 
craft Co.; John W. Friedlander, president, Aeronca Aircraft Corp.; 
Robert E. Gross, president, Lockheed Aircraft Corp.; Leroy R. Grum- 
man, president, Grumman Aircraft Engineering Corp.; Alfred Marchev, 
president, Republic Aviation Corp.; Glenn L. Martin, president, The 
Glenn L. Martin Co.; William T. Piper, president, Piper Aircraft Corp.; 
T. Claude Ryan, president, Ryan Aeronautical Co.; Dwane L. Wallace, 
president, Cessna Aircraft Co.; J. Carlton Ward, Jr., president, Fait- 
child Engine & Airplane Corp.; L. A. Wells, president, Engineering & 
Research Corp., and Eugene E. Wilson, vice chairman of board of 
directors, United Aircraft Corp. 





U. S.-CHILE AIR CARGO SURVEY 

The transportation unit of the Commerce Department's 
Bureau of Foreign and Domestic Commerce has issued a Feé- 
port on air cargo potentials between the United States and 
Chile, based on 1939 trade statistics. The report showed that 
U. S. exports to Chile in 1939 totaled 3,395,658 pounds, with 
a total value of $3,788,637, of which perishable commodities 
represented only 1 per cent, or a value of $37,596, while fragile 
commodities, likewise regarded as potential air cargo, Com 
stituted 37 per cent by value, and commodities possessing 4 
style factor’ represented 7 per cent. In the last-named group, 
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all but 4 per cent consisted of exposed motion-picture film, 
the transportation unit said. It said that imports from Chile 
in 1939 totaled 102 items, with a total value of $30,951,191, 
of which 27, valued at $236,543, might be classed as air cargo 
potentials. In a summary, it added: 


Chile is in a favorable position for air traffic, considering its 
excellent airport facilities and the advantage of speed in transit in 
relation to its distance from the United States. In the immediate 
post-war period, the main items on the import list of air cargo poten- 
tials are doubtful candidates because their low values per pound would 
not permit shipment by air. This will leave a great unbalance in 
probable air traffic with the United States. 





SURPLUS AIRCRAFT 


The Surplus Property Board has reported that 155 sur- 
plus air transports have been allocated to domestic and foreign 
applicants since early December, 1944. Of this number 73 
Douglas DC-3 and 9 Lockheed Lodestar type transports were 
allocated to 18 domestic and American flag carriers. It has 
peen estimated that these transports will add an annual pas- 
senger-carrying capacity of 1,750,000 airline trips over and 
above that which has been previously available to United States 
carriers. 

An additional 15 Lockheed Lodestars were allocated to do- 
mestic non-scheduled operators and to corporations and indi- 
viduals requiring air transport in connection with war contracts. 

The remaining 58 transports, which included both Doug- 
las and Lockheed types, were allocated to 19 airlines in 16 
foreign nations. In making allocations, the board follows this 
government’s policy of offering surplus transports on non- 
discriminatory terms to friendly foreign nations as announced 
at the opening of the International Air Conference in Chicago 
last November. 

No large numbers of commercial type transports were ex- 
pected to become surplus in the near future, the board stated. 
At the present time, the army and navy are standardizing their 
transport equipment, and the transports declared surplus rep- 
resent planes non-standard to army and navy specifications. 
The number of such planes remaining in service is limited and 
the allocations included in this report are virtually all that 
can be expected until Germany is defeated, according to the 
board. 


AIR TRAFFIC 


The Civil Aeronautics Board has announced that mail 
pound-miles flown by the 18 domestic airlines in January in- 
creased 42.36 per cent and express pound-miles increased 33.29 
per cent over the corresponding month in 1944, and that rev- 
enue miles increased 50.57 per cent. The number of revenue 
passenger-miles increased 45.70 per cent compared with Janu- 
ary a year ago. 

The airlines flew 86.91 per cent of their scheduled mileage 
in January. Of the 18.62 average available seats a mile, about 
83.34 per cent were occupied by revenue passengers, as com- 
pared with 18.35 average available seats of which 88.06 per 
cent were occupied by revenue passengers for the same month 
last year. 

The average airplane load on the commercial airlines in 
January was 15.52 passengers, 705.1 pounds of mail, and 244.9 
pounds of express, as compared with 16.16 passengers, 746.8 
pounds of mail, and 277.0 pounds of express a year ago. 

The major figures for January and for the twelve months 
ended with January were: 


12 33 

Months ended Months ended 

Jan. 1945 Jan. 31,1945 Jan. 31, 1944 

Revenue miles flown ...... 14,267,647 148,574,108 107,042,516 

Revenue passenger miles ... 205,636,540 2,319,548,130 1,674,282,896 

Mail pound miles ........... 10,059,063,566 104,489,367,360 74,520,976,169 

Express pound miles ....... 3,493,848,183  36,123,258,764 31,725,584,098 
Revenue passenger load fac- 

tor (per cent seats occupied) 83.34 88.99 88.77 


AIRLINES AND MANPOWER 

_ The airlines of the United States face the possibility of 
losing 3,158 skilled employes, including 536 pilots, and the 
withdrawal from service of from 135 to 150 planes April 1, 
under the present Selective Service induction program, it is 
reported in a survey by the Air Transport Association of 
America, which makes the point that the lines are largely en- 
gaged in war transportation. 

Results of the survey have been presented to Selective 


, Service, the Office of Defense Transportation, the Civil Aero- 


nautics Board, the War Production Board, and other govern- 
mental agencies concerned with manpower problems and air 
transportation. 

The information contained in the report was gathered 
from 21 airlines and submitted to the government agencies 
with the “hope that a way would be found to liberalize the 
new regulations calling for the induction of 70 per cent of 


669 


Selective Service registrants, from 18 to 29 years of age, who 
are occupationally deferred, at least in the effect upon the 


— owing to air transportation’s direct role in the war 
effort.” 


GREAT CIRCLE AIR MILEAGES 


A new system of figuring airline distances between cities 
based on “Great Circle” mileages rather than on route miles 
flown, has been recommended by the Air Transport Association 
to the domestic airlines. The new basis would be used in cal- 
culating air express rates and, possibly, passenger rates, said 
the association, adding: 


With the assistance of city engineers in the more than 270 cities 
which have airports certificated by the Civil Aeronautics Authority, a 
central point has been chosen for each city. The engineers have sup- 
plied the exact longitude and latitude of these points, and the ‘Great 


Circle’’ mileages are to be figured from the center point to center point 
in each city. > 


To assure the mileages being authoritative, the A. T. A. has ar- 
ranged with the U. S. Coast and Geodetic Survey to compute them. The 
work, which involves detailed mathematical formulae, is now being done 
on computating machines. It will require more than 72,900 computations 
as the mileages are being figured in pairs. 

The ‘‘Great Circle’’ mileages will replace the present system of 
distances which has no uniform basis, as some of them are based on 
miles actually flown between points and others are based on certificated 
point-to-point mileages. 


INTERNATIONAL AVIATION TREATY 


President Roosevelt has transmitted to the Senate the 
convention on international civil aviation concluded at the 
International Civil Aviation Conference at Chicago, December 7 
(see Traffic World, Déc. 9, 1944, p. 1499). The text of the 
convention was published in the Congressional Record of 
March 12. 


PAN AMERICAN TRAFFIC COURSE 


Pan American World Airways has presented a certificate, 
attesting to an exceptional knowledge of international air travel 
requirements, to Miss Sarah Marquis, of New York, the first 
travel agent to complete the Pan American training course. 
The course, offered without charge to all travel agents at the 
New York, Chicago, Los Angeles, Houston, Miami, San Fran- 
cisco, Seattle, and Washington. district sales offices, is under 
the direction of V. E. Chenea, vice president and general traffic 
manager for Pan American, and directly supervised by Arthur 
C. Doyle, United States sales manager for the company; The 
purpose of the course, according to Pan American, is to inform 
travel agents of wartime priorities and restrictions as well as 
postwar travel opportunities. 


Petroleum Transportation 


Oil shipments to the east coast by tank car dropped 26,093 
barrels daily (1,095,906 gallons) to an average of 491,198 
barrels daily in the week ended March 10 as a result of the 
floods that tied up rail movements in the Ohio River region, 
Deputy Petroleum Administrator Ralph K. Davies announced. 

“The flood tied up or seriously impaired operations at 
almost all the railroad and barge unloading terminals from 
Pittsburgh to Cairo, IIll.,” Mr. Davies said, adding: 


The railroads stepped into the breach again by carrying out an 
embargo on L. C. L. (less-than-carload lots) freight so that the other 
shipments could be moved through the flooded railroad yards. Now 
that the waters have receded, it is hoped that tank car traffic will 
pick up momentum and get back on schedule. 

Barges were tied up all along the Ohio River last week even after 
the river subsided because workers at the terminals that were under 
water were unable to unload the oil from the river craft to tank cars 
for overland transshipment. 

Box car shipments of kerosene in drums to New England averaged 
19,092 barrels a day during the week ended March 10, as compared 
with an average of 20,463 barrels a day during the previous week. 

The ‘Big Inch”’ (24-inch) pipeline delivered an average of 306,792 
barrels daily for the week ended March 10, as compared with an 
average of 303,448 barrels daily for the previous week. 

The ‘Little Big Inch’’ (20-inch) pipeline delivered an average of 
236,448 barrels daily for the week ended March 10, as compared with 
225,541 barrels daily for the previous week, 


D. P. C. MOTOR COMMITMENT 


The Defense Plant Corporation, a subsidiary of the R. F. C., 
has authorized execution of a contract with Gordons Trans- 
port, Inc., Memphis, Tenn., to provide automotive transport ° 
equipment at a cost of approximately $230,000 for operation in 
Tennessee and adjacent states. Gordons Transport will operate 
the facilities, title remaining in D. P. C. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Traffie Education of Executives 
Editor the Traffis World: 


Trade journals have recently been publishing articles on 
the education of commercial traffic managers in order to at- 
tract the attention of the executives to their importance. This 
is written to express the opinion that it is the executive who 
needs the education because of his apparent failure to know 
the true value and importance of all the departments of his 
organization, traffic in particular. I would suggest as the first 
step in attaining that knowledge the holding of regular weekly 
or bi-monthly meetings of the heads of all the departments, 
the executives always presiding, never assigning that duty to 
an assistant or one of the department heads; interdepartmental 
matters to be freely discussed, avoiding personal references 
and feelings and considering only such matters as tend to 
improve ‘the service; stenographic records or minutes to be 
kept for future references and to insure that important matters 
brought before the meetings are not lost sight of. This plan 
would enable the executive to understand and know the work- 
ings of all the departments of his organization and keep him 
in personal touch with the various heads. 

We frequently hear about the failure of executives sub- 
stantially to recognize the ability and worth of their traffic 
managers and the importance and value of the traffic depart- 
ment as contributing heavily to the successful operation of 
every department or branch of the organization. Traffic is often 
shunted to the sidelines when promotions and sizeable salary 
increases are being considered. Sales, production, finance and 
other departments are generally the favored ones, none of 
which are as important as traffic. Probably the fact that the 
executive is selected from among these favored ones controls 
his selections. These conditions place traffic in an embarrassing 
position and create an imaginary barrier between traffic and 
the other departments. 

Work in the traffic department is carried on in a smooth, 
scientific and systematic manner, without ostentation, success- 
fully handling all problems presented, seeking no assistance or 
advice from other departments. Because of their lack of under- 
standing of traffic, they are not in position to. give either. 
Traffic may be hiding its light “under a bushel.” It should 


exploit its activities, as do the other departments, to gain the 
attention of the superior? 


A comparison of the personnel of the various departments 
proves there are none superior to traffic. In fact traffic has 
the edge on the others for the reason applicants must have had 
college training in traffic, or transportation experience, before 
entering the department. No previous experience is necessary 
before entering other departments—personality and education 
seem to be the only requisites, although research and laboratory 
departments may require previous schooling in chemistry. 

The following may help to enlighten the executive on traf- 
fic responsibilities: 

Traffic places the plant on a competitive rate basis by rate 
adjustments on the raw materials and finished products to 
meet serious competition. 

Traffic continues to have all low rates protected and con- 
tinues to enable the sales department to protect the advertised 
retail prices to the customers, avoiding increases. 

Traffic induces repeat orders by selecting cheapest, safest 
and best routings, expediting customer’s orders to obtain first 
positions on their shelves ahead of competitors. 

Traffic obtains passing records on all raw materials and 
finished products to insure prompt deliveries. It follows up 
unusual delays. 

Traffic follows up the prompt settlement of claims against 
transportation lines and takes note of delinquents. 

Traffic checks service rendered competitors whether in 
mee or in expediting shipments, moving by rail, water or 
truck. 

Traffic interviews all transportation representatives, who 
will promptly give a list of the advantages over their com- 
petitors. It keeps a record of these for guidance when routing 
future shipments. 

Traffic expedites movements of fuel, raw materials, con- 


tainers, etc., to prevent shutting down of production depart. 
ment when serious shortages exist. 

Traffic checks routing specified on shipper’s orders to guard 
against misrouting and consequent overcharges and delays. 

Traffic issues all bills of lading, sees that negotiable ladings 
(domestic and foreign) are promptly delivered to the finance 
department for banking. 

Traffic checks all incoming and outgoing freight bills. 

Traffic keeps posted on all contemplated changes in rules, 
rates, classifications and maintaining of fast freight schedule, 

Traffic orders proper equipment via rail, air or truck, to 
meet shipping orders for prompt movement. 

Traffic has necessary inspection made of equipment when 
placed for loading to prevent contamination of goods due to 
previous loads, and to detect protruding nails and bolts (in- 
side of car), splintered floors, harmful odors and leaking roofs, 

Traffic arranges for safe stowage in car by bracing and 
unit strapping to prevent chafing of goods by rocking or sudden 
stoppage or bumping of cars while shifting in yards. 

Traffic arranges for safe and economical containers in 
compliance with rules of carriers, a claim preventive. 

Traffic handles all milling, storage and fabrication in tran- 
sit records. 

Traffic instructs proper storage in cars containing ship- 
ments for “stop off in transit” to prevent miscarriage and delay. 

Traffic keeps records of stored stock at all outside ware- 
houses and arranges for covering fire insurance. 

Traffic makes transportation reservations for employees 
(principally officials). 

Traffic frequently makes up itineraries for sales depart- 
ment representatives and makes all necessary reservations. 

Traffic figures average freight rates to domestic territory 
in order that products can be sold for any delivery point and 
retailed at the same price in the home town or farthest dis- 
tant point. 

These represent but a few of the multitudinous duties of 
the traffic department. 

Isn’t it gratifying to learn that a considerable number of 
the largest and most prominent organizations of this country 
have recognized traffic’s importance by placing that depart- 
ment on a par with all other departments and by elevating the 
traffic manager to the staff of executives with the title of vice- 
president in charge of traffic? 

Joseph E. Young. 

Philadelphia, Pa., March 12, 1945. 


Administrative Procedure Bill 


Editor the Traffic World: 

I would like to present to the readers of the Open Forum 
of the Traffic World my views concerning the administrative 
procedure bill, S. 7, so thoroughly being presented by your pub- 
lications. All of the references I make here will be confirmed 
by reports in the Traffic World, which you no doubt will recog- 
nize. + 

This bill, S. 7, was submitted to the people of the nation, 
in place of the Walter-Logan bill. The latter bill provided for 
the regulation of federal agencies established by this adminis- 
tration. The failure to include all of the federal agencies showed 
the bias directed against this administration only. It was right- 
fully killed. Administrative procedure is all wrong, not half 
wrong or partly wrong. The one element that is being harped 
upon is “no carrier-shipper demand for the bill.” There should 
be a shipper demand for the bill and, if the carriers were as 
astute as they think they are, they also would demand that the 
bill be promulgated. In my opinion the statement by the leg- 
islative committee of the National Industrial Traffic League, 
that court reviews are avdilable under the urgent deficiencies 
act, insinuating that negative orders are reviewable, is such an 
understatement of fact that it amounts to a misstatement. _ 

The Rochester Telephone case and its rules regarding 
“administrative finality” should convince any shipper that the 


N. L. T. L. statement is at the most a half truth. At a meeting. 


of the Commission on S. 7, the most pertinent part of the re- 
port was that the fact that the proponents of the bill, the 





















































































WORLD 


truck, to 


nt when 
S due to 
olts (in- 
ng roofs, 
cing and 
r sudden 


‘iners in 
in tran- 


ng ship- 
id delay, 
le ware- 


nployees 


_ depart- 
ions. 

territory 
oint and 
hest dis- 


luties of 


imber of 
country 
depart- 
iting the 
of vice- 


ung. 


1 Forum 
istrative 
our pub- 
ynfirmed 
ll recog- 
+) 
» nation, 
ided for 
adminis- 
; showed 
as right- 
not half 
- harped 
e should 
were as 
that the 
the leg- 
League, 
iciencies 
such an 
ent. 
garding 
that the 
meeting. 
the re- 
pill, the 





March 17, 1945 


A. B. A., were not represented. The Continental Steel Case 
and Hewitt vs. N. Y. N. H. & H. Railroad should convince any 
shipper that S. 7 must be promulgated. Add the Scott County 
Milling Co. case and the Arizona Grocery Case and the ship- 

rs will find themselves marching down to Washington. If 
he reads the cases for himself, the record on appeal in the 
Hewitt case will stun any traffic manager who thinks he knows 
something about traffic. 

Edward H. Pollaci, Jr., Attorney. 
Brooklyn, N. Y., March 13, 1945. 


PAPER CONTAINER PROBLEMS 


Although able to meet critical war demands and essential 
civilian requirements for containerboard and fiber boxes, the 
industries manufacturing these shipping and packaging con- 
tainers had expressed concern over the manpower shortage, 
the Paperboard Division of the War Production Board said 

arch 12. 
. At a joint meeting of the Containerboard and Fiber Box 
Industry Advisory Committees an immediate survey of man- 
wer conditions was recommended. These industries operated 
with relatively few employes and loss of even a few men was 
immediately reflected in production, it was pointed out by 
committee members. 

W. P. B. paperboard officials indicated that plans for ob- 
taining information on the relation of manpower to production 
in the paperboard industry would be formulated at once and 
the industry kept posted. Manufacturers will be asked to 
advise W. P. B. as to additional quantities of V-boxes that 
could be produced with increased personnel. The V-box pro- 
gram was now established at 335,000 tons a quarter, it was 
said, but might have to be increased. 

Pointing out the necessity of conserving kraft, a W. P. B. 
official said that the less essential boxes should not be made from 
kraft when avoidable. He said it was essential that the pro- 
duction of containerboard be maintained at the 1944 level be- 
cause of its essentiality, although production of many other 
paper products might be curtailed. , 

A plan to encourage re-use of fiber containers and the 
salvaging of all unusable boxes was discussed. 





Digest of New Complaints 





No. 29238, Sub. 3, Hofmann Packing Co., Inc., Syracuse, N. Y., vs. L. 
& N. et al. 

Alleges bedding charges on carload shipments of cattle and hogs 
in 1942 from Kentucky origins to Syracuse, $2.33 a single-deck, and 
$4.66 a double-deck car, in violation of section 1. Asks reparation. 
(George E. Morcroft, 212 Fruit Exchange Bldg., 2ist St. and Penn 
Ave., Pittsburgh 22, Pa.) 

No. 29254 (amended, National Cooperage & Woodenware Co., Peoria, 
Ill., vs. Alton et al. (See Traffic World, Feb. 10, p. 360.) 

Alleges rates on wooden headings and staves in carloads from 
points in Arkansas, Louisiana, and Missouri, to Peoria, Ill., and 
to St. Louis, Mo., and on tight wooden barrels in carloads from 
Peoria to certain Iowa destinations, in violation of sections 1, 3, 
and 13. Asks cease and desist order and rates. (Robert L. Hafer, 
307 Alliance Life Bldg., Peoria 2, Ill.) 

No, 29269, M. L. Kalich & Co., Watsonville, Calif., vs. C. & N. W. et al. 

Alleges freight charges on 1,507 used vegetable crates, shipped 
April 22, 1944, from Minneapolis, Minn., to Salinas, Calif., later 
diverted to Watsonville, in violation of section 1. Asks cease and 
desist order, rates, and reparation of $440.81, with interest. (Frank 
B. Townsend, 164 New Chamber of Commerce, Minneapolis 15, 
Minn.) 

No, 29271, Saint Paul Association of Commerce, Saint Paul, Minn., vs. 
C. & N. W. et al. 

Alleges absorption of switching charges of connecting lines out 
of the line-haul rates on carload shipments of grain, grain products, 
seeds, petroleum products, manufactured articles, agricultural prod- 
ucts, lumber and forest products, and other articles of commerce, 
only when switching line or switching line and its connection com- 
peted with line-haul carrier, while refusing to absorb such switching 
charges out of line-haul rate when switching line or switching line 
and its connection did not compete with line-haul carrier, in viola- 
tion of sections 1, 2, and 3. Asks cease and desist order, rates, and 
tules. (E. H. Berg, 332 Cedar St., Saint Paul 1, Minn.) 

No. 29272, Helen Thompson, of Kansas City, Mo., vs. Pullman Co. et al. 

Alleges complainant, a Negro, on October 5, 1944, bought first-class 
ticket and Pullman car reservation in San Antonio, Tex., for pas- 
Sage to Kansas City, Mo., over the defendants’ lines and facilities, 
but was furnished accommodations in a coach, over complainant’s 
protest, in violation of sections 1, 2, and 3. Asks cease and desist 
order and equal facilities to all passengers purchasing similar tickets 
between the origin and destination points named. (Wilbur B. 
Ennis, 1633 Dierks Building, Kansas City 6, Mo.) 

MC C-479, Shoes and Related Articles between Boston and other Massa- 
chusetts points. 

This is an investigation instituted by the Commission, division 2, 
on its own motion, into lawfulness of rates on boots, shoes, mocca- 
sins, rubbers and related articles between Boston, Mass., and other 
Points in Mass., in interstate and foreign commerce. 
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Questions and Answers 


In this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 
will answer questions of application of tariff schedules and prac- 
tical traffic problems. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 


wise to answer or too complex for the kind of investigation herein 
contemplated. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. C. 


Tax on Transportation 


Kentucky.—Question: Will you please let us know whether 
or not the Department of Internal Revenue has ruled on the 
following question, and if not what is your opinion? 

If a manufacturer delivers shipments to customers and 
charges for the transportation service as a separate item, is 
the manufacturer obliged to charge the three per cent trans- 
portation tax? 

Answer: The tax imposed by Section 3475 of the internal 
revenue code, as added by Section 620 of the revenue act of 
1942 is imposed on the amount paid within the United States 
after December 1, 1942, for the transportation, on and after that 
date, of property by rail, motor vehicle, water or air from 
one point in the United States to another. The tax applies only 
to amounts paid to a person engaged in the business of trans- 
porting property for hire. 

The Bureau of Internal Revenue has ruled that, if a private 
carrier delivers his own goods in his own equipment, payments 
made for such delivery service would not constitute payment 
to a person ehgaged in the business of transporting property for 
hire, and, therefore, would not be subject to tax. 


Tariff Interpretation—Applicable Rate on Handkerchiefs 


Pennsylvania.—Question: On referring to the decision in 
your answer to Texas, p. 44 of the January 6 Traffic World, 
under the above caption, I find no support for your conclusion, 
because the statements there reported were made by a witness 
of the defendants and they do not by any stretch of the imagi- 
nation represent the views of the Commission. 


The question for determination is whether or not a rate on 
cotton clothing, unqualified, applies on cotton handkerchiefs. 
Handkerchiefs are not specifically classified, therefore they 
must be described as either clothing, NOIBN, or dry goods, 
NOIBN. One of those items is no more specific than the other, 
consequently, it appears to me that the shipper would be en- 
titled to use the one which resulted in the lower rate. That 
being true, it is my opinion that the rate on clothing, unqualified, 
would apply on shipments of handkerchiefs. 

Answer: The case to which we referred in our answer was 
cited for the discussion therein and not as authority for the con- 
clusion that the dry goods rate would apply on handkerchiefs. 

We cannot find any case in which it has been determined 
what rates should apply on handkerchiefs. 


Liability of Initial Carrier for Injury 


Indiana.—Question: We have a situation in which a shipper 
asked us to handle a truckload of merchandise to an eastern 
point. We picked up this merchandise at the point of origin and 
made transfer to a connecting carrier seventy miles from the 
point of origin. The connecting carrier was asked for informa- 
tion as to their handling before the load was offered them. They 
advised us to get the load and they would handle. 


We delivered the load to yard and same remained there 
five days. Within that time, inclement weather occurred and 
the shipment was damaged. We are asking for an interpreta- 
tion as to the responsibility for this damage. We would not give 
the connecting carrier a damage notation on the billing due to 
the fact that this shipment was in good condition when de- 
livered to them at their own terminal yard, the point of trans- 
fer, and was damaged due to the fact that they allowed the 
shipment to remain in their yard during the rainy period with- 


out ascertaining whether it was properly protected, assuming 
only that this was true. 


Answer: If the shipment was in good condition when de- 
livered to your connection, but was in an injured condition 
when received by the consignee at destination, the connecting 
carrier is liable for the injury to the shipment. 

As the initial carrier, you can be held liable for the amount 
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of the damage, but can recover the amount from the connecting 
carrier. 


Freight Charges—Shipper Liable Unless Stipulation on Bill of 
Lading Is Signed 


Ohio.—Question: Is the consignor liable for freight charges 
after shipment has been delivered over one year to consignee ? 
The freight was prepaid by shipper, but the shipper signed the 
bill of lading which states: ‘“‘This shipment is to be delivered to 
the consignee without recourse on the consignor. The carrier 
shall not make delivery of this shipment without payment of 
freight and all other lawful charges.” 

We find the rail lines wish to collect additional freight 
charges, after we sold our commodity F. O. B. mill carload 
freight allowed and all accounts are closed with the consignee. 

The consignee will not pay any additional charge. 

Answer: Unless the stipulation on the face of the bill of 
lading requiring the carrier to collect the freight charges from 
the consignee is signed by the shipper, the shipper is liable for 
the freight charges on the shipment. 


Liability of Carrier—Car Moving Under Shipper’s Seals, but 
Breaking Bulk at Transfer Point 


New York.—Question: We would appreciate your opinion 
in regard to the following: 

A house car was forwarded from our plant containing 20 
miscellaneous carload shipments, with a total of 378 pieces, 
and moved from point of origin to Birmingham, Ala., the first 
break bulk point, arriving under shipper’s seals. When one of 
these shipments arrived at destination, it checked short one 
piece. The waybill carried a notation ‘one piece checking 
short, Birmingham, Ala.” Does the responsibility rest with the 
shipper for this shortage in view of car arriving at the first 
break bulk point under shipper’s seals? 


We are fully aware that if a car arrives at destination 
under shipper’s seals and a shortage is involved the burden of 
proof would rest between the shipper and the consignee; but 
in this case, involving a number of shipments for different des- 
tinations, would the same responsibility be on the shipper even 
though the car arrived at the first transfer point under shipper’s 
seals? We contend that this is the carrier’s liability for there 
is that possibility that the full number of pieces may not have 
been removed from the original car at the transfer point, al- 
though we have not been confronted with any report of over- 
age from the carrier or any consignee. 


The carriers contend that this shortage is under shipper’s 
load and seals and the shortage is not their responsibility. 


Answer: As the car broke bulk at Birmingham, Ala., the 
evidential effect of the shippers seals is not the same as had 
the car moved through to a destination without breaking bulk. 

The burden is upon the carrier to negative the possibility 
of loss at the transfer point. 


Claims—Filing of—Condition Precedent to Payment for Loss 
of Goods 


New York.—Question: We would appreciate receiving your 
opinion and similar case numbers, if any, on the following: 

We filed a claim against the railroad covering one barrel 
short in a shipment made by us, on which the railroad has de- 
clined payment, as their records show this barrel as being re- 
turned to us at point of origin, which fact we acknowledge as 
being true. But we have advised the carrier that this barrel 
was applied against the previous shipment which was also short 
one barrel for which we did not enter claim and it is now past 
the nine months period for filing. 


The railroad admits the shortage of one barrel in each ship- 
ment. However, they contend they cannot adjust their records 
in this manner, claiming each shipment is separate and distinct. 
We contend that inasmuch as we allowed credit on the barrel 
returned by them, this claim should be paid. 


Answer: The shipments should be considered separately, 
as the carrier states. 


The bill of lading requires the filing of a claim, which is a 
condition precedent to the payment of a claim for loss or in- 
jury to goods. 


Tariff Interpretation—K D Shipments 


INlinois—Question: We will appreciate your opinion and 
interpretation on the following question: 
Mid Western Motor Freight Bureau Tariff No. 32, MF-ICC 


a 83, Supplement No. 155, Item 3450-D, in part reads as fol- 
OWS: 


Exceptions to National Motor Freight Classification Ratings: Furni- 
ture and Furniture Parts, K. D., as described under such heading and 
rated higher than 2nd class in N. M. F. C.’”’ Class 85 1. t. 1. 


National Motor Freight Classification No. 7, MF-ICC No. 
14, page 127, Item 8, reads as follows: 
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Bathtubs, folding, with or without dressing table attachments, jp 
packages—Rating—1st class 1. t. 1. 


Will the 1.t.1. Class 85 rating under the exception in Mig 
Western Tariff No. 32 apply on shipments fo folding bathtubs 
folded flat? 

Answer: The exception rating referred to above covers 
Furniture and Furniture Parts, K. D., as described in the Ng. 
tional Motor Freight Classification to the extent indicated jp 
Item 3450-D. K. D. means knocked down. 

Rule 17 of the National Motor Freight Classification de. 
fining ‘Knocked Down” articles, reads as follows: 


Ratings on articles K. D. (knocked down) apply only when the 
article is taken apart in such manner as to materially reduce the 
space occupied. Merely separating articles into parts without reducing 
bulk does not constitute knocked down or entitle article to K. D. rating, 


Under the definition of K. D., which apparently requires 
the taking apart of the article, we are of the opinion that the 
exception rating provided in Item 3450-D will not apply on 
Bathtubs, folded flat as provided for in Item 8, on page 127 
of the National Motor Freight Classification No. 7. 

See, in this connection the decision in Payne Furnace & 
Supply Co. vs. Atchison, T. & S. F. Ry. Co., 188 I. C. C. 207, 
in which the Commission said: 


The expression ‘‘knocked down” is defined in the classification as 
the taking apart of the article shipped in such a manner as to reduce 
materially the space occupied; the mere separation of the article into 
parts without reducing the bulk not constituting a knocking down such 
as would entitle the shipper to the benefits of the lower rating. No 
specification is made respecting what constitutes a material reduction 
in space, but defendants in practice treat as material a reduction of 
one-third or more in the space occupied by the completely assem- 
bled article and the taking apart of that article which affects such a 
reduction in space as a knocking down of the article within the meaning 
of the rule. 


Tariff Interpretation 


Indiana.—Question: Your reply to Indiana on page 114 
of the January 13 issue of the Traffic World concerned move- 
ment of iron or steel articles weighing less than 15 pounds. 
Reference was made to a previous reply, page 49, of July 3, 
1943. 

The Central States Motor Freight Bureau amended its tariff 
205-A, MF-ICC 125, to eliminate the application of Rule 12% 
of the National Motor Freight Classification. Item 125 in Sup- 
plement 12, which was canceled in Supplement 14 (before be- 
coming effective), stated that Rule 12% did not apply on ship- 
ments of iron or steel articles. 

That was not satisfactory, so in Supplement 14 Item 5910 
was revised to carry a similar statement. The amended item 
permitted shipments of loose articles weighing less than fif- 
teen pounds in shipments over 10,000 pounds. It further pro- 
vided that all shipments weighing 10,000 pounds, regardless of 
weight of individual pieces, must be loaded by consignor and 
unloaded by consignee. 

The bureau didn’t like that, either, so in Supplement 15, 
the item was changed (effective March 3rd) to provide that 
Rule 12% did not apply on shipments of individual pieces weigh- 
ing less than 15 pounds, but that the 40% rating, 1.t.1. would 
apply on such shipments weighing 10,000 pounds, and then only 
if such shipments were loaded by consignor and unloaded by 
consignee. 

As the item is now written (5910-C) what rating would be 
applied on an L.t.l. shipment of rough iron castings weighing 
each 14 pounds? What rating would apply on a shipment of 
rough iron bars weighing each 14 pounds? 

On the castings, may you use the 50% rating in the clas- 
sification and Rule 12%, or does the establishment of an ex- 
ception eliminate the complete application of the 50% rating 
(east) in the classification? Does Item 150 (alternate appli- 
cation of weights and rates) effect the ratings? 

Answer: Supplement No. 15 to Central States Motor 
Freight Bureau, Inc., Agent. MF-ICC No. 127, Exception Tariff 
No. 205-A, publishes the following: 


Item 5910-C cancels 5910-B and 5910—Iron or Steel: 

Articles of Iron or Steel Manufacture, described in and subject to 
provisions of Items 10200 to 10280, also the following articles: Ferro- 
Manganese; Ferro-Phosphorus; Ferro-Silicon; Manganese Ore; Silico- 
Manganese. In straight or mixed shipments LTL(1)40. 

(1) Rating will not apply on articles shipped loose weighing less 
than 15 pounds each, or in packages weighing less than 15 pounds per 
package. Except as provided below, provisions of the. NMFC will 
apply on such articles. Rating in this item is not subject to the 
provisions of Rule 12% of the National Motor Freight Classification 
(providing for charges on individual minimum weights). In straight or 
mixed shipments LTL, 10,000 Ibs. (2)40. 

(2) Rating will apply only on articles shipped loose weighing 
less than 15 pounds each, or in packages weighing less than 15 pounds 
per package and then only when such shipments are loaded by con- 
signor and unloaded by consignee. 


The rating shown above reference (1) will not apply on 
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castings or bars weighing less than 15 pounds. This rating re- 
moves the Class 4 (or 50) rating named in Item 7, page 165 
of the National Motor Freight Classification. Rule 12% of 
National Motor Freight Classification has no application in con- 
nection with the exception rating because of the restrictions 
published in the explanation of reference (1). 

This leaves in the classification the 2nd class rating ap- 
plicable on castings weighing less than 15 pounds each, 1.t.1. 

The rating shown above referenced (2) is also applicable 
on castings weighing less than 15 pounds, but such rating is 
subject to a minimum weight of 10,000 pounds, and applies only 
when shipments are loaded by consignor and unloaded by con- 
signee. 

4 Item 150 of the Exceptions Tariff No. 205-A permits the 
alternate application of weights and rates. Therefore, on cast- 
ings weighing less than 15 pounds, the 2nd class rating in the 
Classification alternates with the Class (2) 40 rating, minimum 
10,000 pounds in the exceptions, provided, however, shipper 
loads and consignee unloads. 

Item 150 will not permit an application whereby the articles 
weighing less than 15 pounds can be increased to that amount, 
but it will permit an alternative application on these castings 
where the weight of the shipment is less than 10,000 pounds to 
the basis applicable in connection with the rating subject to a 
minimum weight of 10,000 pounds shown in the exception. 


Routing and Misrouting—Duty of Initial Carrier Where Ship- 
pers Instructions are Incomplete 


INlinois.—Question: I am very much interested in items 
appearing on page 285 of your February 3, 1945, issue and on 
page 546 of your March 3, 1945, issue, which give your opinion 
as to the duty of the initial carrier where shipper’s instructions 
are incomplete. The shipment in question apparently moved 
from Minneapolis to Charlotte, North Carolina, the shipment 
being tendered to the C. B. & Q. and the only routing shown 
in the bill of lading being “Southern Railroad.”’ You have held 
that, since the Southern Railway as such, did not have a con- 
tinuous route from East St. Louis to Charlotte, North Carolina, 
it was the duty of the initial carrier (C. B. & Q.) to forward 
the shipment over the cheapest reasonably available route. 

Since the C. B. & Q. has direct connection with the Southern 
Railway as such, at East St. Louis, how can you hold that the 
initial carrier was in error by carrying out the bill of lading 
instructions when making delivery to the Southern Railway at 
East St. Louis? 

Answer: In Gulf Red Cypress Co. vs. Texas & N. O. R. Co., 
159 I. C. C. 495, shipments of lumber from Logansport, La. to 
Bassett, Va., routed by the shipper ‘““Texas and New Orleans, 
Southern, Norfolk and Western,’ moved over the Texas and 
New Orleans to New Orleans, La., and beyond over the New 
Orleans & Northeastern, Alabama Great Southern, Southern, 
and Norfolk & Western. 

Complainant contended that the shipments were misrouted 
and should have been forwarded via Texas & N. O. to Shreve- 
port, La., thence over any one of three routes to Memphis, Tenn., 
thence via the Southern and Norfolk & Western, over which 
route the applicable combination rate was 46c, composed of 
factors of 21c to Memphis and 29c beyond (subject to the com- 
bination rule) as compared with the combination rate of 57c, 
applicable via the route over which the shipments moved. 

The Commission held that the word “Southern” means 
Southern Railway and not Southern Railway System, and that 
therefore the shipments were misrouted in not having been 
forwarded via Shreveport and Memphis. 

In the instant case, if there is a route composed of the car- 
riers named in the bill of lading and intervening carriers via 
which route a lower rate applies than that via which the ship- 
ment moved, it is our opinion that the shipment was misrouted. 


Damages—Liability of Carrier for Injury to Containers in Which 
Goods Delivered to Carrier for Transportation are Packed 

Wlinois.—Question: Will you kindly give your opinion, sup- 
ported by citations, as to the responsibility of the transportation 
carrier for damage to containers. 

If we recall correctly, in the past you have taken the stand 
that only when the carrier is advised by bill of lading contract, 
that damage to containers will result in a claim, can such lia- 
bility be forced upon the transportation carrier. 

For example, a drum of oil is damaged, is the carrier liable 
for the cost of the drum? 

Answer: When goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled to recover the difference 
between the value of the goods at the time and place of delivery 
im an uninjured condition and their value in the depreciated 
Condition in which they were delivered, less the freight charges 
to the point of.destination if they have not already been paid. 

The value at destination to be used as a basis for arriving 
at the amount of damage is the market value, provided there 
8 a market for the goods in question. 
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_The measure of damages for loss or damage to an article 
having no market value is the value of the article to the shipper. 

So far as the containers are concerned, the carrier would 
not be liable for ordinary wear and tear. 

However, the carrier would be liable for injury to the con- 
tainers beyond that caused by ordinary wear and tear in the 
course of transportation, if the injury thereto results in a 
depreciation in the value of the container. 

If, however, the sale price or the market value, if one exists, 
whichever is used in arriving at the amount of the carrier’s 
liability, does not include the value of the containers for re- 
shipping purposes, such value is that which would fall under 
the head of special damages, the recovery of which is dependent 
upon notice being given to the carrier at the time goods were 
delivered to the carrier that such damages will follow from the 
negligent transportation thereof. 


Salvage—Duty of Consignee 


Tennessee.—Question: Our company recently handled a 
shipment of electrical equipment in which a small portion was 
damaged, the consignee rejecting the entire shipment account 
of such damage. The shipper was properly notified and was 
requested to furnish disposition. Instead, however, the shipper 
has entered a claim for total value of the shipment, and has 
consistently refused to furnish disposition of salvageable mate- 
rial as is customarily the practice and which we feel is their 
duty as shipper to perform. 

Can you quote decisions covering situations of this kind 
whereby it becomes incumbent upon the shipper to assist the 
carrier in disposing of salvageable merchandise ? 

Answer: Where goods are injured in transit it is the duty 
of the consignee to accept the goods and make claim against the 
carrier for the difference between the value of the goods in 
their injured condition and their value had they been delivered 
in an uninjured condition. He may not refuse to accept the 
goods, unless the condition of the goods is such that they have 
no or very little value for the purpose for which they were 
intended. 

Since it is the duty of the consignee to accept the injured 
goods, it would seem to follow that it is likewise the duty of 
the consignee to dispose of the injured goods to the best advan- 
tage, the carrier being liable for the difference between the 
value of the injured goods and their value in the condition in 
which they were delivered to the carrier for transportation. 


Perishable Goods—Refrigerator or Heater Service on L.C.L. 
Shipments 


Tennessee.—Question: On page 284 of the February 3 
issue of the Traffic World, we find an article of extreme interest 
to us, “Perishable Goods—Refrigerator or Heater Service on 
L.C.L. Shipments.” 


We believe this answer contains the information we desire 
but would like to be more specific, inasmuch as the case in 
which we are involved occurred with a motor carrier instead 
of a railroad. 


We accepted a shipment consisting of roots destined to 
Denver, Colorado. The shipment arrived at Denver and was 
inspected and found to be frozen. The originating carriers ship- 
ping order read ‘‘perishable—protect from freezing.” 

In your answer it was stated that the carrier was not liable 
for the damage because he had no tariff provisions for heater 
service and therefore, negligence could not be admitted. We 
do not, as a common carrier motor truck line, have tariff pro- 
visions for this special service and we are wondering if the 
same answer is applicable to motor carriers. If so, can you 
furnish us with any decisions that may aid us in handling this 
matter to a conclusion? 

Answer: Under the more recent decisions a carrier is not 
liable for injury to perishable goods unless it holds itself out, 
by tariff provision, to provide refrigerator or heater service. 

There appears to be no reason for not applying this prin- 
ciple to shipments moving by motor carrier. 

We are unable to give you reference to a case in point. 


Delay to Private Cars 


MasSachusetts.—Question: Will you kindly express an 
opinion, with supporting authority, relative to carriers’ respon- 
sibility for loss of service due to unreasonable delays by car- 
riers, such as misbilling, not making repairs promptly and 
failure to furnish within a reasonable time advice as to records 
and subsequent delays after the matter has been called to 
their attention. Would a claim for rental on leased cars be in 
order for the period of such unreasonable day? 

Answer: There are decisions in which the matter of the . 
liability of a carrier for delay to tank cars of a shipper has 
been determined. See Gustafson vs. Michigan Central, 129 N. E. 
516; Empire Refineries vs. Guaranty Trust Co., 271 Fed. 668, 
and J. C. Francesconi vs. Baltimore & O. R. R. Co., 274 Fed. 
687. 















Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tue Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the clud to keep ue ado 
q@uctely and promptly mformed.—Hditor THz Taarrm Worse, 


The nominating committee of the Traffic Club of St. Louis 
will be elected at a luncheon meeting in the Gold Room of the 
New Hotel Jefferson, March 19. 








The Fort Wayne Transportation Club will hold a dinner 
meeting March 22, at which Dr. Norman Sweet will be the 
guest speaker. Entertainment will be furnished by radio artists 
from station W. O. W. O. Wendell Horton and Ralph Ebert 
have been named heads of nominating committees, the members 
of which will be announced later. The club cancelled its an- 
nual banquet, usually held in March, because of the war. 





The Women’s Traffic Club of Pittsburgh will hold a dinner 
meeting in the Gold Room of the Roosevelt Hotel, March 20. 
_— W. M. Combs will review “The Immortal Wife,” by Irving 

tone. 





A techni-color motion picture, “Fishing in Minnesota,” was 
shown following the dinner meeting of the Junior Traffic 
Club of Kansas City, March 14, in the Pine Room of the Union 
Station. George Beck, of Beck-Planet Den Shop, also showed 
snapshots taken on a recent trip to Mexico. The club plans to 
publish a new roster for 1945. A committee will be appointed 
shortly to supervise the preparation of the roster. 





The Transportation Club of St. Paul will hold a luncheon 
meeting March 20 in the Goodwill Industries Building. Follow- 
ing the luncheon, moving pictures of the Goodwill program will 
be shown and members who desire to do so will be shown the 
workshops of the blind and handicapped. 






W. F. Radell, of the Chicago, Burlington & Quincy Rail- 
road, was elected to fill the vacancy on the board of directors 
of the Omaha Traffic Club caused by the election of C. W. Nel- 
son to be second vice-president. President L. F. Binkley has 
appointed the following chairmen of standing committees: Edu- 
cational, D. R. Alderman; auditing, J. A. Butler; Shippers’ Ad- 
visory Board, George D. Davis; publicity, Henry Volz; member- 
ship, W. H. Wharton; executive entertainment, B. W. Ander- 
son; representative at large, A. J. Seitz. 





The Traffic Club of Buffalo is conducting a weekly class in 
“Transit at Buffalo” on Monday evenings under the leadership 
of G. Smith, of the Transit Bureau, and J. Bickel, of the Read- 


ing ig The class is being held in rooms at the Central Ter- 
minal. 





The Traffic Club of Washington, D. C., will hold its annual 
election of officers at the regular monthly meeting on March 
21, at the Mayflower Hotel. The nominating committee has 
presented the following names for election: President, Row- 
land E. Dobbins, senior traffic officer, War Food Administra- 
tion; first vice-president, John W. Vessels, general agent, Min- 
neapolis & St. Louis Railway; second vice-president, Lt. Col. 
I. C. Olsen, office of the Chief of Transportation, War Depart- 
ment, and Lt. Gordon N. Smull, Bureau of Supplies and Ac- 
counts, U. S. Navy Department; secretary-treasurer, Charles 
E. Milford, administrative officer, Finance Office, U. S. Army; 
board of governors (resident): Ralph L. Andreas, general agent, 
Illinois Central System; Lt. Col. Richard M. Boyd, Office of 
Chief of Transportatoin, War Department; Bennett R. Dunn, 
senior traffic assistant, War Food Administration; L. Roy Early, 
general agent, Virginian Railway; J. L. Henning, general agent, 
Denver & Rio Grande Western Railroad; J. H. Jester, traffic 
manager, American Short Line Railroad Association; L. LeRoy 
Lapp, executive general agent, Gulf, Mobile & Ohio Railroad; 
James R. Needham, Office of Chief of Transportation, War De- 
partment; John E. Oakley, liaison officer, Transportation Corps, 
War Department; Frank Pattie, executive general agent, St. 
Louis Southwestern Railway; Mike Powell, commercial agent, 
Central of Georgia Railway; F. E. Richter, assistant general 
agent, Missouri Pacific Lines; Albert M. Reising, traffic man- 
ager, U. S. Interior Department; Thomas H. Young, general 
agent, Chesapeake & Ohio Railway; board of governors (non- 
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resident): Eugene P. Barbre, general agent, Atlanta & Weg 
Point Railroad, Western Railway of Alabama, and Georgia 
Railroad; B. M. Decker, general agent, Northern Pacific Raijj. 
way; George A. Donlevy, assistant general freight agent, Lehigh 
Valley Railroad; Cooper Hunt, eastern traffic manager, Texas 
& Pacific Railway; George E. Messing, general agent, Belt Rajj. 
way Co. of Chicago; R. M. Shilling, commercial freight agent 
Western Maryland Railway. Additional nominations submitte 
by petition are as follows: First vice-president, Arden w 
Lloyd, general agent, Wheeling & Lake Erie Railway; secong 
vice-president, E. F. Macmillan, American Trucking Associa. 
tions, Inc.; secretary-treasurer, Bennett R. Dunn, senior traffic 
assistant, War Food Administration; board of governors (re. 
ident): Thomas Z. Sullivan, special representative, Republic 
Carloading & Distributing Co.; Harold N. Eccleston, distri¢ 
passenger agent, Atchison, Topeka & Santa Fe Railway; Lay. 
rence W. Brown, district freight agent, Baltimore & Ohio Raj. 
road; J. F. Andrews, chief, Rates and Routing Section, Mari. 
time Commission; Loring C. Miller, traffic control division 
War Department; board of governors (non-resident): R, M 
Shilling, commercial freight agent, Western Maryland Railway; 
John P. Conger, general agent, Western Pacific Railroad. ~' 

President Sally McCall, of the Women’s Traffic Club of 
Los Angeles, is chairman for the annual “Bosses’ Night” to be 
held March 28 in the Mayfair Hotel’s Rainbow Isle. Dr. Harry 
Riggle, a humorist, will speak on “Mountain Dew Philosophy.” 





New officers for 1945-6 of the 
Junior Traffic Club of Portland were 
installed at a dinner meeting held 
March 7 at the Congress Hotel. Stacy 
Smith, New York Central Railroad, 
acted as master of ceremonies. Officers 
installed were: P. J. Raschio, Oregon- 
Nevada-California Fast Freight, presi- 
dent; John R. Dingley, Montgomery 
Ward & Company, vice-president; Hal 
Duden, Consolidated Freightways, sec- 
retary; L. E. Moe,. Western Pacific 
Railroad, treasurer. R. B. Ambrose, 
vice-president, Portland Woolen Mills, 
made the feature address, of the eve- 
ning on the subject ‘‘The First Step in 
Reconversion.” 




















The Raritan Traffic Club, of New Brunswick, N. J., heard 
F. L. McFadden on foreign trade relations after the war and 
the effect the war will have in improving the country’s foreign 
trade relations at its meeting March 13. Mr. McFadden is a 
member of the Maritime and Foreign Council and of the For- 
eign Trade Council, a line officer in the U. S. naval reserve, 
and an officer of the U. S. merchant marine. The program also 
included a showing of a government war film, and of a film 
composed of excerpts from famous heavyweight championship 
bouts of the past. 





The Los Angeles Transportation Club will hear “Happy 
Jack” Kenny, a blind man and worker for the blind, on “How 
to Be Happy in the Dark,” at its meeting March 19. Chairman 
of the day is George Buckley, general agent, the Alton Railroad. 
The club’s March golf tournament will be held on the 23rd, 
at the Inglewood Country Club. 





The Calumet Transportation Association will stage an “In- 
dustrial Night” at the Evergreen Country Club, Chicago, o 
March 21. 





Members of the board of directors of the Associated Traffic 
Clubs of America are voting by mail on the application for 
membership in the association of the Traffic Forum of Youngs 
town, O., of which C. O. Flink, Youngstown Sheet and Tube Co, 
is president. 





The Bronx Traffic Club will entertain members of the 
American Red Cross at its membership meeting, March 16. 
Roderick Stephens, honorary chairman of the War Fund, 
director of the New York chapter of the Red Cross, and head 
of the Bronx county speakers’ bureau, will be the princi 
speaker. A special film, dramatizing war relief work, will be 
shown, and a report of battle front activity will be made by 
an overseas veteran. Tribute will also be paid to the club’s 
treasurer, David Goldberger, who has given much of his time 
to recruiting blood donors for his Masonic lodge, and has made 
his tenth donation of blood. 





The Traffic Club of New York, at its meeting March 2, 
in the grand ballroom of the Hotel Biltmore, will hold 4 
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luncheon for the benefit of the Red Cross, at which Henderson 
fg. Van Surdan of the American Red Cross will be the guest 
speaker. The club will hold its annual Easter kiddies’ party for 
members of the club and their immediate families on March 31 
at the Hotel Biltmore. 





C. P. Beyer, traffic counsellor of the Manufacturers Asso- 
ciation of Erie, Pa., was appointed acting secretary of the 
Traffic Club of Erie at a meeting of the club’s board of gov- 
ernors March 5. Mr. Beyer succeeded M. W. Eismann, given 
Jeave because of ill health. Before going to Erie Mr. Beyer 
was assistant traffic manager of the Sherwin Williams Co., at 
Cleveland. The board of the club also decided to sponsor a 
meeting early in April, time and place to be announced, in 
connection with ‘Perfect Shipping Month,” as suggested by the 
National Shippers’ Advisory Board. 





W. T. Wright, vice-president, Royster Guano Co., was the 
guest speaker at the regular dinner meeting of the Norfolk- 
Portsmouth Traffic Club at the Albany Restaurant on March 15. 
He discussed the question of assistance and information to the 
returning veterans of the armed forces, as chairman of the 
Veterans Assistance Committee of Norfolk. Entertainment 
was furnished by the United States Coast Guard. Changes in 
the by-laws of the club, approved by the board of governors, 
were presented at the meeting. 





The nineteenth annual “Athletic Night” of the Traffic Club 
of New England was held March 15 in the ballroom of the 
Copley-Plaza Hotel, Boston. Albert F. Ruby is chairman of the 
club’s entertainment committee. 





The Women’s Traffic Club of Greater New York heard 
William G. Avirett, education editor of the New York Herald 
Tribune, speak on “The Human Side of the Press,” at its 
meeting in the Tower Club rooms of the Park Central Hotel, 
March 13. Ellen S. Reed, president of the club, presided. 





The luncheon meeting of the Transportation Club of Dallas, 
held March 12 in the Danish Room of the Adolphus Hotel, was 
dedicated to the motor truck carriers of Texas. John B. Green 
was chairman of the program committee for the day. While 
the first golf outing of the club is slated for May 25, prizes 
have already been donated, among them a 50-foot length of 
new garden hose. The club will stage an Easter dance in 
the Roof Garden of the Adolphus Hotel on April 7. 





A. G. Winter, assistant general freight agent Rio Grande 
Railroad, has been elected president of the Traffic Club of 
} Denver. He has been a member of 
a club for 14 years. Better known in 
affic circles as “Ollie,” Mr. Winter 
has been with the Rio Grande for 30 
years, starting as a messenger at the 
freight house at the age of 15. He 
advanced to city freight agent, then 
became chief clerk to the general traf- 
fic manager before attaining his pres- 
ent position, in which he is responsible 
for publishing all Rio Grande rates. He 
is a native of Denver, and has engaged 
in prize fighting, baseball and golf 
when he wasn’t involved in assembling 
a new tariff. His only son is a lieu- 
tenant in the air corps, interrupting 
his studies as a pre-medic to help get 
B-17’s over Europe. A younger daugh- 
ter is still in school. 








The dinner meeting of the Bridgeport Traffic Association 
on March 19 will be “Railroad Night.” A special committee, 
headed by George E. Robb, has arranged for an illustrated 
lecture. Reggie Root, director of athletics at Hill House 
School, and assistant football coach of Yale University, will 
discuss athletics and show moving pictures. At that meeting, 
proposed constitutional amendments will be submitted, chang- 
ing the annual election of officers from October to June, and 


- term of service of the officers to correspond with that 
ange, 





March 26 will be the date of ihe birthday boosters club 
of the Traffic Club of Philadelphia. The affair will be under 
the guidance of William Diehl, chairman of the club’s promo- 
tional committee. 





At the regular meeting of the Wyoming Valley Traffic 
Club, March 7, the speaker was P. M. Shoemaker, general 
superintendent of the Delaware-Lackawanna & Western Rail- 
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road, New York. His subject was “Railroads in War.” At that 
meeting the nominating committee proposed the following for 
office: President, W. A. Wheeler, division store keeper, Central 
Railroad of New Jersey; vice-president, G. W. Shuman, divi- 
sion freight agent, Erie Railroad Co.; secretary-treasurer, B. M. 
Bonham, traffic manager, American Chain & Cable Co., Hazard 
Wire Rope Division; for directors, two-year term, Robert Eck- 
enrode, district manager, Fowler & Williams Transfer; Thomas 
C. Thomas, of Thorhas C. Thomas Co.; and W. C. Tiffany, 
traveling freight agent, Central Railroad of New Jersey. 





The Queens County Traffic Club, Inc., held a St. Patrick’s 
day party on March 15 at Forest Hills Inn, in connection with 
its regular meeting. 





Irvine J. (Jack) Hetherington, elected president of the 
Traffic Club of Baltimore, March 6, was born in Bristol, Va., 
and attended school in Bristol, Jersey 
City and Trenton, getting his higher 
education in what is now Rider College. 
He entered the employ of the Penn- 
sylvania Railroad and was furloughed 
in 1917 to join the Navy in which he 
served overseas. He went. with the 
Seaboard Airline Railway in Philadel- 
phia in 1920 and was transferred to 
Baltimore as general agent in 1937, 
immediately joining the Traffic Club 
of Baltimore. He served on several 
committees, was a member of the board 
of governors and became president of 
the club’s Forum in 1943. He was vice- 
president of the club in 1944. He is 
married and has two sons, both officers 
in the Navy, and a grandson. He is 
active in veteran affairs. Other offi- 
cers elected were: C. A. Guenther, vice-president, president of 
Fleet Transfer Co.; James O. Bromwell, secretary, the Amer- 
ican Sugar Refining Co.; O. C. Shipley, treasurer, H. M. Wagner 
& Co., Inc. 





“Combat America,” starring Clark Gable, featuring air 
corps operations, will be shown at the luncheon meeting of 
the Indianapolis Traffic Club in the Spanish Room of the 
Columbia Club, March 22. The club’s annual spring dance 
will be held April 21 at the Columbia Club. 





The Motor City Traffic Club of Detroit will hold its an- 
nual “Past Presidents’ Night,” March 19, in the Jade Room 
of the Detroit-Leland Hotel. Charles Milton Newcomb, M. A. 
will give an inspirational talk on “What Are You Afraid Of?’ 
William J. Hoffman, chairman of the club’s speakers commit- 
tee, made the arrangements for the speaker. 


’ 
’ 





“Perfect Shipping Month” will be the subject of the 
meeting of the Traffic Study Club of Akron, to be held March 21 
in the Hotel Mayflower. In the afternoon a claim forum will 
be conducted by C. B. Johnson, superintendent of stations, 
Erie Railroad, Youngstown, O., and C. F. Jackson, secretary, 
freight claims section, American Trucking Associations, Inc., 
Washington, D. C. C. S. McNair, of C. S. McNair & Associates, 
of Chicago, will be the dinner speaker. His subject will be 
“Damn Foolishness in Packaging.” M. J. Zimmerman, presi- 
dent of the club, has appointed the following committees: 
Nominating, E. W. Swartz, Dixie-Ohio Express Co., chairman; 
A. R. Walton, Erie Railroad; and H. L. Kauffman, Goodyear 
Tire & Rubber Co.; auditing, H. Mayer, Yankee Lines, Inc., 
chairman; J. L. Barrett, B. F. Goodrich Co.; and E. Jubin, 
Pennsylvania Railroad. 





The study club of the Women’s Traffic and Transportation 
Club, Baltimore, will meet March 28 to hear Mrs. R. O. H. 
Weech, of the Enoch Pratt Library, review ‘‘Western Star,” 
a narrative poem by Stephen Vincent Benet. 





The Berkshire County Traffic Club, Pittsfield, Mass., will 
hold a dinner meeting March 21 at the Wendell-Sheraton 
Hotel. There will be a short business meeting after the dinner, 
to be followed by the annual election of officers, at which 
Remington S. Elting, president, will preside. William R. Sage, 
chairman of entertainment for the club, has arranged for a 
talk on “Air Express Service.” 





The Miami Valley Traffic Club has elected the following 
officers and members of the board: President, J. C. Eisele, 
district passenger agent, Baltimore & Ohio Railroad; first 
vice-president, G. R. Armstrong, traffic manager, Specialty 
Paper Co.; second vice-president, Clyde Haynes, district man- 
ager, Trans-American Freight Lines; and secretary-treasurer, 
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O. H. Murlin, manager, Universal C. and D. Co.; board repre- 
sentatives of the carriers: F. W. Fischer, district freight agent, 
Erie Railroad; R. W. Rutledge, district freight agent, Penn- 
sylvania Railroad; Eddie Simon, traveling freight agent, New 
York Central System; board representatives of industries: 
M. L. Billings, traffic manager, Leland Electric Co.; R. H. 
Hagerman, traffic manager, National Cash Register; and J. J. 
O’Connell, traffic manager, Delco Products division of General 
Motors Corporation. New officers are customarily installed 
at a dinner, but the club has eliminated the annual meeting 
owing to the war. 

Edward A. Olson was chairman and Russell F. Berndt was 
co-chairman, for the combined ‘Ladies’ Day” and “St. Patrick’s 
Day” luncheon, sponsored by the Soo Line for the Traffic 
Club of Minneapolis, March 15, in the grand ballroom of the 
Hotel Nicollet. March 22 has been set aside as “Passenger 
Traffic Club Day.” 

The March membership meeting of the Birmingham Traf- 
fic & Transportatione Club, Inc., was held March 12 in the 
Terrace Room of the Thomas Jefferson Hotel. A number of 
celebrities in the field of sports were invited to a showing of 
“The Sugar Bowl Picture.” 

The annual spring dinner and installation of officers of 
the Junior Traffic Club of Chicago will take place April 3, in 
the grand ballroom of the Palmer House. Tom Collins, of 
Kansas City, Mo., will speak on “Mental Millinery.” R. F. 
Delano is chairman of the club’s program committee. 


TRAFFIC CLUBS OBSERVE MEETING BAN 

An increasing number of traffic clubs, accustomed to draw 
attendance from an area wider than their home cities and 
immediate suburban areas, have said in notices of regular 
meetings that they were to be strictly local in character. In 
so restricting their meetings, the clubs said that they were 
conforming to the government’s ruling that meetings attended 
by more than 50 out-of-town persons, requiring transportation 
and hotel facilities, should not be held, and to the request 
made by Director Johnson, of the Office of Defense Transpor- 
tation, and also chairman of the War Committee on Conven- 
tions, that traffic clubs make no effort to attract out-of-town 
attendance. 








N. Y. Shippers’ Conference 


The Shippers’ Conference of Greater New York held its 
annual meeting and election in the assembly rooms of the 
Commerce and Industry Association March 14. It reelected 
John H. Pretzell chairman. Mr. Pretzell is traffic manager of 
Standard Brands, Inc. Fred L. Pomeroy, traffic manager of 
Vanadium Corporation of America, was elected first vice chair- 
man; Geo. E. Mace, manager of the traffic bureau, Commerce 
and Industry Association, was elected second vice chairman, 
and R. H. Goebel, secretary-treasurer Rubber Manufacturers’ 
Association, Inc., was reelected secretary-treasurer. 

Mr. Pomeroy, as chairman of the classification committee, 
reported that the Consolidated Classification Docket 107 pro- 
posed a change in Rule 3 which would provide that property 
of extraordinary value would not be accepted at regular rates. 

“The present rule lists a number of articles which will not 
be accepted and concludes ‘precious metals or articles manu- 
factured therefrom; precious stones; revenue stamps; antiques; 
or other related or unrelated old, rare or precious articles of 
extraordinary value.’ The proposed change eliminates the words 
‘or other related or unrelated old, rare, or precious,’ making 
the concluding clause read ‘or other articles of extraordinary 
value.’”” Mr. Pomeroy pointed out. 

Other reports presented related to restoration of service 
of Newtex Steamship Co., by R. V. Harron; air transportation, 
by R. W. Bennington; Deming, N. M. maximum rate case, 
by G. E. Mace; increase in motor carrier rates, Middle Atlantic 
States and New England territories, P. G. Kraemer. 





MICHIGAN INDUSTRIAL TRAFFIC LEAGUE FORMED 


Michigan industrial traffic men met in the Traffic Club of 
Detroit headquarters, March 8, to discuss the formation of a 
state-wide organization. The following temporary officers were 
elected: Chairman, George J. Bleibtrey, general traffic man- 
ager, Motor Wheel Corporation, Lansing; secretary, R. W. 
Erickson, traffic manager, Harry Ferguson, Inc., Dearborn; and 
treasurer, H. Z. Frederick, traffic manager, R. C. Mahon Co., 
Detroit. 

The following committee was appointed to draw up a con- 
stitution and by-laws for the proposed organization: E. C. Mil- 
ler, traffic manager, Mueller Brass Co., Port Huron, chairman; 
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Charles Elerick, traffic commissioner, Grand Rapids Chamber 
of Commerce; Charles Winslow, traffic manager, Kalamazoo 
Chamber of Commerce; E. J. Burkart, traffic manager, Sparks 
Withington Co., Jackson; Charles Sherman, traffic commis. 
sioner, Lansing Chamber of Commerce; William Nevius, 4j. 
rector of traffic, Wyandotte Chemical Corporation, Wyandotte: 
Grey Bruno, traffic manager, Fruehauf Trailer Co., Detroit: 
Mr. Erickson; and Mr. Bleibtrey. 

It was said that those in attendance believed a state indus. 
trial traffic group would be beneficial to them. Objectives of 
the organization were cited as: Interchange of ideas; the con. 
duct of educational programs; contact with public officials 
regulatory bodies, other traffic organizations and transportation 
companies, and the promotion of an understanding of industry’s 
needs in transportation; obtaining new legislation and modi- 
fying present laws, rules, regulations and rates; and promotion 
a and protection of the interests of the shippers of 
the state. 


CHICAGO PACKAGING CLUB 

Recently established to bring together at regular meetings 
the producers of packaging materials, packaging designers and 
engineers, producers of machinery and supplies for packaging 
or package handling, users of packaging and packing, and other 
related interests, such as the carriers, the Chicago Packaging 
Club has adopted a constitution and by-laws providing for di- 
rection by a board of seven governors, headed by a chairman. 

The chairman and members of the board are as follows: 
Chairman, C. Stewart Macnair, C. S. Macnair and Associates; 
Harry J. Bettendorf, co-publisher, Fibre Containers; Frank H. 
Biederman, advertising-merchandising, Kimberly-Clark Corpo- 
ration; John S. Gorman, vice-president, Signode Steel Strapping 
Co.; Don L. Quinn, Don L. Quinn Co.; and Frank A. Wilcox, 
purchasing agent, Kraft Cheese Co. Terry M. Prokop is secre- 
tary-treasurer. 

The club’s headquarters are at 228 N. LaSalle St., Chi- 
cago 1, IIll., and it meets on the second and fourth Mondays of 
the month in the Builders’ Club, at that address. 





GREAT LAKES BOARD MEETING 


The Great Lakes Regional Advisory Board has announced 
the cancellation of its annual meeting, originally scheduled to 
be held in Detroit on March 28, in conformity with the ban 
on meetings requiring the attendance of more than 50 persons 
from out of town who would require transportation and hotel 
facilities. The executive committee and the railroad contact 
committee of the board will meet independently in Detroit on 


March 27, and printed proceedings will be issued shortly 
thereafter. 


MANHATTAN BUS TERMINAL 


The Port of New York Authority’ presented to interstate 
bus company officials, March 12, its proposed plans for a mid- 
Manhattan bus terminal, to cost $13,000,000, and to occupy 
the entire block extending from 40th to 41st streets, between 
Eighth and Ninth avenues, and connected with the Lincoln 
Tunnel by overhead ramps. A meeting between the port au- 
thority and representatives of short-haul bus operations is 
scheduled for March 19, and another with long-haul bus opera- 
tors, for March 20th. 

Austin J. Tobin, executive director of the port authority, 
urged the Greyhound Co. to join in the terminal plans. He 
said he hoped that the controversy between the city and 
Greyhound, the latter owning a site for a terminal in the retail 
trade zone on 34th street, east of Eighth avenue, could be 
ended, since the port authority would operate the bus terminal 
on such a thin margin of profit it would not be economically 
feasible for the agency to build it without the tenancy of 
Greyhound. The plans for the terminal provide two separate 
entrances and loading areas on the ground floor, the one at 
the east end designated “Greyhound” and providing berths for 
17 busses at one time, with two auxiliary berths for holiday 
periods and standing room for 10 extra busses within the 
loading area. 

The bus terminal would replace the eight individual ter- 
minals now scattered from 34th to 5ist streets as far east as 
Sixth avenue. In urging Greyhound to join in the project, Mr. 
Tobin said the city had consistently taken the position that it 
was contrary to public policy to permit or to continue bus 
terminals east of Eighth avenue. 

Walter P. Hedden, director of port development, in de- 
scribing the plans for the terminal said the building, as planned, 
afforded ample room for expansion. The roof would be fiat 
for 500 feet from the Ninth avenue end, he said, so that it 
might be developed for helicopter or “flying bus” use in the 
future. The ground floor long-distance bus level, he said, would 
have capacity to handle three or four times the present pe 
hour demand, while the suburban level would handle more 
than double the present normal peak. 
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SPECIAL CARS— 


for Particular Passengers 





One of your new products — or some chem- 
ical used in your plant — may be a tough 
traveler, never before shipped in bulk and 
demanding special protection. 


General American engineers can build the 
tank car for its safe, efficient transportation, 
just as we have designed dozens of tank 
cars for unusual, equally hard-to-handle 
liquids or gases. Call on us. 


GENERAL AMERICAN TRANSPORTATION 


Builders and Operators of Specialized Railroad Freight Cars * Bulk Liquid Storage Terminals * Pressure Vessels and other 


Welded Equipment * Aerocoach Motor Coaches * Process Equipment of all kinds 


Planning Now 
with Tomorrow's Leaders 


Even though your new product or 
problem commodity is still in the 
laboratory stage, General American 
engineers are ready to work with you 
now. Keeping pace with your prog- 
ress, we will plan the new tank car 
with every feature needed for safe, 
economical transportation. 


Call or write our general offices—135 
South LaSalle St., Chicago 90, Ill. 





* Fruit and Vegetable Precooling Service 
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Personal Notes 





Henry J. Holsten, traffic manager, Chicago district, F. W. 
Woolworth Company, will retire March 31, because of illness. 
He has been with the company 30 years. George R. Gonseth has 
been appointed to succeed him. Mr. Gonseth joined the com- 
pany in 1929 and was at its Boston office before he joined the 
Army Air Corps two years ago. He was recently honorably 
discharged. The western division of the Chain Store Traffic 
League will give a dinner in honor of Mr. Holsten, April 13, 
in the club rooms of the Chicago Traffic Club, to be attended 
by members and their wives. 

The Duluth, South Shore & Atlantic Railway Co. and 
Mineral Range Railroad Co. have announced the appointment 
of George A. Hager as general freight agent, and of F. William 
Peach as general agent, at Detroit, Mich., effective March 15. 

C. R. Throckmorton has been appointed division passenger 
agent of the Northern Pacific Railway Co., at Seattle, and 
W. L. Brouelette has been appointed traveling passenger agent 
at Seattle to succeed Mr. Throckmorton. 

Managers of the five divisional tire sales offices of the 
Goodyear Tire & Rubber Co., Inc., will henceforth have head- 
quarters in their territories instead of in Akron. L. H. Shep- 
herd, southeast division manager, is at Atlanta; F. W. Mc- 
Conky, Jr., northeast division manager, at New York City; 
A. Jae Sears, north central division manager, at Chicago; E. L. 
Mefford, western division manager, at Los Angeles and James 
A. Bailey, south central division manager, at Dallas. Assistants 
who are with the division managers are: L. A. Moffeet, Los 
Angeles; O. S. Whitaker, Dallas; R. E. Van Akin, New York; 
Joseph Stonecypher, Atlanta; and E. C. Flinn, Chicago. Per- 
sonnel men have also been assigned to the tire sales divisional 
offices. L. C. Buxton continues at Los Angeles; C. C. Bowser 
goes to Dallas; F. W. Lewis, New York; R. H. Donaldson, At- 
lanta; and A. S. Pratt, Chicago. 

Export activities of the Fruehauf Trailer Co. are now 
centered in New York City, in charge of R. L. Vaniman, vice- 
president in charge of exports. He is assisted by C. O. Nelson, 
export sales manager, and staff. Mr. Nelson has moved his 
offices from the factory at Detroit. 

The Great Lakes Steel Corporation has appointed Wil- 
liam H. Owen traffic manager for the corporation, its N-A-X 
Alloy Steel and Stran-Steel divisions, and the Hanna Furnace 
Corporation. Mr. Owen is a past president of the Motor City 
Traffic Club, and a member of the Detroit Traffic, Detroit 
Passenger and Propeller clubs. 

The Erie Railroad Co. announces the following appoint- 
ments: P. F. Arroyo, to be manager, mail, baggage and express 
traffic, at Chambers St. station, New York, succeeding C. L. 
Chapman, deceased; F. J. Wild as general agent, passenger 
department, at Erie station, Jersey City, N. J., succeeding Mr. 
Arroyo; and J. H. Dimke to be general agent, passenger de- 
oo at 11 Rockefeller Plaza, New York, succeeding F. 
J. Wild. 


The Maritime Association of the Port of New York will 
honor E. J. Karr, chairman of the Joint Steamship and Rail- 
road Committee, and G. C. Randall, manager, port traffic, 
Association of American Railroads, for their contribution to 
the war effort, in a ceremony to be held on the floor of the 
Maritime Exchange the afternoon of March 20, when appro- 
priate resolutions will be presented. Government officials at 
the port have been invited to attend. 


Max William Eismann, traffic manager of the Manufac- 
turers Association of Erie, Pa., and secretary of the Traffic 
Club of Erie since its founding in 1912, died March 6 in Hamot 
Hospital following an illness of several months. 

The following general agents have been appointed by the 
Union Pacific Railroad Co., effective April 1: W. W. Johns, 
at Lincoln, Neb.; H. J. DeLacy, at Long Beach, Calif.; and 
W. A. Cheney, at Santa Monica, Calif. 

S. C. Frost, now general agent of the Union Pacific Rail- 
road Co. at Santa Monica, will retire from active duty March 31 
after more than 33 years of continuous service with the road. 

Changes occasioned by the transfer of J. H. Darling, for- 
mer Wyoming division superintendent of the Union Pacific 
Railroad Co., to other duties, are as follows: J. E. Mulick, 
transferred from superintendent of the Colorado division to the 
position formerly held by Mr. Darling, and F. R. Jenkins, 
assistant superintendent at Denver, have been appointed acting 
superintendent of the Colorado division. 


J. A. Burkley, of Freight Traffic Institute, will preside at 
the first regular monthly meeting of the Trafficmen’s Associa- 
tion of America, under its new administration, to be held March 
27 in the Hotel Sherman, Chicago. Ralph J. Kelly, of General 
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Foods Corporation, is program chairman. A representative of 
the Chicago Quartermaster Corps will be the speaker of the 
evening and, through the courtesy of the Santa Fe, a picture, 
“Tank Destroyer” will be shown. , 

D. W. Holmes has been named personnel director of Amer. 
ican Export Airlines in charge of personnel and employment 
including sports and social functions. He has been personne} 
assistant to the executive vice-president for almost two years. 
In addition to his previous duties, he will be responsible for 
relations with the National Railway Labor Panel and the Treas. 
ury Department in connection with matters relating to the 
wage stabilization program and will clear all information per. 
taining to wages and other personnel matters exchanged with 
other airlines. 

N. M. Jurowicz, formerly of the traffic departments of the 
Timken’ Detroit Axle Co., and of Caldwell Motor Freight Co, 
has been appointed traffic manager of H. W. Rickel & Co., of 
Detroit. 

B. M. Burke, vice-president, Harborside Warehouse (Co, 
Inc., New York, N. Y., died at Moorestown, N. J., March 10. 

I. C. (Buddy) Bruce, general passenger agent for the Rock 
Island Lines, has been promoted to assistant passenger traffic 
manager, and Robert E. King has been promoted to assistant 
general passenger agent, both with headquarters at Chicago, 

The Alumni Association of the Academy of Advanced Traf. 
fic will hold an open forum, March 29, in the Assembly Room, 
Commerce & Industry Association, Woolworth Building, Chi- 
cago. J. M. Adelizzi, manager director, Motor Carriers Asso- 
ciation of New York, will open the forum with a talk on 
“Necessity of Cooperation Between Carrier and Shipper.” 

Thomas L. Preston, formerly general solicitor of the Sea. 
board Air Line Railway, has been appointed assistant general 
counsel of the Association of American Railroads, effective 
March 15. 

Earl L. Smith, formerly an employe of the Pacific Electric 
Co., has been appointed to the staff of mediators of the Na- 
tional Mediation Board, which administers the railway labor 
act. 

W. J. Knorst, dean, College of Advanced Traffic, will be 
the speaker on ‘‘Educational Night,” slated for March 20 at the 
Morrison Hotel, Chicago, by Everett Weathers, March program 
chairman of the Alumni Association of the college. There will 
be a pre-meeting dinner at a Triangle Restaurant. 

The Goodyear Tire & Rubber Co. announces transfer of 
the following key personnel from the Hoosier Ordnance Plant 
near Louisville, Ky., to the newly opened Mississippi Ordnance 
Plant, at Jackson, Miss: H. C. Hoch, who was chief engineer 
at the Hoosier plant, to be manager of the Mississippi plant; 
J. E. Norton, works accountant; Thomas Kerr, manager of 
production planning and transportation; D. C. Morrow, super- 
intendent of inert stores and powder storage; H. B. Hale, chief 
engineer; R. J. Brown, safety engineer; William Couger, super- 
intendent of smokeless powder loading; G. C. Mayer, superin- 
tendent of the technical division; W. Morgan, manager of 
property and traffic; G. O. LaComte, chief of the guards and 
of the fire department; H. E. Brunner, purchasing agent; and 
Mrs. Louise Ownby Mayer, supervisor. 

President W. N. Deramus, of the Kansas City Southern 
Lines, has announced an expansion of the lines’ development 
department. Floyd T. Ridley, district traffic manager since 
January, 1943, heads the department as director of develop- 
ment, executive direction remaining in A. N. Reece, assistant 
to President Deramus. Karl H. Englund, member of the engi- 
neering, traffic and development departments since 1926, takes 
the newly-created post of industrial engineer. Lester Bailey, 4 
consulting geologist of Kansas City, has joined the railway as 
industrial geologist. The department already includes two agri- 
cultural agents: B. A. Talbert, at Ft. Smith, Ark., and L. E. 
Robinson, at Baton Rouge, La. 


Friends and associates of Wilbur McGirr, traffic manager, 
Western Electric Co., Chicago, are planning a farewell dinner 
for him in the quarters of the Traffic Club of Chicago, Palmer 
House, March 22. Mr. McGirr is moving to New York incident 
to the transfer of the general traffic department of his com- 
pany to that city. William H. Skillen, general western agent, 
Boston and Maine-Maine Central, heads the group planning 
the affair. Samuel L. Felton, general traffic manager, Acme 
Steel Company, president of the Traffic Club of Chicago, will 
be toastmaster. 


FRUEHAUF ON FOR-HIRE CARRIERS 


As greater and more outstanding truck, trailer and high- 
way developments are created, a big share of the improvements 
will be the result of efforts to meet demands presented by for- 
hire motor carriers, says Harvey C. Fruehauf, of Fruehauf 
Trailer Co. : 

“Because motor transport is their sole business, it is per 
haps only natural that the for-hire carriers have carried the 
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torch of progress in the development of the motor transport 
industry,” he says, adding that the entire industry has bene- 
fited from the effort of the for-hire carriers to improve their 
operations. While they had about 700,000 trucks, or about 15 
per cent of the 4,744,000 trucks operating under certificates of 
war necessity on June 30, 1944, says Mr. Fruehauf, their trucks 
average more than double the miles a year as compared with 
privately owned vehicles. 

Because the for-hire operator must make money from his 
trucking operation, he says, he has been a leader in demanding 
lighter, but stronger vehicles with all useless dead weight re- 
moved, and that the experience his company has been able to 
draw from the records of performance kept by the operators 
constitutes “a very important section of our own engineering.” 


A. C. & Y. Proxy Fight 


Countering the claims he said had been made by an oppo- 
sition that was attempting to obtain proxies in sufficient num- 
ber to elect a majority of the new directors at the annual 
meeting of shareholders March 20, and “thereby to change 
the management,” H. B. Stewart, Jr., president of the Akron, 
Canton & Youngstown Railroad Co., has addressed two letters 
to the company’s common and preferred stockholders asking 
proxies in support of the present management. 

“While those seeking to obtain control of the company 
have not seen fit to present their case in writing, an intense 
campaign by word of mouth is being carried on against your 
management,” said Mr. Stewart, in the second of his letters. 
“I am advised by stockholders that numerous incorrect state- 
ments and claims have been made in an effort to win your 
support. It is my duty to give you the facts concerning some 
of these claims.” 

The most frequent complaint against the management, he 
said, arose from its dividend policy. He defended that policy, 
and set forth the current financial position of the company, 
saying it was natural that the large amount of cash in cur- 
rent assets and the company’s relatively large earnings “per 
share” should cause some to feel that the management had 
been overly conservative in its dividend policy. The net income 
might look large when analyzed on a “per share’ basis, he 
said, but that this factor was misleading “in view of our small 
stock capitalization.” 

Emphasizing the personal relationships he said had made 
it possible for the road to compete with other railroads serving 
Akron, Mr. Stewart said that, based on inquiries and statements 
made by some of the line’s largest shippers, “I believe that 
any change in management which would destroy the present 
personal relationships with these shippers and our connecting 
railroads would inevitably result in a substantial loss of traffic.” 

In a postscript to his second letter, Mr. Stewart said it 
had been called to the management’s attention that ‘‘the oppo- 
sition is distributing their proxy post-dated as of March 19, 
1945.” He suggested that, if the recipient of his letter had 
signed one of the opposition proxies, he sign an enclosed 
management proxy, dating it March 20, 1945. 


MOTOR VEHICLE CONSERVATION 

Alfred P. Sloan, Jr., chairman of the National Highway 
Users Conference, has announced “an intensified campaign of 
renewed impetus on motor vehicle conservation.” Even greater 
efforts than had been made must be made to bridge the trans- 
portation gap between now and the time when new vehicles will 
be available “if this country is to avoid disastrous motor vehi- 
cle shortages” in the war and immediate post-war periods, 
said he. 

Commendation and need for the campaign was voiced in 
letters received by the conference from J. A. Krug, chairman 
of the War Production Board; Chester Bowles, O. P. A. admin- 
istrator; Petroleum Administrator Ickes; Commissioner of 
Public Roads Thomas H. MacDonald, and Director Johnson, of 
the Office of Defense Transportation. 

“If American transportation is to continue to perform its 
wartime tasks, conservation of almost heroic proportions must 
be achieved,” said Director Johnson. “Tires, parts, batteries 
and manpower will continue extremely scarce for come con- 
siderable time. It is my belief that this nation cannot afford 
the loss of a single motor vehicle—passenger car, bus or 
truck—which could be saved through an understanding of 
proper conservation methods.” 


TRUCK RATIONING 


A total of 20,053 vehicles was released under the truck 


rationing program in January, as compared with 19,824 in 
December, 1944, the automotive division of the War Produc- 
tion Board announced, adding: 

Civilian users received 623 light trucks, 10,985 medium and 3,847 
heavy trucks and 2,333 trailers. No light trucks were allotted to holders 
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of Government exemption permits, but they received 1,715 medium ~ 


and 480 heavy trucks, and 70 trailers. 
Since the rationing program became effective on March 9, 1942, g 
total of 375,401 vehicles of all types have been released. This includes 


52,393 light trucks, 222,717 medium and 57,701 heavy trucks and 42,590 
trailers. 


TRUCK PRODUCTION 
War Production Board revised motor truck production 
figures for 1944 show that a total of 743,402 trucks of all sizes 
were manufactured in that year. Of the total, 118,733 were 
civilian, and 624,669 were military trucks. 





STATE HIGHWAY LEGISLATION 


In a review of proposed highway legislation in state 
legislatures, the National Highway Users Conference says that 
gasoline tax increases have been proposed in 15 states, consti- 
tutional amendments to prevent diversion of highway user 
revenue to non-highway purposes have appeared in 14 states, 


and that there are 45 bills in 28 states that would liberalize 
sizes and weight laws. 





ALCAN HIGHWAY ABANDONMENT 


Senator Magnuson, of Washington, told the Senate March 
14, that the Alcan highway, built at a cost to the United States 
of $139,000,000 as a war project, probably would be abandoned, 
He said the Canadian government had told the people of the 
United States it did not think it could maintain the southern 
end of that highway and make it a feasible commercial route, 


The highway runs from the Alberta region to White Horse, © 
through the southern Yukon, crosses the White River and into 7 


Fairbanks, Alaska, according to the senator. 


Commenting on Senator Magnuson’s remarks, Secretary of © 


War Stimson said he knew of no plan to abandon the high- 


way. Senator Magnuson, replying, said the highway had vir- q 


tually been abandoned already. 


CHICAGO’S LOUNGE FOR INFANTS 


O. H. Frick, general manager of the Chicago Union Sta- 
tion, was host to news men and women, and to photographers, 
at the opening of the Union Station’s refurbished nursery, now 
known as the “Infant’s Lounge.” After an inspection tour of 
the lounge, the facilities of which are available to the traveling 
public without charge, Mr. Frick tendered his guests a luncheon 
in a private room of the station. 





R. F. C. SELLS CERTIFICATES 
The Reconstruction Finance Corporation has announced 
that it has sold to Halsey, Stuart & Co., Inc., Chicago, $1,344,000 
Chicago, Saint Paul, Minneapolis and Omaha Railway Com- 
pany 2% per cent equipment trust certificates of 1941 at 103 
and accrued interest, which is 1.95 basis. This price represented 
a premium to R. F. C. of $40,320, it said. 





NEW TYPES OF PASSENGER CARS 


Ralph Budd, president of the Burlington Lines, told a meet- 
ing of the Executives’ Club of Chicago, March 16, that his 
railroad would be the first to incorporate into a remodeled 
streamlined passenger car a feature developed by the research 
division of General Motors Corporation. This feature will be 
a glass-enclosed bulge in the center section of the car, with 
a double row of seats on an upper level permitting the pas- 
sengers to view the country in all directions, as well as the 
sky overhead. 

Charles F. Kettering, vice-president and director of General 
Motors, spoke on research generally. 





RAILWAY EXPRESS BROCHURE 

The Railway Express Agency, Inc., has distributed to 75,000 
of its employes a new brochure on public relations, entitled 
“How Can We Do It Better?” In a covering letter to employes, 
printed in the brochure, K. N. Merritt, general manager, public 
relations, says, as a result of several years of study, the com- 
pany has discovered the things its employes are doing to build 
better relations with the public, and that the brochure brings 
together those practices. 


TOWMOTOR TRUCKS IN PLANE PRODUCTION 

“Handling Materials,” house magazine of the Towmotor 
Corporation, Cleveland, in the current issue, tells how a fork 
life truck is assisting Chance Vought Aircraft, at Stratford, 
Conn., in the production of a navy fighter plane, the Corsair. 
The truck is said to handle items ranging from cases of small 
rivets to 3,500-pound engines, loads of six 1,000-pound propel- 
lers, fuselage and wing sections, and hydraulic press drop- 
hammer dies weighing as much as 10,000 pounds. 
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Where steel and skill are sweated into ships 
men know DIAMOND T reliability 


IAMOND T’s “Fighting Trucks” at the battle 

front have a more dramatic job. As prime 
movers, personnel carriers and tank destroyers they 
are serving our armies by tens of thousands. 


But it is just as vital to “supply the supply line.” 
Here, at the vast Higgins yards, steel and skill are 
being sweated into ships, tank lighters and landing 
craft. And Diamond T’s are doing heavy duty, as usual, 
moving sheet and shaped steels from shops to hulls. 

Since 1905 Diamond T has stood for the highest 
in automotive engineering. Leading operators favor 
Diamond T trucks for the extra stamina engineered 


a Za 


DIAMOND T 


into every vehicle—for the reliability that has counted 
so heavily these past years. 


In every service from cross-country hauling to metro- 
politan pick-up, the Diamond T reputation is your 
assurance of dependable performance and economical 
operation. These advantages will be even more clearly 
demonstrated in the new and finer Diamond T’s now 
being engineered for production after Victory. 


Meantime a limited number of current models will 
be built for essential service. See your Diamond T 
dealer if you qualify for O.D.T. approval. 


DIAMOND T MoTror CAR COMPANY, CHICAGO 
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OMOVUW I HAVI...15 tons of it... by 


ON EVERY U.S. 
HIGHWAY 


U.S. 


TRUCK OPERATORS 
AND FLEET OWNERS 


If you are a contract, private or 
common carrier, write for illus- 
trated color booklets which give 
full details of the economy and 
many improvements built into 
the new Highway ‘Freight- 
masters” and ‘‘Clippers.”’ 


HIGHWAY 


From the paper mill direct to the 
printing press, tons of tomorrow’s 
headlines! How else could it be 
transported so quickly and eco- 
nomically—except by Highway? 
But moving heavy, bulky paper is 
just one of the difficult transporta- 
tion jobs which can be performed 
quicker and more economically 
by Highway trailers. 


Thousands of pre-war Highway 
trailers are still doing heroic serv- 
ice, criss-crossing the roads of 
America with a nation’s vital 
freight. These will soon be aug- 
mented by others now beginning 


TRAILERS 


to roll off the production lines. 


The new Highways—the yard- 
stick of trailer quality for over a 
quarter of a century—will embody 
greater strength, added endurance, 
and lighter weight. All this is a re- 
sult of three years of grueling tests 
in the crucible of wartime trans- 
port. 


When the time comes to replace 
your present trailers, or to add to 
your fleet, assure yourself of the 
best in trailer stamina and econ- 
omy. Let HIGHWAYS mean happy 


ways for you. 


HIGHWAY TRAILER COMPANY 


Factory and General Offices, Edgerton, Wisconsin 


Truck Trailers and Bodies ° 


Earth Boring Machines 


Winches and other Public Utility Equipment 


HIGHWAY “<* TRAILERS 
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A-PE-co 
makes one 
Or more 
copies 
direct from: 





A-PE-CO 
Photocopying! 


Y B R A Z I s y) Traffic departments and carriers 
everywhere are using A-PE-CO 
Photocopying to speed their work, and to 
URUGUAY safeguard important, irreplaceable originals of 
signed receipts, claims, settlements, bills of lading, 
ARGENTINA etc.! With A-PE-CO, legally accepted photocopies 

1} * 

y FOR SAILING INFORMATION thing written, princes, toes. oes - rg 
graphed—even if on both sides. So simple that a 
f CONSULT OUR OFFICES child can operate it, A-PE-CO gives absolutely 













Letters 
Receipts 
Blueprints 
Shop Orders 
Records 
Pictures 
Reports 
Invoices 
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Method makes photo-exact copies direct from any- 
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are made in seconds, with no chance of error! 

The modern, time-saving A-PE-CO Photocopying 
/ error-free copies in a jiffy without camera, dark- 
room or film. No technical knowledge; no steno- 






copying, tracing or proofreading is necessary. 


Find out about this time, labor, and money- 
@ saving method today! Write NOW for your 
We copy of A-PE-CO folder. 
AMERICAN PHOTOCOPY EQUIPMENT CO. 
2849 N. Clark St., Dept. JE-35, ” 


MISSISSIPPL SHIPPING COMPAKY, INC. Chicago 14, IIlinois 


{ aw Sanne “eee 
Ah NEW YORK CHICAGO 


S> >a 











SES 






~ 


iwe<<s 


ty 


} 4 
\ 
sf 

. 
/ 
D 


Checking Truck Costs 
By the Mile 


Compare ratios of taxes 
and payroll to revenues 


in the new COST ANALYSIS TABLES 
compiled from the 1943 annual reports 
of all Class I Motor Freight Carriers to 
ICC. Place your order Now. $25 per 
copy; additional copies $5. 


TRANSPORT RESEARCH, Inc. 
1129 Vermont Avenue N. W. Washington 5, D. C. 


Publishers of: Motor Carrier Financial Manual (5 issues—quarterly and 
full year); Motor Carrier Cost Anelysis Tables (yearly). 





World's Largest 


y Long-Distance Movers of 
Household Goods, Office 


Furniture and Equipment 
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ALLIED 
VAN LINES 
INC. 






























Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TrarFic WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere, 


March 19—Indianapolis, Ind.—State Comm.—Jt. Bd. 23: 
MC 105495—Detroit Dixie Limited, Detroit, Mich., certificate. 
March 19—Kansas City, Mo.—Hotel Pickwick—Examiner Kilroy: 
1. & S. M-2482—Various commodities between points in Kan. and Mo. 
March 19—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 19665, Sub. 1—Rich Freight Lines, Inc., Wasco, Ore., certificate 
to extend operations. 
March 19—St. Louis, Mo.—Coronado Hotel—Examiner Walsh: 
Fourth Section Appl. 20822—Wooden handles from the Southwest to 
the South. 
March 20—Denver, Colo.—Cosmopolitan Hotel—Jt. Bds. 50 and 213: 
MC 105350, Sub. 2—North Park Transportation Co., Walden, Colo., 
certificate. 
MC 105532—Janes Brothers, Meeker, Colo., certificate. 
March 20—Des Moines, !a.—Hotel Kirkwood—Examiner Kilroy: 
1. & S. M-2480—Stopping and delivery rules, Tall Corn Motor Express. 
March 20—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs: 
MC 61609, Sub. 3—Bob Day Transfer and Storage, Sherman, Tex., 
certificate to extend operations. 
March 20—Portland, Ore.—Multnomah Hotel—Jt. Bds. 80 and 45: 
MC 104469, Sub. 2—A. P. Anrig, Goldendale, Wash., certificate. 
MC 105411—Newhouse & Hutchins, Portland, Ore., certificate. 
March 20—Washington, D. C.—Examiner Valentine: 
Fourth Section Appi. 20915—Green Salted Hides from south to east. 
March 20—Washington, D. C.—Argument: 
29103—Summer & Co. vs. N. Y. C. et al. 
29104—South Bend Steel Co. vs. N. Y. C. et al. 
29104, Sub. 1—Empire Sheet & Tin Plate Co. vs. N. Y. C. et al. 
29093—-H. L. Stimson, as The Secretary of War vs. A., C. & Y. et al. 
March 20—Washington, D. C.—Examiner Naefe: 
1. & S. M-2494—Cereal food preparations, classification ratings. 
March 21—Baltimore, Md.—Assn. of Commerce Bldg.—Assistant Direc- 
tor Snow: 
FF-113—Appl. of Baltimore-New York Dispatch, Inc., Baltimore, Md., 
for permit to continue operations. 
FF-96—Appl. of New York-Philadelphia Dispatch, Jersey City, N. J., 
permit to continue operations. 
March 21—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 111: 
MC 105463—C. E. Hornback, Tama, Ia., permit. 
March 21—Des Moines, la.—Kirkwood Hotel—Examiner Kilroy: 
1. & S. M-2502—M'nimum rates or charges, Young Transfer Co. 
Match 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29241—G. C. Murphy Co. vs. A. C. L. et al. 
March 21—Portland, Ore.—Multnomah Hotel—Jt. Bd. 81: 
MC 106247, Sub. 6—St. Johns Motor Express Co., Portland, Ore., cer- 
tificate to extend operations. 
March 21—Sioux City, !a.—Warrior Hotel—Jt. Bd. 148: 
MC 105257—H. Ahlgrim, Vermillion, S. D., permit. 
March 21—Washington, D. C.—Argument: 
|. & S. M-2458—Bakery goods Intermountain-Pacific Coast points. 
March 21—Washington, D. C.—Examiner Sharp: 
29161 and Subs. 1, 2, 3, 4, and 5—Atlantic Commission Co., Inc., vs. 
Bangor and Aroostook et al. 
29208—Paskoff Bros. & Co. vs. Aroostook Valley R. R. et al. 


March 22—Des Moines, !a.—Hotel Kirkwood—Jt. Bd. 138: 
MC 89985, Sub. 1—C. D. Kruse, Glidden, Ia., certificate. 


March 22—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
oe William Schluderberg ... T. J. Kurdle Co. vs. L. & N. 
et al. 


29238—J. G. Rogers vs. L. & N. et al. 
29256—Forst Packing Co., Inc., vs. L. & N. et al. 
March 22—Portland, Ore.—Multnomah Hotel—Jt. Bd. 11: 
MC 102975, Sub. 5—A. L. Vincze, Klamath Falls, Ore., certificate. 
March 22—Washington, D. C.—Argument: 
MC 15735—Allied Van Line, Inc., common carrier application. 
MC 15735, Sub. 1—Allied Van Lines, Inc., extension, all states. 
March 23—Des Moines, l!a.—Hotel Kirkwood—Examiner Kilroy: 
MC 105498—F’. S. Millard, Des Moines, Ia., permit. 
March 23—Seattle, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 105392, Sub. 1—Polar Truck Lines, Seattle, Wash., permit. 
March 24—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 77189, Sub. 2—Therkelsen Auto Freight, Inc., Vashon, Wash., cer- 
tificate to extend operations. 
March 26—Chicago, !IIl.—Hotel Sherman—Jt. Bd. 111: 
MC 105573—Eldon Miller, Iowa City, Ia., permit. 
March 26—EI Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: 
MC 104210, Sub. 9—Transport Co., Corpus Christi, Tex., certificate to 
extend operations. 
March 26—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29217—American Steel Abrasives Co. et al. vs. B. & O. et al. 
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March 26—Spokane, Wash.—Davenport Hotel—Examiner Linn: 
MC 9789, Sub. 1—E. R. Fruin, Spokane, Wash., certificate to exteng 
operations. 
March 26—Spokane, Wash.—Davenport Hotel—Jt. Bd. 80: 
MC 100931, Sub. 1—Williams Transfer, Nelson, British Columbia, Cap. 
ada, certificate. 
March 26—Washington, D. C.—Argument: 
W-125—G. N. Childs, contract carrier application. 
March 27—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 180: 
MC 105499—Interstate Bus Line, Carterville, Mo., certificate. 
March 27—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 183: 
MC 105586—Northwest Fuel & Transfer, Spearfish, S. D., certificate, 
March 27—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 105389—O. F. Long, Spokane, Wash., certificate. 
March 28—Atlanta, Ga.—State Comm.—Examiner Yardley: 
1. & S. M-2508—Southeastern Motor Truck Lines, Inc., restrictions, 


March 28—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 67: 
MC 102616, Sub, 258—Costal Tank Lines, Inc., York, Pa., certificate 
to extend operations. 
March 28—Chicago, iI!.—Hotel Sherman—Examiner Kilroy: 
MC 39521, Sub. 3—Chicago Southern Transportation Co., Chicago, Ij, 
permit to extend operations. 
March 28—Washington, D. C.—Examiner Weems: 
1. & S. 5336—Deming rates, eastern ports to southwest. 
March 29—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 33: 
MC 69419, Sub. 25—Groendyke Transport Co., Enid, Okla., certificate 
to extend operations, 
March 29—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 
MC 48899, Sub. 1—Hagens Van & Storage, Forest Hills, N. Y., cer. 
tificate to extend operations. 
March 29—Cape Girardeau, Mo.—U. S. Ct.—Jt. Bd. 135: 
MC 104171, Sub. 2—Kelso Oil Co., Cape Girardeau, Mo., certificate, 
March 29—Lewiston, Idaho—Fed. Bldg.—Jt. Bd. 169: 
MC 88088, Sub. 1—R. Trautman, Genesse, Idaho, certificate to extend 
operations. 
March 30—Lubbock, Tex.—Lubbock Hotel—Jt. Bd. 33: 
MC 105580—Edward’s Service, Denver City, Tex., certificate. 
March 30—Montgomery, Ala.—State Comm.—Examiner Romero: 
Finance 14714—Application of A. C. L. for a certificate permitting 
abandonment of line of railroad extending from Sprague to Luverne, 
Ala. 


March 31—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
MC-101870, Sub. 4—Valley Transit, Anniston, Ala., certificate to ex 
tend operations. 
MC 89917, Sub. 3—Missala Stages, Jasper, Ala., certificate to extend 
operations. 
March 31—Boise, !daho—State Comm.—Jt. Bd. 81: 
MC 105475—Coates and Son, Payette, Idaho, certificate. 
March 31—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 
MC 4199, Sub. 5—Vincent Goldere’s Sons, Inc., Morristown, N. J., 
permit to extend operations. 
April 2—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
MC 66562, Sub. 621—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 101997, Sub. 1—Towns Truck Line, Oneonta, Ala., certificate to 
extend operations. 


April 2—Boston, Mass.—N. P. O. Bldg.—Examiners Lawton and Bennett: 
1. & S. M-2487—Textile products, New England. 
April 2—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
MC 16872, Sub. 2—Carlton Hill Trucking Co., Carlton Hill, N. J., cer 
tificate to extend operations. 
MC 18282, Sub. 2—Bound Brook Transportation Co., 
N. J., certificate to extend operations. 


April 2—Bunkie, La.—Fed. Bldg.—Examiner Romero: 

Finance 14754—Application of Tex. & Pac. for a certificate permit 
ting abandonment of line of railroad extending from Gordon Spur 
to Simmesport, La. 

April 3—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 62: 
* MC 105604—-Bill Dennis Garage, Ashland, Ky., certificate. 
April 3—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 

MC 3057—Walton Hauling & Warehouse Corp., New York, N. Y., 

certificate or permit. 


April 3—Huntington, W. Va.—-U. S. Ct.—Examiner Winson: 
* MC-F 2693—Point Pleasant Transportation Co., purchase, G. O. Roush. 
April 3—Montgomery, Ala.—State Comm. Jt. Bd. 98: 
MC 89177, Sub. 8—Maxwell Truck Line, Tallahassee, Fla., certificate 
to extend operations. 


April 3—Montgomery, Ala.—State Comm.—Jt. Bd. 100: 
MC 2908, Sub. 6—Capital Motor Lines, Montgomery, Ala., certificate 
to extend operations. 


April 3—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 88857, Sub. 21—O. M. Collett, extension, Utah, Salt Lake City, 
Utah. 
April 3—Washington, D. C.—Examiner Glover: 
Fourth Section Appl. 21153—Cordage oil from Philadelphia district to 
New England. 
April 4—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
* |. & S. 5324—Switching charges of B. C. R. R. at Buffalo, N. Y. 
April 4—Cincinnati, O.—Gibson Hotel—Jt. Bd. 72: 
* MC 906, Sub. 16—Consolidated Forwarding Co., Inc., St. Louis, Mo., 
certificate to extend operations. 


April 4—Jacksonville, Fla.—Mayflower Hotel—Examiner Fuller: 
1. & S. 5277—Switching at Jacksonville, Fla. 
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ificate to ‘is ee INTERNATIONAL 
oY Se~—SCOTT RUCK SERVICE 


7e, An ounce of prevention is worth 
|) a ton of cure these days, in any 
; trucking operation. 

’ See your International Dealer 
or Branch NOW, to arrange a 
convenient service schedule that 
will keep your trucks out on the 
road and out of the shop. 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 
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April 4—New Orleans, La.—Jung Hotel—Examiner Yardley: 

MC 55889, Sub. 1—Cooper Transfer Co., Brewton, Ala., certificate to 

extend operations. 

April 5—Cincinnati, O.—Gibson Hotel—Examiner Proudley: 

* MC 45829, Sub. 9—Carolina Motor Express Lines, Inc., Indianapolis, 
Ind. 

April 5—Columbia, Tenn.—Bethel Hotel—Examiner Romero: 

Finance 14804—Application of N. C. & St. L. for a certificate per- 
mitting abandonment of that portion of its Columbia Branch extend- 
ing from Lewisburg to Columbia, Tenn. 

April 5—Evansville, Ind.—U. S. Ct.—Jt. Bd. 155: 

MC 105065, Sub. 1—Arnold Ligon Bus Line, Madisonville, Ky., cer- 

tificate. 

April 5—Evansville, Ind.—U. S. Ct.—Jt. Bd. 73: 

* MC 94818, Sub. 1—J. P. Brooks, Paducah, Ky., certificate to change 
operations. 

April 5—Newark, N. J.—State Comm.—Examiner Cox: 

* MC-F 2619—J. Rollo and R. Nappi, control; Rollo Trucking Corp., 
Inc., purchase, Northland Petroleum Transport Co. 

April 5—Portland, Me.—Fed. Bldg.—Jt. Bd. 70: 

* MC 67633, Sub. 2—N. L. McAllister, South Paris, Me., certificate. 

April 5—Washington, D. C.—Commissioners Porter, Mahaffie and Miller: 

* MC-F 2436—Greyhound Corp., control, Florida Motor Lines Corp. 

* MC-F 2437—Greyhound Corp., issuance of securities. 


nsf Ade 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to bay or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
° 264 . fied dis a 














1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, lll. 


PERMANENT POSITION with progressive industry or carrier de- 
sired. Twenty years’ experience with railroad traffic department. 
Extensive knowledge all phases of transportation. Box 330, Traffic 
World Chicago office. 











RATE MEN—Positions for several experienced rate men now avail- 
able in Traffic Department of national concern at New York City. Must 
be familiar with freight rates in all territories. In reply, give full 
qualifications. Box 331, Traffic World Chicago office. 








WANTED—Experienced rate clerk familiar with revising waybills 
and interline abstracts. This work handled in Traffic Department. Rail- 
road located in southeast. Give all details in first letter. Box 332, 
Traffic World Chicago office. 





FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


8—Hopper, Twin 50-Ton 
40—Hopper, Triple, 50-Ton 
50—Hopper, Side-Discharge, 50-Ton 
80—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
50—Box, 40-Ft., 40-Ton 
10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton; steel floors 
25—Dump, Koppel, 20-Yd., 40-Ton; lift doors 
20—Flat, 40-Ft., 40- and 50-Ton 
70—Gondola All Steel, 40-Ft., 16 drop doors 
6—Gondola, 50-Ton, High-Side, Steel 
10—Tank, 8000-Gallon, 40- and 50-Ton 
Perhaps this list also has some other cars you eould use to very 
beneficial advantage now? 


All cars are priced to sell! 
{RON & STEEL PRODUCTS, INC. 


40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 


"ANYTHING containing IRON or STEEL" 


’ Rio-Gra 


+444 



















TRAFFIC WORLD 


April 5—Washington, D. C.—Argument: 
29117—-United States of America vs. Aberdeen and Rockfish et al, 
MC-C 409—Glenn L. Martin Co. vs. W. T. Cowan, Inc. 


April 6—Boston, Mass.—N. P. O. Bldg.—Jt. Bd. 186: 
MC 105381—Suncook Valley R. R. Co., Concord, N. H., certificate, 


April 6—Cincirinati, O.—Gibson Hotel—Examiner Proudley: 
* MC 43038, Sub. 229—Commercial Carriers, Inc., Detroit, Mich., cep. 
tificate to extend operations. 
April 6—Washington, D. C.—Argument: 
29030—C. & N. W. vs. Ann Arbor, Pere Marquette et al. 
29045—Ann Arbor and Pere Marquette vs. C. & N. W. 
29091—L. H. Lacy and Co. vs. C. R. I. & P. et al. } 





B. & O. NEWSPAPER ADVERTISING 


The Baltimore & Ohio Railroad has announced a news. 
paper campaign in metropolitan centers along its system, in 
connection with the seventh coordinated series in which easterp 
railroads are participating. The copy theme is “Railroad Pro. 
gressiveness,” and the campaign will run until the end of May, 








MISSOUR! 
PACIFIC | 


a \ LINES: / 
The Service of The Nation + —_ : 


P.& P.U.Ry. and Peoria Gateway 
$ —Always Open— 
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PEORIA-GATE WAY a”. 
PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mgr., Peoria, Illinois 



















S.Wabash Ave. oe 
Chicago MOTOR EXPRESS 


INCORPORATED 
Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all pelats In Kentecky, Tennessee, Nerth Carolina, Seuth Carolina and Georgia 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 









THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 


March 17, 1945 


MOTOR TRANSPORT SECTION 


“PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps and Abed by , we Unique Key fo Maps in This Sedan 


The maps in this section are different from maps quam Daily INTER- and INTRAstate service. 
published in any other medium. They are special Se Daily INTERstate service (no INTRAstate). 
maps designed by TRAFFIC WORLD'S map depart- Daily coordinated rail-motor service. 
ment and keyed in accordance with the specifications Irregular or special service routes 
of shippers. Hence, these maps and the allied data cocenee: oi lines. 
are unique in that the material is presented in a way “@ °O. , “rent points served. . Ej Terminal cities 
shippers all over the country told TRAFFIC WORLD a 


it would be most helpful to them in selecting highway Unless otherwise noted om maps, motor lines offer- 


a ing an intrastate service are also interstate oper- 
carriers and routing freight. ators when their routes extend into other states. 


CENTRAL STATES 


i Clemans Truck Line, Inc. ° 
3 “wt -$° Come Cut | Established 1929 pn lies 1934 Er @] Ss t wa W a r Pp l a n n 1 n g ? 
| ay atic 


815 E. Pennsylvania Ave., South Bend, Ind. R . P ‘ 
A. C. Clemans, Pres., A. C. Scheetz, T. M. @ While your number one job is to continue to 


C. L. Jones, Secy.-Treas. Tel. 39381 aid the war effort, your number two job can well 
COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. : 
C. I. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—-P. 5. C. 1. Now, be planning for post-war. 


———e Indiana—M. P. U. C. No. C-548 Inter- Start planting the seeds now for your post-war 
SERVICE: Overnight service between Elkhart, Indianapolis, sales harvest by constantly keeping before the 
Kokomo, LaPorte, te R 


ansport, Peru, Plymouth and Rochester, 
Indiana; Battle Creek, Grand Rapids, Kalamazoo, Three Rivers, leading shippers of the nation a map and details 
Michigan and Louisville, Ky. All intermediate oe served be- bs 
tween Grand Rapids, Michigan, and Louisville, Ky. of your operation. 
NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, . . e 
1 flat); 26 Trucks (17 vans, 9 open). All Company owned. The quickest, most effective, economical way 
INSURANCE: C 50,000 and 100,000 (Marine Off f —— . s 
America) ; Public Liability, 25,000 and 100,000; ee be to do this is through this motor transport section 


ifbiies on) Workingmen’s Compensation, (Michigan Mutual in the shippers’ every d ay workin g to ol. 
SAFE—COURTEOUS—SERVICE 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO. 





(LD Y LAKE ERIE A 
LAKE Ee oi 


WISCONSIN ___\\ MICHIGAN PENNSYLVANIA 


\o- and \ MICHIGAN GS LEVELANDZNEW JERSEY 

a , MINNESOTA \\ - { [y) Y= 
ANDERSON SS y “Teed ato <G 
MOTOR ! Na me EZ, 


SERVICE 


co. 4 


Y Lincoln 


pot ) 7 
- —3 CINCINNATI 
36)” ~ Soringheld | <=> WEST VIRGINIA 


VIRGINIA 
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 Reilroed "Ik ANSAS —_ ST. LOUIS 20). = 1 — ~T ‘ 28 years in business. 
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Established 1927 $1. LOUIS LOUISVILLE 


LAWRENCEBURG CENTRALIA 


GENERAL OFFICES: 1717 N. Broadway, 








4 Watch Display advertisements on the 


CINCINNATI 


J. F. Walsh, Traffic Mgr. 


DECATUR CARTAGE CO., INC 
OF INDIANA 





CLEVELAND 


om TOLE 
Tb 





ee Cartage Co, 


Es 
COM. 
a : 651 E 
20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 60H|\8| Mad 
WALTER MULLADY, President * R. A. BAENSCH, V. P.-Traffe E.G 
| ___ COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C}, Traf 
SE MDNANATOL SS No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Esta}. TEL! 
lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,0. Fairs 
me ME 
‘ Property Damage, $50,000. bo 
Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis Assoc 


St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 
map ... served day and night by our great fleet of modern transports . . . affording a tran. 
portation service whose dependability amply proves that ““FOR SHIPMENTS MIDWEsrz, 
DECATUR IS BEST.” 


Flow more 
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USING E Rpe yr_W-H. Husmann, Pres. 


FREIGHT Lines, Inc. 





ae 


SOUTH 
i 


Vincennes 


pouana Se 
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rance: Cargo $50,000-$ 100, 


Insu 
Freight Tariff Bureau 000. P.L. $25,000 and $50,000; 
P.D. $5,000. 


Merchants Motor 


Established 1928 - - I.C.C. Permit No. MC 76266 
WALTER J. HEROLD, 7rf. Mgr. 
Merchants eries-eroeses the Middlewest with 5,802 miles of daily service 


STANLEY L. WASIE, President 


OFFICES 


St. Paul, Minnesota, 2625 Territorial Road; 
Phone Nestor 2601; Teltp. St. P. 9. 
Des Moines, lowa, 321 S.W. 6th; 
Phone 3-4185; Teltp. D. M. 90. 
———, Iinols, 2424 West Cermak Road; 
Phone Haymarket 3930; Teltp. Chicago 1794. 


Lomrencabug {CINCINNATL'SE: 
ewrence! Wie — OHIO 


Equipment: 47 tractor-trailer units 
(company owned); 16 refr. units. 





Minneapolis e St Paul 
Omaha, Nebraska, 123 North 12th; USS SH 
Phone Harney 5441; Teltp. Omaha 188. ee 
Denver, Cooma, 1320 (ith; S} B Oo 
alan, 5 in hy ll “ Faribault 
Phone 5753; Teltp. W'lee 4 43. (\MINNESOT. 


—— 


iachell — — 


is the time to keep the details of your operation 
SOUTHEAST before the leading shippers of the country. 
Listings in this motor transport section are set- 
up in accordance to specifications of shippers. 
Advertising rates are extremely low. Write for 


full details. 


ee 
Freight, Inc. 



































Owatonna ‘Winona 
Rock Island) tlllnole, 2618 Fourth Ave. ; mA I Cro 
St. Louis, Missouri, 4th and S $ : ustin Ne petnoan 
Phone Garfield 5234; Teltp. St. L. 440. Phone Rock Island 564, Davenport 2.4042; 0 7 
Kansas City, MI 1, 2560 Warwick Tram d : " : : 
a Pare ben teed Telty. <\ we Cedar fapide, tov. 3 “ns Minch _ Ate 8.E.; “eV ie (3 , 2} : 
= ty i own City \ FRY Madison } 
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— a oe @ \ WISCONSIN 
(20} () Sioux City lowa Falls() _ Falls 4 = eee eae 09. —-4| : 
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e IOWA @ Wierloo eu 
Norfotk®) Nevada Cedar Rapids ©3.De Kalb Chica 
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Q NEBRASKA {73} Pin wie | I :  urara 4S, 
(23) (19) Columbus \’y e a MG | 
Tint ane Morth Platte 3} Fron antic =. ae cee a {6} Pert Otewa 
cisini = Satie -_ {30} Grand aay! York 3 Omaha nee 
Cc ® & aes 
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Y D enat Une 
. | KANSAS ae AS Cameron Macon () ‘ome 
Denver COLORADO | TRAFFIC WORLD — CHICAGO “Qe wag War 
TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- ’ 
west Bureau, Inc.; Central States Motor Freight Bureau, Inc., Sihaseen Kansas cuy te \ & er. i 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- j nanos City VY > 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; j St. Louis 
Central and Middlewest Motor Freight Bureau. ae . Pf East St.Louis 5. “nd 
INSURANCE: ag Mma A yA unit—$100,000 per catastrophe. Public Lia- Il 
bility—$25,000 per person—$10 0,000 per accident. Property Damage—$5,000. EQUIPMENT: Includes 70 tractors, 70 trailers, neu: 
Workmen’s Compensation. 54 city trucks. High 
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. f Random Quotations from 
PUCK LINES, IN| MN OY ia Shippers About this Motor 


COM. CARRIER 1CC-MC 26560 NX 
ee 2 Transport Section 
is. pice To Ponsa Wau 


ortage > Movil Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
E. G. Dowe a ~~ 4 AY OW” Theresa irresponsible motor carriers from our service. 
Vice-Pres. ) 


\ 
@ [aj WISCONSIN / Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
peasenoent oa Sieger by us as responsible lines. P’ 


irchild 500 ; @ 
_ scoala & ©) y Watertown 
Am, Trucking a ‘ ® 


Association,Inc. 


Battery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good werk up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
will have no hesitation in using their services. 


higan 





Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the great number of trucks operating at the present 
time, any information from a reliable source as to responsibility is of considerable 
value. ecp this up. 


iI? 
8 mE 


| 65) oeron Darlington rote nr 7 
: S 


a 


7 a 


Steel Products Mfr. (Detroit)—Your investigation and presentation is 100% 


| 





a 70) Paper Mfr. (Berlin, N. H.)—The investigations you make are more thorough than 
\ _ H WAUKEGANCH any we could hope to make. 
arver (ee 
«eat enna ie ahd te ey : 4 20 . @ wi | Beverage Manufacturer fhqgneane, M. Y- Tithe poo - a satisfying comfort in 
ts Transfer Company, NO * ; — coming. 
West Polk St., Monroe 5020, Chicago. a orld. Good work—keep them 


UA using motor lines suggested by Traffic 
IN Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
TARIFF AGENCIES: Central States : SS) I 

Motor Freight Bureau, Inc., Northwest @ @ WY all the territory we serve. 








Tariff Bureau, Inc., Rocky Mountain AM Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 

Tarif Bureau, Inc., Eastern Central INSURANCE \ truck transportation, one has to choose those which are the most stable and depend- 

Motor Carriers Association, Central & U 3 50 , \Y able and this guide gives you just that. 

Southern Motor Freight Tariff Associa- Cargo, $10,000-$50,- | 

tion and Mid-Western Motor Freight 900 (Northern Assurance 7 ; Distiller Owensboro, Ky.)—Knowing that you have thoroughly investigated 

Tariff Bureau, Inc. Company, Ltd. of London); carriers before accepting their ads your information is more dependable than that 
Public Liability, $50,000-$100,000 (Fidel- obtained in a general guide. If you would arrange to give more general coverage 

EQUIPMENT: 41 Tractors (33 owned), ity and Casualty Companyof New York); you would eliminate complaints of non-coverage in certain sections. 

30 semi-trailers (28 owned), 18 trucks— Property Damage, $5,000 (Fidelity and 

bodies (16 owned), | truck—open, Casualty Company of New York); Work- Flour Miller (Great Falls, Mont.)—The maps are very helpful. 

18 refrigerator trucks and trailers. ing ces yn — and Casualty Salt Company (Chicago)—Your service is very helpful, but of course is not 

CONNECTING LINES: All responsible mpany of New York). complete. Since we are national distributors we need this information in all parts 

lines at Chicago, Illinois; Milwaukee and LOCAL SERVICES: Pool car distribu- of the United States. Get more representation. 

Fond du Lac, Wisconsin; and Dubuque, tion and cartage service at Madison, 


Wisconsin. Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 
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\\ Vahl Re lf INTER-STATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 


< Ui Bg “| 
Suiceonl Gl 


a\\\ Grand Aven 
i ilwaukee }{\\\ in 
Ny 


{ 
| 

x \\\ 
\\) 








te ( = pennnsyLVANIA 


\ | ’ ‘ ‘ge 305 game ‘ ; P . 

$14} -- ——-4] Si — 7 . 

Ss! |e Oe cra aay a 

\De Kalb © C30, j bss -_ “ 4 jug “i ry heeling 
) A j ing iced al rail a ~ Zenewile a 


| MD ae 
Va w, VA, i” 


Elmer A. Schier, General Traffic Manager 
134 Grandville Avenue, S. W. Grand Rapids, Michigan 
Common Carrier Tariff necies 


ee . Central States Motor Freight Bureau 
—e Established 1924, a Michigan corporation. Fastern-Central : ‘ 
2 coe (| 16C.C. Docket Nos. MC35628 and MC48645. Indiana Motor Faer Cossions Association 
pn Equipment Southern Motor Carriers Rate Conference. 
ay we seitieasi Mid-Western Motor Freight Tariff Bureau. 
Unexcelled Transportation over fast, direct, soheduled 200 vick-up « og Seg pee Schedules and Extent of 


pick-up trucks; Total 2125. All equip- Following day deliveries are ordinaril di 
routesthrough 19 industrial states. Terminals and = ment modern and efficient. on all chipasente within a 360-mile sadiue of 


Warehouses in prinolpal olties. Cheok these advantages: principal terminal 


points. 

Insurance All schedules beaed on 22) Rg All 

Registering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies any a o> =p ant <> 

oes hai 100 miles or less. C.O.D. deliveries accepted. — to do business in each state as ed own lines and enticed Sangeine 
“up. Free delivery. Experienced 1. . ines serve more than 25, pointe 

Tiitype ccrvice. meneame Cargo: $120,000 (Primary), $155,000 (Ex- United States. 

Insurance inspect —s % cess); Public Liability, $100,000/200,000; Association Mem' berships 

- ors at terminals. Fully insured cargoes. Property Damage, $25,000; Workmen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 

lighway Patrol System. Modern equipment. Compensation. mmerce in principal cities served 
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Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J. T. Bennett, Traffic Manager Call—SOuth 1551 


erecaaeeelinns ms ene 
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-RSBURG GY ANCASTE 
| AAMBERSBURG 9x Woe ee 
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PENNSYLVANIA Aberdeen, Md. 
w 


silat (Call 111) 


Frederick, Md. 


; —_ 
a Avie EwEier| | 300 East St. (Call 557) 


Havre de reo erry Pe York, Pa. 
\e Sree Charles & Howard Sts. 
TV, to A. rov Groveds) (Call 6122) 


Washington, D. C. 
2515 H St., N. W. 
(Call Republic 2224) 
Fredericksburg, Va. 


Y wien 
t2 BALTIMORE °”)} 


Geithenburs 2 Y ‘ (Call 1199) 
ne Y ve S. ath St (Dial 7.4366 
ed \ a1 vA 2 vy " a ) 
VIRGINIA \ f y phen Westminster, Md. 
“| 77 John St. (Call 288) 
WASH INGTON Ye  YAshlend Elkton, Md 
i RICHMOND (Call 144) ‘ 


TARIFF AGENCIES 


Individual Southern Motor Carrier Rate Conference 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 
EQUIPMENT 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 

and flat bodies available. All company owned. 
INSURANCE 
Cargo, $10,000 (Northern Assur. Co. of London). . . Public 
ability, $10,000 & $50,000; ioe * Damage, $50,000-$50 
deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


**Satisfy your Customers with 
Norwalk Service’’ 


J. F. Eensthausen COMMON CARRIER 


.C.C Certificate No. 71096 








C. W. Hoke 
Vice-President 


Established 1921 
Incorporated (Ohio) 


36 Woodlawn Ave. 


Telephone—266 


NORWALK, OHIO 






















INSURANCE 
i » $25/75,000 (The Connecticut 
ire Ins. Ce.). *Public Liability, 
| tere etd Damage, *xWorkmen’s 
m pensation, and Liability Insur- 
ance on All Terminals ravelers 
Insurance Co. & The Travelers Liability 


by new A. T. A. bond. 
TARIFF AGENCIES 


Ohio Motor Frt. Tariff Bureau 





CENTRAL & EASTERN STATES 





Norwalk Truck Line 























co. *Blanket Employees Bond 
(Fidelity & Casualty Co.). Also bonded 


Central Motor Freight Assn., Inc. 







Transport Section Page, 


“Maps and Information in this Section 
Superior to Any Other Type Published!” 


Not so long ago, an industrial traffic manager of a 
leading industrial manufacturing company in Milwan- 
kee, Wis., wrote this: 


“In the issue of the Traffic World which is 
published in the third week of each month, 
* you have a Motor Transport section. We find 
that the maps and information which is pub- 
lished in this section to be superior to any 
other publication of this type, which we have 
seen. 


“We would like to be advised if the maps and 
other information which you show in the 
Motor Transport section are available under 
separate cover. If not, what suggestions do 
you have relative to filing these pages to make 
them readily available for reference works?” 


It is little wonder that this typical leading shipper finds 
this motor transport section so helpful—information and 
maps are set up according to shippers’ specifications. 





OHIO TERMINALS—Akron, 550 E. South St. (Franklin 51965); Bellew 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350): Clyde 402 
Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple & 
(Phone 3484) ; Fremont, 109 E. State St. (Main 2825); Lorain, 202 110 
8t. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medim, 
254 Smith Rd. (Phone 22181); Napoleon (Phone 28741); Nerwll, 
36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. ( 
2276); Toledo, 145 8S. St. Clair St. (Adams 4291); Vermilion (Pho 
3363); Warren (United Terminals) (Phone 4886). 

MICHIGAN TERMINALS—Adrian, 405 8S. Center St. (Phone 105); Battle 
Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, foot of First & 
(Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flint 
1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phow 
8-6427) ; Jackson, 336 8. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 Wet 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 40401); 
Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass An 
(Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINALS—Aubum, 334 W. 9th St. (Phone 618-3); El 
hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Shem 
St. (Anthony 4363)- Goshen. 1201 8. 10th St. (Phone 111); Hammon, 
1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main & 
(Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 8. Beaver St. (Phovt 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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EQUIPMENT 
317 tractors (309 company owned); 


432 trailers (all wned) ; 
208 delivery tracks (139 ieee Seek 
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m THE FINEST HEAVY-DUTY TRUCKS MONEY CAN BUY 
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For over twenty-five years, Ward LaFrance has 
been building a traditionally fine line of heavy- 
duty motor trucks. Each successive year has 
brought advances in design and engineering. 
Today's Ward LaFrance is better than ever. 

The finest Ward LaFrance trucks ever built 
are now serving the United Nations all over the 


world. They are the huge, type M-1 Heavy Duty 


Wreckers which have compiled an unbeatable 
record for stamina and dependability. 

Postwar Ward LaFrance trucks and over-the- 
road tractors, both gasoline and Diesel, offer 
fleet owners the opportunity for the most ef- 
ficient hauling in trucking history . . . Write 
our Sales Department for the Ward LaFrance 


fleet-owner plan. 


FRANCHISES AVAILABLE 


Progressive, merchandising-minded concerns eager to expand their profit possibilities by broadening 
their market potentials, would do well to consider the fertile, heavy-duty truck market. Investigate 


the profit potential in the Ward LaFrance line. . 


. Our Sales Department will be happy to supply 


information about available franchises. 








ELMIRA, 


WARD LAFRANCE 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC, 


NEW YORK 
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WHATS WRONG 


CAN YOU FIND THE 
3 “DANGER SPOTS”? 


There are 3 common shipping faults 
shown in this picture— faults that mean 
danger unless corrected. Can you spot 
these mistakes? Check yourself against 
correct answers printed below. 


Answer this $64 Question... 
AND LEARN TO CUT LOSS, DAMAGE, DELAY! 


It pays to know the right answers—and to 
follow them—when packing an order for 
shipment. For slip-shod packing can lead to 
loss of time, money and goodwill that no 
claim payment can ever replace! 

To keep you from discovering the worst 
shipping errors by bitter experience, we pub- 
lish these pointers for you. Use them! And 
help end your claim headaches for keeps! 

Shipping errors shown: 1. There are 2 


addresses—the old one should be removed. 
2. The container is of insufficient strength. 
Check all containers carefully—re-use only 
those that are sound. 3. Tape is loose. Apply 
tape carefully over clean surface. 


For quick, easy selection of carriers—ask us 
about official ATA Motor Carrier Directory. 


tne AMERICAN TRUCKING "a 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 





